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NONDEPARTMENTAL  WITNESSES 

[Clerk's  note. — The  following  testimonies  were  received  by  the 
Subcommittee  on  Transportation  and  Related  Agencies  for  inclu- 
sion in  the  record.  The  submitted  materials  relate  to  the  fiscal  year 
1997  budget  request. 

The  subcommittee  requested  that  public  witnesses  provide  writ- 
ten testimony  because,  given  the  Senate  schedule  and  the  number 
of  subcommittee  hearings  with  Department  witnesses,  there  was 
not  enough  time  to  schedule  hearings  for  nondepartmental  wit- 
nesses. 

AVIATION-RELATED  TESTIMONY 

PREPARED  statement  OF  THE  AMERICAN  ASSOCIATION  OF 
AIRPORT  EXECUTIVES 

We  are  pleased  to  present  the  views  of  the  American  Association  of  Airport  Executives 
(AAAE)  and  the  Airports  Council  International  -  North  America  (ACI-NA)  regarding 
fiscal  year  1 997  appropriations  for  the  Federal  Aviation  Administration  (FAA). 


ACI-NA's  members  are  the  local,  state  and  regional  governing  bodies  that  own  and 
operate  commercial  service  airports  in  the  United  States,  Canada  and  the  U.S.  Virgin 
Islands.  ACI-NA  member  airports  serve  more  than  90  percent  of  the  U.S.  domestic 
scheduled  air  passenger  and  cargo  traffic  and  virtually  all  U.S.  scheduled  international 
travel.  AAAE  is  the  professional  organization  representing  the  men  and  women  who 
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manage  primary,  commercial  service,  reliever  and  general  aviation  airports  which 
enplane  99  percent  of  the  passengers  in  the  United  States. 

Mr.  Chairman,  we  recognize  that  last  year  you  were  faced  with  the  very  difficult  task  of 
allocating  too  few  federal  resources  among  too  many  competing  demands.  The  FY96 
enacted  level  of  $1.45  billion  was  the  same  funding  level  as  FY95,  and  represented  the 
first  time  in  four  years  that  the  program  did  not  suffer  a  ftinding  reduction.  We  recognize 
that  in  FY97,  you  will  be  faced  with  a  similarly  difficult  task  in  allocating  resources. 

INVESTMENT  IN  AIRPORT  INFRASTRUCTURE  IS  VITAL 

In  order  to  achieve  the  goal  of  balancing  the  federal  budget  by  2002,  Congress  will  be 
required  to  make  difficult  choices  regarding  hundreds  of  programs  throughout 
government.  Without  significant  entitlement  reform,  this  task  moves  from  the  category 
of  extremely  difficult  to  nearly  Herculean.  Airports  agree  that  as  a  part  of  this  process, 
every  program  in  the  federal  government  needs  to  be  "scrubbed"  to  ensure  that  not  a 
single  federal  dollar  is  wasted  and  that  the  retum-on-investment  of  federal  funds  is  as 
significant  as  possible.  We  believe  that  funding  airport  infrastructure  should,  and  does, 
score  very  high  on  those  measures.    But  we  must  also  remind  the  Congress,  that  aviation 
dollars  are  dedicated  fees  paid  into  the  aviation  tni.st  fund  bv  the  pas.sengers  and  other 
users  of  the  aviation  system.  Therefore,  every  effort  should  be  given  to  fully  spending 
these  revenues  for  the  airport  and  air  traffic  control  improvements  that  are  desperately 
needed. 

Airports  are  "economic  engines"  that  generate  and  support  local  economic  development 
by  providing  complete  transportation  services,  stimulating  business  activity  and 


investment,  and  creating  jobs.    To  use  a  local  example,  Mr.  Chairman,  there  are  22,000 
direct,  on-airport  jobs  at  Washington  National  and  Washington  Dulles.  This  figure  does 
not  include  the  thousands  of  indirect  (induced)  jobs  that  are  generated  as  a  result  of  the 
activity  at  these  airports.  This  example,  of  course,  is  repeated  throughout  the  country 
many  times  over. 

Today,  the  air  transportation  system  is  the  linchpin  of  our  national  and  local  economies, 
essential  to  the  safe  transportation  of  people  and  goods,  both  domestically  and 
internationally.    Adequate  investment  in  our  nation's  infrastructure  is  absolutely  critical 
to  our  global  competitiveness.    Ironically,  we  are  in  danger  of  seriously  under-investing 
at  a  time  when  we  can  least  afford  it.  With  the  expenditure  of  discretionary  funds  so 
constrained  by  the  federal  budget,  we  as  a  nation  should  maximize  those  expenditures  on 
investments  that  will  help  our  economy  grow  and  on  aviation  facilities  that  will  be 
available  for  use  today,  tomorrow  and  for  years  to  come.  We  must  build  the 
infrastructure  that  will  allow  not  only  our  generation,  but  our  children  and  grandchildren 
the  opportunity  to  compete  and  prosper  in  the  global  economy. 

Since  airline  deregulation  in  1978,  the  number  of  passengers  using  the  domestic  aviation 
system  has  exploded.  Last  year,  almost  578  million  passengers  were  enplaned  in  the 
United  States.  In  1994,  555  million  were  enplaned  and  in  1993,  513  million  were 
enplaned.  The  FAA  projects  that  by  2002,  the  year  we  are  hoping  to  achieve  a  balanced 
federal  budget,  that  number  will  grow  to  772  million  and  it  will  go  over  the  850  million 
mark  sometime  in  2005. 

Already,  we  have  significant  capacity  and  delay  problems  in  our  system.  Currently,  there 
are  22  airports  that  are  seriously  congested,  each  experiencing  more  than  20,000  hours  of 
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delay  or  more  per  year.  These  delays  cost  the  airlines  alone  over  half  a  billion  dollars  a 
year  and  impose  tremendous  costs  and  disruptions  to  millions  of  passengers  and 
businesses.  FAA  forecasts  that  unless  major  airport  capacity  investments  are  made,  the 
number  of  seriously  congested  airports  will  grow  to  32  in  less  than  10  years. 

This  means  that  over  the  next  seven  years,  as  we  move  toward  a  balanced  budget,  we  also 
have  to  somehow  make  sure  that  there  is  sufficient  investment  in  our  nation's  airport 
infrastructure  to  handle  not  only  the  current  passenger  traffic  but  an  additional  200 
million  passengers  by  the  year  2002.  This  will  be  a  major  challenge.  We  as  a  nation 
cannot  afford  the  billions  of  dollars  in  annual  delay  costs  and  lost  productivity  to  the 
airlines,  air  travelers  and  businesses,  nor  can  we  afford  to  weaken  our  economic 
competitiveness  abroad,  by  settling  for  an  inefficient  and  inadequate  air  transportation 
system. 

We  understand  that  balancing  the  federal  budget  will  take  at  least  seven  years.  It 
generally  takes  3-7  years  to  undertake  and  complete  an  airport  development  project.  That 
means  that  as  politically  difficult  as  it  may  be  to  provide  an  increase  in  airport 
construction  funding  in  today's  budgetary  environment,  it  is  absolutely  imperative  that 
Congress  do  just  that.  Without  the  increased  investment,  we  cannot  realistically  hope  to 
close  the  existing  investment  gap  and  will  have  no  chance  to  build  the  infrastructure  to 
meet  the  increased  demand  that  will  be  placed  on  the  system  during  this  time  period.  We 
must  act  now.  If  we  wait,  the  funding  gap  will  be  impossible  to  close. 
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AIRPORT  CAPITAL  DEVELOPMENT  NEEDS  CONTINUE  TO  GO  UNMET 

In  the  past,  ACI-NA  and  AAAE  have  conducted  surveys  to  assess  the  capital 
development  funding  needs  of  all  airports  throughout  the  United  States.  The  last  survey 
we  conducted  showed  that  U.S.  airports  required  more  than  $10  billion  each  year  over  a 
five-year  time  period  —  at  least  $50  billion  for  needed  capital  improvement  and  capacity 
expansion  projects.  Of  this  $10  billion  a  year,  only  60  percent  ($6  billion  dollars)  are 
projects  defined  as  eligible  for  AIP  funding. 


1997-2002  AIRPORT  CAPITAL  DEVELOPMENT  FUNDING  NEEDS 

We  are  now  completing  another  comprehensive  capital  needs  survey  of  all  U.S.  airports. 


Although  we  are  still  receiving  results  from  some  airports,  we  have  already  identified 
more  than  $60  billion  will  be  needed  for  projects  that  airports  identified  as  necessary  and 
essential  between  1997-2002.  This  survey  confirms,  once  again,  that  airport  capital 
needs,  nationwide,  are  at  least  $10  billion  annually  ~  and  growing.  A  sununar>'  of 
the  survey  results  is  attached  to  our  statement.  We  will  be  pleased  to  provide  the 
complete  and  more  detailed  survey  results  to  the  Subcommittee  when  all  responses  are 
tabulated.  For  purposes  of  the  survey,  we  assumed  an  inflation  factor  of  3%  annually. 
Prelimincuy  survey  results  reveal  that  the  capital  needs  of  large  hub  airports  constitute 
about  53%  of  the  total  for  all  U.S.  airports;  medium  hubs  represented  21%;  small  hub 
needs  were  7%;  non-hubs  -  6%;  relievers  -  5%;  and  general  aviation  airports  comprised 
7%  of  total  U.S.  capital  needs.  The  following  chart  shows  the  percentage  share  of  total 
needs  by  airport  size  category,  and  compares  the  1990,  1992  and  1996  ACI-NA/AAAE 
survey  results. 

Percentage  of  Total  U.S.  Airport  Capital  Development  Needs 


1991-95 

1993-97 

1997-2002 

Large  Hubs 

49% 

50.6% 

53% 

Medium  Hubs 

15 

17.2 

21 

Small  Hubs 

9.2 

10.0 

7 

Non-Hubs 

12 

12.3 

6 

Relievers 

6.2 

3.7 

5 

General  Aviation 

8.6 

6.2 

7 

It  is  important  to  note  that  the  survey  asked  airports  to  identify  only  those  projects  that 
are  "essential  and  needed"  to  meet  current  or  future  air  traffic  growth  and  facility 
demand.  In  the  first  part  of  the  survey,  airports  were  asked  to  identify  "Scheduled 
Projects"  -  those  for  which  funding  has  been  secured  or  is  expected,  and  for  which  all 


environmental  and  other  required  approvals  have  been  obtained  or  are  expected.  Of 
course,  this  figure  includes  locally  generated  fiinds  which  will,  under  any  circumstances, 
create  pressures  on  local  fees  and  charges.  Funding  for  "Scheduled  Projects"  is  assumed 
to  include  the  current  level  of  AIP  grants  the  airport  receives,  based  on  the  $1 .45  billion 
level.  Any  further  reductions  in  AIP  grants  during  the  years  of  these  projects  could 
jeopardize  the  financial  feasibility  and  the  ability  of  the  airport  to  proceed  as  planned. 

Equally  important,  however,  airports  also  identified  "Uncommitted  or  Unscheduled 
Projects"  —  those  that  are  essential  and  needed  but  which  the  airport  cannot  proceed  with 
unless  additional  fiinding  becomes  available.  For  the  large  hub  airports,  60%  of  their 
capital  project  costs  are  "scheduled"  or  "funded"  (assuming  the  current  $1 .45  billion  AJP 
level  were  to  continue),  versus  40%  which  are  "unscheduled  projects"  or  "unfunded". 
For  medium  hubs,  68%  are  reported  "funded"  versus  32%  unfunded.  And  77%  of  the 
small  hub  airports'  project  costs  are  "funded"  compared  to  23%  "unfimded". 

Combined,  large,  medium  and  small  hubs  reported  that  only  about  61%  of  their  planned 
project  costs  are  scheduled  (i.e.  -  fiinding  is  expected)  —  $27.9  billion  over  six  years  — 
compared  to  $16.1  billion  unfunded.  This  means  that  between  1997  and  2002,  about 
$2.7  billion  each  year  in  projects  that  are  essential  and  needed  will  not  be  funded 
unless  increased  funds  from  AIP,  PFCs  and/or  other  sources  are  made  available  to 
those  airports. 

Survey  respondents  also  indicated  that  about  81%  of  all  capital  costs  are  for  projects  that 
are  needed  to  increase  or  preserve  capacity.  Of  the  total  "unscheduled/unfunded" 
projects,  88%  are  designated  as  benefiting  airport  capacity,  and  nearly  half  of  those 
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projects  are  airside  (e.g.  -  runways,  taxiways,  aprons,  etc.).  Airside  projects  constitute 
approximately  25%  of  the  total  "unscheduled/unfiinded"  capacity  project  costs. 

Of  the  unfunded  airside-capacity  projects,  nearly  70%  of  the  costs  are  for  runways. 
Runways,  taxiways  and  aprons  combined  make  up  90%  of  the  total  airside  for  which 
capacity-related  project  costs. 

We  have  also  asked  airports,  regarding  the  projects  for  which  they  presently  have  funding 
scheduled,  where  they  would  turn  to  make  up  for  any  further  reduction  in  AIP  grants.  At 
least  half  of  the  airports  responding  said  that  if  AIP  is  cut  below  the  current  $1 .45  billion 
level,  they  would  be  compelled  to  further  increase  landing  fees,  rates  and  charges  to  the 
airlines  in  order  to  replace  lost  AIP  fijnds  and  proceed  with  the  projects.  In  that  event, 
increasing  rates  and  charges  to  airlines  would  be  necessary  for  about  35%  of  the 
"scheduled"  projects  those  airports  identified. 

To  be  able  to  finance  the  projects  they  identified  as  "unscheduled"  (lacking  adequate 
fiinding),  most  airports  indicated  that  the  most  desirable  funding  source  -  assuming  AIP 
grants  will  not  increase  ~  would  be  to  increase  Passenger  Facility  Charges  above  the 
current  $3  per  passenger  cap.  Other  airports  indicated  they  would  expect  increased 
airline  charges  to  result  from  the  need  to  issue  additional  local  debt  or  increase  armual 
expenses. 

Our  findings  clearly  confirm  that  the  capital  development  funding  needs  of  U.S.  airports 
continue  to  be  of  the  same  magnitude  as  demonstrated  by  the  previous  surveys.  These 
projects  are  essential  to  increase  capacity,  improve  safety  and  security,  reduce  delays  for 
the  traveling  public,  reduce  aircraft  noise  for  communities  surrounding  airports,  help  pay 


for  unfunded  federal  mandates  and  regulations,  and  to  build  and  improve  facilities  that 
will  promote  air  service  competition  and  the  industry's  economic  health. 

In  the  course  of  your  efforts  to  develop  a  bill  this  year,  you  may  hear  testimony  that 
questions  the  needs  of  the  airport  community.  It  is  instructive  to  look  at  the  numbers.  In 
1995,  the  aviation  trust  fiind  appropriation  for  airport  construction  projects  (AIP)  was 
$1 .45  billion.  Local  airport  passenger  facility  charges  generated  just  under  $1  billion  in 
1995.  Combine  these  two  revenue  streams  and  airports  receive  less  than  $2.5  billion 
dollars  of  the  $6  billion  dollars  needed  each  year  that  is  eligible  for  federal  fiinding.  This 
is  less  than  half  of  that  total.  We  know  of  no  organization  that  questions  whether  there 
are  $6  billion  a  year  in  AlP-eligible  projects  (this  figure  has  been  corroborated  by  FAA), 
but  some  may  question  how  necessary  some  of  these  projects  are.  We  of  course  believe 
that  this  is  a  solid  figure  and  that  not  only  are  these  projects  eligible,  but  they  are  indeed 
necessary.  For  the  sake  of  argument,  however,  suppose  the  airport  community  were 
overly  optimistic  by  as  much  as  25%.  If  we  overestimated  our  needs  by  25%,  that  would 
lower  the  $6  billion  figure  to  $4.5  billion.  If  we  were  wrong  by  25%,  AIP  and  PFC 
funds  combined  would  still  be  $2  billion  less  than  what  is  needed.  If  airports 
overestimated  our  needs  by  a  whopping  50%,  the  $6  billion  figure  would  go  down  to 
$3  billion,  which  is  still  $500  million  a  year  below  what  is  funded  by  the  combination 
of  AIP  and  PFC  revenue  today.  The  point  of  these  examples  is  to  show  that  debating 
over  "needs"  might  be  a  usefiil  exercise  if  the  federal  government  were  in  a  position  to 
double  the  current  funding  for  airport  development.  At  the  levels  of  federal  involvement 
that  exist  today,  or  that  are  contemplated  in  the  future  as  a  result  of  the  budgetary  climate, 
however,  this  argument  over  "needs"  misses  the  mark  badly.  It  instead  appears  to  be  a 
convenient  mechanism  to  provide  justification  to  cut  AIP  in  order  to  fund  other  programs. 
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In  FY92,  the  overall  FAA  budget  was  $8,887  billion.  Today,  it  has  been  reduced  to 
$8,217  billion,  a  reduction  of  $670  million.  During  that  same  time,  the  yearly  AIP 
allocation  has  dropped  from  $1.9  billion  to  $1.45  billion,  a  reduction  of  $450  million. 
AIP  has  already  shouldered  a  major  portion  of  the  funding  reductions  in  the  FAA. 

AIP  FUNDING 

Mr.  Chairman,  we  believe  that  by  any  rational  measure,  airports  have  lost  ground  in 
recent  years.  If  Congress  permits  the  AIP  program  to  be  reduced  further,  without  giving 
airports  additional  tools  to  raise  needed  fijnds,  the  national  system  of  airports  we  enjoy 
and  rely  on  today  will  be  jeopardized. 

Under  the  existing  authorization  law,  an  AIP  appropriation  of  $  1 .79  billion  is  necessary 
to  avoid  triggering  across-the-board  reductions  in  entitlement  funding  to  primary  airports 
and  the  state  allocations  to  general  aviation  airports.  This  $1.79  billion  figure  is  $424 
million  below  the  fiilly  authorized  level  of  $2,214  billion,  which  airports  believe  is  a 
justifiable  level  (the  current  level  of  $1.45  billion  is  $764  million  below  the  fiilly 
authorized  level). 

But  what  happens  when  AIP  continues  to  be  inadequately  ftinded?  For  the  purposes  of 
illustration,  take  the  AIP  entitlement  allocation  that  every  primary  airport  in  the  country 
with  more  than  10,000  enplanements  receives.  This  allocation  is  made  by  formula,  based 
on  the  number  of  enplanements  at  each  facility.  By  law,  the  minimum  entitlement 
allocation  is  set  at  $500,000  and  the  maximum  allocation  is  capped  at  $22  million.  At 
the  current  $1.45  billion  funding  level,  entitlement  allocations  are  cut  by  24%  at  all 
airports.  At  the  smallest  primary  airports  across  the  country  this  has  had  a  dramatic 
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impact.  Rather  than  receiving  the  $500,000  at  each  of  these  smallest  facilities,  they 
instead  will  receive  only  $383,697  this  year  -  a  reduction  of  nearly  $120,000.  At  airports 
in  places  such  as  Klamath  Falls,  Oregon  or  Morgantown,  West  Virginia,  it  is  almost 
impossible  to  make-up  for  the  loss  of  over  $100,000  a  year. 

The  implications  for  somewhat  larger  airports  are  equally  striking,  since  this  24% 
reduction  was  not  limited  to  the  smallest  airports.  The  entitlement  allocation  received 
by  all  primary  airports  was  reduced  by  this  amount.  Again,  an  example  is  illustrative  of 
the  revenue  loss  experienced  by  airports  as  a  result  of  the  $1 .45  billion  level.  Under  a 
"full  funding"  formula,  Portland  would  receive  approximately  $2.2  million  a  year  in 
entitlement  funding.  Because  of  the  low  level  of  appropriated  funds,  however,  Portland 
last  year  received  only  $1.55  million. 

Since  the  larger  airports  are  almost  exclusively  user-funded,  those  users  who  are  now 
paying  a  portion  of  their  taxes  to  fund  the  aviation  trust  fund  and  its  airport  capital  grants, 
will  now  have  to  pay  again  for  the  needed  improvements.  This  does  not  even  begin  to 
deal  with  the  need  to  accommodate  projected  growth  at  any  level.  Simply  put,  current 
funding  levels  for  the  AIP  program  are  inadequate  to  meet  the  needs  of  the  system  today, 
and  with  every  day  that  goes  by,  we  are  falling  further  behind.  We  believe  that  the  airport 
community  needs  an  AIP  funding  level  around  $2  billion  a  year.  A  fiinding  level  of  $1.79 
billion  would  allow  airports  to  receive  their  fiill  entitlement  allocations  --  the  only  AIP 
funds  they  can  count  on  to  plan  and  finance  projects.  And  if  that  is  still  not  possible,  last 
year's  House  mark  of  $1 .6  billion  would  be  a  good  start  in  closing  the  gap  between  the 
needs  of  the  system  and  what  the  federal  aviation  trust  fund  contributes  to  meet  those 
needs. 
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In  addition.  Congress  must  begin  to  focus  on  other  non-federal  means  to  enable  airport 
operators  to  generate  adequate  funds  for  capital  improvement  projects,  to  make  up  for  the 
shortfall  in  AIP  funding  and  to  begin  bridging  the  gap  between  airport  funding  sources 
and  needs.  Your  efforts  last  year,  Mr.  Chairman,  to  increase  the  Passenger  Facility 
Charge  (PFC)  and  to  allow  for  greater  bonding  of  PFC  revenues  was  both  prescient  and 
visionary.  We  believe  that  a  similar  effort  is  needed  now  more  than  ever.  We  are 
pursuing  PFC-related  issues  in  the  authorization  process  already  underway  this  year  and 
ask  for  your  continued  support  and  assistance  in  securing  congressional  approval  for  an 
increase  in  this  much-needed,  non-federal  revenue.  As  we  look  to  the  future,  we  see 
constrained  federal  resources.  We  believe  that  both  a  PFC  increase,  and  continued  higher 
levels  of  AIP  funding  are  necessary  to  meet  the  infrastructure  needs  of  our  growing 
aviation  system. 

Before  closing,  there  is  one  final  item  that  we  would  like  to  bring  to  your  attention.  Last 
year,  the  FAA  determined  that  the  threat  to  civil  aviation  had  significantly  increased.  In 
August,  the  FAA  required  airports  to  follow  Aviation  Security  Level  3  procedures  and 
advised  airport  operators  that  these  types  of  security  measures  would  be  necessary  not 
just  for  the  short-term,  but,  would  constitute  a  new  baseline  for  securing  U.S.  aiqjorts. 

ACI-NA  and  AAAE  conducted  a  survey  of  airports  to  determine  the  magnitude  of  the 
costs  incurred  by  commercial  service  airports  to  comply  with  these  new  requirements. 
These  are  often  directed  toward  the  protection  of  terminal  buildings  or  passengers  well 
before  they  begin  the  aircraft  boarding  process.  Based  on  our  survey  results,  we  estimate 
that  the  armual  additional  costs  incurred  by  all  commercial  service  airports  to  be  nearly 
$125  million.  At  some  airports,  the  cost  was  well  over  $1  million  a  month  in  additional 
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expenses.  This  is  on  top  of  at  least  $800  million  that  airports  have  already  spent  on 
mandated  Access  Control  Systems. 

While  we  agree  that  ensuring  security  at  our  nation's  airports  is  paramount,  this  is  another 
example  of  an  unfunded  federal  mandate  being  imposed  that  puts  an  even  greater  burden 
on  the  ability  of  airports  to  meet  pressing  capital  development  needs.  At  facilities  across 
the  country,  this  requirement  is  forcing  airports  to  re-direct  funds  that  otherwise  could  be 
used  for  necessary  capital  improvements. 

Mr.  Chairman,  we  look  forward  to  working  with  you  and  other  members  of  the 
subcommittee  and  the  staff  to  fashion  a  bill  this  year  that  balances  the  competing  needs  of 
the  entire  transportation  community  fairly.  Clearly,  it  won't  be  an  easy  job.  We 
appreciate  your  leadership  and  we  would  be  happy  to  respond  to  any  questions  you  or 
other  members  of  the  subcommittee  may  have. 
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ACI-NA/AAAE  U.S.  Airport  Capital  Development  Needs  Survey  Sample 


(asof  April  9,  1996) 

Survey 
Enplanemciits         US  Total  Response 


Hub  Size 

(millions) 

(NPIAS) 

ACI-NA  Sample 

Rate 

Large  Hub 

5.7  + 

29 

27 

93.1 

Medium  Hub 

1.4-5.7 

40 

30 

75.0 

Small  Hub 

.286-1.4 

71 

31 

43.7 

Subtotal 

140 

88 

62.9 

Non-Hub 

.01  -  .286 

281 

281. 

• 

Other  Coinin.  Serv 

. 

154 

154 

* 

Reliever 

- 

325 

325 

• 

General  Aviation 

- 

2429 

2429 

* 

Total 


3329 


3277 


98.4 


*  Figures  were  obtained  through  FAA's  NPIAS  report 


ACI-NA/AAAE  U.S.  AIRPORT  CAPITAL  DEVELOPMENT  NEEDS 

1997-2002 
{%  Billions) 


AIRPORT  SIZE 


Large 

Medium 

Small 

Non  Hub 

Reliever 

General  Aviation 

TOTAL  COST  (Constant  $) 

TOTAL  COST  (Current  $) 

AVG.  ANNUAL  CAPITAL  NEEDS 


TOTAL 

FUNDING 

FUNDING 

1997-2002 

SCHEDULED 

UNSCHEDULED 

28.9 

60% 

40% 

11.6 

68% 

32% 

3.5 

77% 

23% 

3.3 

~ 

~ 

2.8 

~ 

~ 

4.0 

~ 

~ 

54.1 

60.0 

10.0 

Notes: 

1.  All  costs  are  total  costs  including  -  capitalized  interest;  project  and  construction 
management  costs;  arctiitectural  &  engineering  costs;  construction  costs;  and  contingency  costs. 

2.  'Funding  Scheduled'  are  those  capital  development  project  costs  for  which  funds  will  be  or  are  expected 

to  be  secured,  relying  on  a  continuation  of  AlP  grants  at  the  current  $  1 .45  Billion  level.  'Funding  Unscheduled' 
are  project  costs  which  are  essential  and  needed  to  meet  current  or  future  air  traffic  growth  and 
facility  demand,  but  which  cannot  proceed  unless  additional  funds  t>ecome  available.  For  Large,  Medium  & 
Small  Hub  airports  combined  the  total  projects  'scheduled'  in  Current  $  Is  $30.8  Bil  and  'unscheduled'  is  $17.9  Bit. 

3.  A  3%  inflation  rate  was  used  to  calculate  the  total  cost  figure  in  current  dollars. 

4.  Non  Hub,  Reliever  and  General  Aviation  airport  development  costs  are  estimated  based  on  the  FAA's 
199S  NPIAS  plan.  These  figures  are  understated  due  to  the  FAA  projecting  costs  for  only  5  years, 
the  availability  of  current  NPIAS  cost  data  and  the  NPIAS  figures  include  AlP  eligible  projects  only. 
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ACI-NA/AAAE  1996  AIRPORT  CAPITAL  NEEDS  SURVEY 
AIP  ELIGIBILITY  BY  AIRPORT  HUB  SIZE 


Airport  Hub 

Total  Cost 

Total  Cost 

AIP  Elig. 

AIP/TC 

Size 

(Sbillions) 

(%) 

(Sbillions) 

(%) 

Large 

29.1 

68.0 

15.6 

53.5 

Medium 

10.5 

24.6 

5.3 

50.6 

Small 

3.2 

7.5 

2.2 

70.1 

TOTAL 

42.9 

100.0 

23.1 

54.0 

ACI-NA/AAAE  1996  AIRPORT  CAPITAL  NEEDS  SURVEY 
AIP  ELIGIBILITY  BY  AIRPORT  LOCATION 

Capital  Projects  1997  -  2002 


Total  Cost         %By  AIP  Elig.      AIP/TC 

Location  (Sbillions)        Location       (Sbillions)  (%) 

Airside 
Terminal 
Landside 
Total 


11.9 

27.3 

9.3 

78.4 

18.4 

42.2 

7.4 

40.4 

13.3 

30.5 

6.0 

45.2 

43.6 

100.0 

22.8 

52.2 
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AMERICAN  FEDERATION  OF  GOVERNMENT  EMPLOYEES 
PREPARED  STATEMENT  OF  JOHN  N.  STURDIVANT,  NATIONAL  PRESIDENT 

My  name  is  John  N.  Sturdivant.  and  I  am  National  President  of  the  American 
Federation  of  Government  Employees,  AFL-CIO,  which  represents  700,000  federal 
employees  across  the  nation.  I  appreciate  the  Subcommittee's  permitting  me  this 
opportunity  to  present  our  views  about  an  issue  of  concern  to  all  federal  employees: 
workers  compensation. 

During  the  crafting  of  last  year's  transportation  appropriations  bill  (H.R.  2002), 
serious  consideration  was  given  to  terminating  workers  compensation  benefits  to  federal 
employees  who  were  indisputably  injured  on  the  job  simply  because  they  became  eligible 
to  retire.  Although  this  idea  was  ultimately  rejected,  and  rightfully  so.  the  conferees 
directed  the  General  Accounting  Office  (GAO)  to  study  the  extent  to  which  "workers 
compensation  has  become  a  more  lucrative  alternative  to  regular  retirement... and  report 
with  recommendations  for  reform  to  the  House  and  Senate  Committees  on  Appropriations 
no  later  than  May  31,  1996." 

AFGE  has  long  been  in  support  of  genuinely  comprehensive  reform  of  workers 
compensation  for  federal  employees  by: 

1)  enhancing  workplace  safety  to  reduce  the  number  of  job-related  injuries; 

2)  strengthening  vocational  rehabilitation  so  that  injured  employees  are  able  to 
return  to  work  as  soon  as  possible;  and 

3)  requiring  managers  to  be  aggressive  and  imaginative  in  welcoming  back 
employees  who  have  successfully  completed  their  vocational  rehabilitation  regimen. 
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This  holistic  approach  to  workers  compensation  reform  would  save  money  for  the 
taxpayers  by  reducing  costs  and  keeping  experienced  federal  employees  on  the  job. 

While  we  do  not  know  what  recommendations  the  GAO  will  make  in  its  report, 
AFGE  urges  the  Subcommittee  to  proceed  with  caution.  To  the  extent  workers 
compensation  is  used  in  lieu  of  retirement,  the  issue  appears  to  be  limited  to  the  Federal 
Aviation  Administration  (FAA).  Consequently,  AFGE  believes  that  the  Subcommittee 
should  consider  what  role  FAA  has  played  in  this  situation  when  deciding  how  to  proceed. 

1 .  Has  FAA  fulfilled  its  workers  compensation  obligations  to  actively  supervise  the 
recovery  of  injured  employees,  and  thus  speed  them  back  to  work?  Or  have  these 
Injured  employees  been  written  off  as  "damaged  goods"  and  indirectly  discouraged  from 
going  back  to  work?  What  Innovative  support  mechanisms  has  FAA  implemented  to 
reduce  the  time  employees  have  to  spend  on  workers  compensation? 

2.  Has  FAA  worked  aggressively  to  provide  the  vocational  rehabilitation  necessary 
for  injured  employees  to  return  to  their  old  jobs? 

3.  It  appears  that  most  employees  on  the  workers  compensation  rolls  at  FAA  are 
air  traffic  controllers.  Has  FAA  tried  to  eliminate  the  job  conditions  that  cause  so  many 
air  traffic  controllers  to  become  injured?  What  new  technology  has  FAA  implemented  to 
promote  worker  safety?  What  improved  safety  procedures  have  been  adopted? 

4.  Has  FAA  tried  to  take  back  employees  in  other  positions  if  their  conditions  did 
not  improve  and  the  nature  of  the  air  traffic  controller  job  could  not  be  changed  to 
accommodate  their  reduced  capacities? 

5.  Are  the  rules  already  in  place  sufficient  to  deal  with  the  situation?  That  is,  has 
FAA  tried  to  use  its  options  under  the  current  system  to  remove  suspected  abusers  from 
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the  workers  compensation  rolls,  thus  obviating  the  need  for  the  sort  of  "refornn"  that  was 
considered  last  year? 

AFGE  urges  the  Subcommittee  to  consider  powerful  equity  concerns  as  well.  For 
example,  last  year's  proposal  would  have  fundamentally  changed  the  rules  for  workers 
compensation  not  just  for  future  cases  but  also  for  cases  that  are  already  on  the  rolls  in 
which  it  was  determined  that  the  federal  employees  in  question  were  injured  on  the  job. 
Is  it  right  for  the  Congress  to  suddenly  change  the  rules  under  which  federal  employees- 
-injured  on  the  job  and  in  the  service  of  their  nation — have  understandably  long  relied? 

Also,  while  some  employees  on  workers  compensation  may  be  unable  to  return 
to  work  due  to  the  severity  of  their  injuries,  many  are  in  fact  striving  mightily  to  resume 
serving  the  taxpayers.  But,  under  last  year's  proposal,  agencies  might  not  have  had  to 
take  back  experienced  employees  who  had  recovered  from  job-related  injuries.  Such  a 
scheme  would  poorly  serve  the  injured  employees — who  still  have  much  to  offer — and 
their  agencies — who  would  benefit  from  the  contributions  of  experienced  employees. 

That  federal  employees  should  be  the  ones  to  determine  when  they  will  actually 
retire  after  reaching  eligibility  is  not  subject  to  dispute.  But  last  year's  proposal  might 
have  required  that  any  employee  eligible  for  retirement  who  was  on  workers 
compensation  to  retire  if  he  or  she  could  not  return  to  work.  As  discussed  earlier,  many 
employees  on  workers  compensation  are  trying  to  return  to  their  jobs — whether  it's 
because  they  find  work  more  fulfilling  than  inactivity  or  know  that  retirement  benefits  dont 
go  very  far — and  should  not  be  discouraged  or  even  prevented  from  doing  so. 

If  there  are  problems  with  the  workers  compensation  system,  AFGE  is  ready  to 
work  with  Members  of  Congress  to  resolve  them.  But  any  approach  to  workers 
compensation  reform,  if  the  objective  truly  is  to  reduce  costs  and  create  a  healthier,  more 
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productive  workforce,  must  involve  enhancing  workplace  safety  and  strengthening 
vocational  rehabilitation. 

Thank  you  for  taking  the  time  to  consider  the  views  of  the  federal  employees 
represented  by  AFGE. 


AMERICAN  PSYCHOLOGICAL  ASSOCIATION 

PREPARED  STATEMENT  OF  DEBORAH  A.  BOEHM-DAVIS,  PH.D.,  GEORGE 
MASON  UNIVERSITY 

Mr.  Chairman  and  Members  of  the  Subcommittee,  I'm  Dr.  Deborah  Bochm-Davis,  former 
President  of  the  Human  Factors  and  Ergonomics  Society  and  a  professor  at  George  Mason 
University  in  Fairfax.  Virginia.  I'm  p]ea.sed  to  be  here  today  on  behalf  of  the  American 
Psychological  Association  (APA),  the  Human  Factors  and  Ergonomics  Society  (HPTiS),  and  the 
Federation  of  Behavioral,  Psychological  and  Cognitive  Sciences  (Federation).  We  appreciate  the 
opportunity  to  present  testimony  on  the  Federal  Aviation  Administration's  (FAA)  Research, 
Engineering  and  Development  (RE&D)  budget  for  human  factors  and  aviation  medicine. 

We  requested  this  opportunity  to  testify  because  of  our  continued  concern  over  the  priority 
placed  on  human  factors  research  in  the  FAA.  According  to  a  1994  Office  of  Technology 
Assessment  (OTA)  report,  75  percent  of  all  fatal  airline  accidents  from  1985  to  1992  were 
attributed  to  human  error.  Human  factors  research  directly  examines  the  causes  of  human  error 
and  the  research  results  can  be  applied  to  improvements  in  the  design  of  aeronautical  systems  - 
including  the  design  of  aircraft;  air  traffic  control  systems;  and  training  procedures  and 
requirements.  As  stated  in  the  1994  OTA  report,  ".  .  .  to  better  anticipate  new  safety  and 
efficiency  challenges  to  the  aviation  system  and  to  promptly  modernize  the  U.S.  air  traffic  control 
(ATC)  system,  federal  aviation  research  and  development  (R&D)  must  encompass  more  than 
technology."  (emphasis  added) 

For  this,  and  other  reasons,  APA,  HFES  and  the  Federation  urge  this  Subcommittee 
to  recommend  $25.5  million  for  air  traffic  control  human  factors  research.  This  is  the 
amount  approved  by  this  Subcommittee  for  the  FY  1996  budget.  Unfortunately,  this 
recommendation  did  not  survive  the  conference  with  the  Senate  which  approved  a  final  FY  1996 
budget  for  human  factors  research  of  $21.2  million  --  a  24  percent  decrease  from  the  FY  1995 
level.   That  large  and  sudden  decrease  has  severely  hampered  this  life-saving  research. 

The  human  factors  research  supported  by  the  FAA  is  unique  in  the  federal  government 
and  supports  the  FAA  mission  and  regulatory  responsibilities.  Industry  does  not  conduct  this 
type  of  research,  and  is  very  unlikely  to  do  so.  The  Department  of  Defense  (DoD)  does  support 
human  factors  research  related  to  its  own  needs,  but  many  of  those  needs  are  specific  enough  to 
defense  that  they  are  not  transferable  to  civilian  aviation.  It  is  clear  that  if  the  FAA  does  not 
support  this  important  area  of  research  —  it  will  not  be  done.  The  "opportunity  costs"  of  such 
a  decision  will  undoubtedly  be  lost  lives  and  costly  accidents.  In  monetary  loss  alone,  a  single 
accident  can  exceed  the  total  annual  research  budget  to  prevent  accidents. 

The  National  Plan  for  Civil  Aviation  Human  Factors:  An  Initiative  for  Research  and 
Application,  a  joint  report  from  the  FAA,  DoD  and  the  National  Aeronautics  and  Space 
Administration  (NASA),  was  revised  last  year  and  takes  into  account  changes  in  technologies, 
organizations,  and  aviation  priorities.  The  revised  Plan  focused  on  two  needs:  1)  research  to 
provide  relevant  human  factors  methods,  techniques  and  data;  and  2)  applications  to  implement 
and  integrate  human  factors  research  into  aircraft  development  and  regulatory  activities.  The  Plan 
points  out  that  the  proportion  of  accidents  involving  human  error  has  remained  the  same  over 
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recent  years,  but  the  tolerance  for  this  error  rate  has  changed.  Safety  concerns  dictate  that  if  the 
rate  of  accidents  due  to  human  error  isn't  decreased,  the  increased  use  of  airlines  in  the  future 
will  result  in  an  "intolerable  magnitude  of  loss  (and  cost)"  and,  "Further  R&D  on  human 
performance  issues  in  the  aircraft,  the  control  tower,  and  on  the  ground  will  be  required  ... 
Human  performance  is  the  leading  example  of  a  field  where  basic  and  applied  research  is  the  key 
to  better  safety." 

Although  preventing  the  loss  of  human  life  and  injury  are  foremost  when  considering 
aviation  safely,  there  are  also  compelling  economic  reasons  to  vigorously  support  human  factors 
research.  A  large  investment  is  being  made  to  upgrade  the  National  Air  Transportation  System 
infrastructure  with  satellite  technology  to  improve  cockpit  communication,  navigation,  and 
surveillance.  This  investment  will  produce  minimal  improvements  in  productivity  without 
changes  in  operating  procedures  and  pilot  training.  These  changes  will  be  based  on  human 
factors  research. 

Human  factors  issues  have  become  the  last  frontier  of  aviation  safety.  The  problems  of 
materials,  structures,  and  power  plants  have  been  largely  solved  and  contribute  little  to  accident 
causation.  If  significant  improvements  are  to  be  made  in  transportation  safety,  they  must  come 
in  the  area  of  human  factors.  If  equipment  is  designed  correctly  for  human  use  at  the  start,  the 
research  and  design  costs  are  paid  only  once.  If  poor  design  must  be  compensated  for  in  training 
departments  and  operations,  the  price  must  be  paid  every  day. 

The  airline  industry  in  the  United  States  enjoys  an  enviable  safety  record.  Every  day 
there  are  approximately  20,000  takeoffs  and  landings  of  commercial  transport  aircraft  in  the  U.S. 
Over  1 ,000,000  persons  are  carried  safely  to  their  destinations.  On  those  rare  occasions  when 
something  goes  wrong  in  one  of  those  20,000  daily  flights,  the  cause  of  the  accident  is  usually 
due  not  to  structural  failure,  not  powerplant  failure,  not  avionics,  and  not  defective  aircraft 
systems   -  it  is  due  to  human  error.   This  is  the  domain  of  human  factors  research. 

The  laudable  safety  record  of  U.S.  airlines  is  due,  in  part,  to  the  post-World  War  II 
maturity  and  success  of  the  human  factors  profession.  With  the  nearly  perfect  record  that  has 
been  cited,  one  may  ask  why  human  factors  research  in  aviation  must  be  maintained.  The  answer 
is  that  research  must  keep  up  with  ~  or  preferably  stay  ahead  of  ~  the  explosive  growth  of 
aviation  technology  and  operations.  Just  a  few  of  the  areas  that  will  demand  human  factors 
research  include:  global  navigation  and  communication;  ultra-long  haul  flight;  collision  avoidance 
devices;  supersonic  passenger  aircraft;  enhanced  and  synthetic  vision;  and,  automated  air  traffic 
control. 


The  National  Plan  concludes  that  continuing  the  progress  that  human  factors  research  has 
made  toward  furthering  safety  and  productivity  goals  will  require  increased  coordination,  funding, 
and  long-tenn,  high-level  management  support  in  both  government  and  industry.  We  ask  the 
Subcommittee  to  ensure  that  this  goal  is  refiected  in  the  FAA's  human  factors  research  budget. 

The  American  Psychological  Association,  the  Human  Factors  and  Ergonomics  Society, 
and  the  Federation  of  Behavioral,  Psychological,  and  Cognitive  Sciences  join  in  urging  this 
Subcommittee  to,  at  a  minimum,  recommend  $25.5  million  for  FAA's  FY  1997  human  factors 
research  budget.  This  will  ensure  that  the  FAA  can  begin  to  implement  the  National  Plan  for 
Civil  Aviation  Human  Factors  and  conduct  the  research  necessary  to  protect  the  flying  public. 


PREPARED  STATEMENT  OF  THE  AIR  TRAFFIC  CONTROL  ASSOCIATION,  INC. 

Introduction 
The  Air  Traffic  Control  Association,  Inc.  ("ATCA")  is  a  professional 
association  of  forty-years  standing  dedicated  to  advancement  in  the  science  and 
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profession  of  air  traffic  control  and  aviation  safety.  Its  membership  represents  all 
aspects  of  the  air  traffic  control  discipline,  from  air  traffic  control  specialists  and 
airway  facilities  technicians  who  operate  and  maintain  the  air  traffic  control 
system,  to  those  individuals  and  companies  who  develop  and  produce  the 
technology,  equipment,  and  services  which  support  the  system,  to  the  citizens, 
government  agencies,  and  airlines  who  use  the  system. 

ATCA  urges  the  Congress  to  provide  funding  for  the  Federal  Aviation 
Administration  in  Fiscal  Year  1997  which  will  be  adequate  for  continuing  the 
momentum  of  essential  air  traffic  control  modernization  while  maintaining  the 
integrity  and  safety  of  today's  operating  ATC  system. 

ATC  System  Needs  Replenishment 

The  National  Airspace  System  is  suffering  gradual  deterioration.  Delayed 
infusion  of  new  or  replacement  equipment,  deferred  maintenance,  resource 
deprivation,  and  personnel  reductions  have  exhausted  all  reserves  of  flexibility 
and  left  unexploited  the  fiall  operating  capabilities  of  the  ATC  system. 

Although  the  air  traffic  control  system  continues  to  operate  at  an  acceptable 
level  of  safety  and  availability,  to  a  large  extent  this  is  achieved  through  built  in 
redundancies  and  dedicated  efforts  by  the  professionals  who  operate  and  maintain 
the  aging  ATC  equipment  and  technologies  still  in  use.  More  and  more  often 
aging  primary  systems  experience  outages,  casting  controllers  onto  more  labor 
intensive  back  up  systems,  each  layer  of  which  offers  fewer  automation  aids;  this 
in  turn  increases  controller  workload,  forcing  controllers  to  delay  aircraft  in  order 
to  maintain  the  highest  level  of  safety.  Antiquated  aeronautical  radios  are 
increasingly  subject  to  frequency  congestion,  and  proliferation  of  commercial 
radio  activities  causes  interference,  adversely  affecting  reliable  communication 
between  ATC  and  the  cockpit.  Older  wiring  is  becoming  brittle,  making  repairs 
time  consuming,  difficult  and  problematic;  replacement  parts  are  unavailable, 
necessitating  rebuilding  or  cannibalization  of  spare  or  discarded  items  in  order  to 
extend  the  life  of  operating  systems.  More  difficult,  labor  intensive  repairs  result 
in  longer  unscheduled  down-time  for  primary  systems,  and  less  time  for  scheduled 
and  preventive  maintenance. 
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Downsizing  the  Federal  Government  exacerbates  these  conditions.  Since 
1993,  FAA  has  suffered  a  reduction  in  force  of  approximately  5,100  employees, 
1 0%  of  its  entire  work,  force.  Today  FAA  employs  500  fewer  controllers  than  it 
did  in  1994.  Skilled,  experienced  managers  and  support  staff  are  retiring  or 
separating,  and  are  not  being  replaced.  With  a  significant  number  of  Airway 
Facilities  technicians  eligible  to  retire,  the  ATC  maintenance  workforce  has  been 
particularly  hard  hit  by  attrition  and  government  wide  "buy  out"  incentives. 
Assuming  that  modernized  equipment  would  soon  be  fielded,  be  more  reliable  and 
require  less  periodic  maintenance  that  current  items,  FAA  permitted  the  number  of 
AF  technicians  to  decline  and  did  not  train  newer  recruits  to  become  expert  in 
vintage  —but  nonetheless  current—systems.  The  combination  of  these  two  factors 
has  resulted  in  a  gap  both  in  person  power  and  crucial  expertise  when  it  comes  to 
keeping  the  current  system  up  to  speed.  Although  FAA  is  in  the  process  of 
reversing  this  trend,  shortfalls  in  coverage  and  capabilities  will  continue  if 
required  funding  is  not  provided. 

Meanwhile,  demands  on  the  aging,  strained  air  traffic  control  system  and 
the  professionals  who  keep  it  running  intensify  daily.  The  volume  and  complexity 
of  air  traffic  continually  increases;  technology  interfacing  with  ATC~aircraft, 
avionics,  communications—rapidly  advances.  FAA  personnel  must  adapt  to  new 
equipment  and  procedures  while  at  the  same  time  providing  the  excellent  quality 
of  service  its  customers  have  come  to  expect.  All  of  this  must  be  accomplished  in 
ways  that  enhance  the  operating  flexibility  and  efficiency  of  users,  as  well  as 
maintaining  the  highest  level  of  safety. 

Although  the  air  traffic  control  system  continues  to  be  safe  and  efficient, 
current  conditions  cannot  continue  indefinitely  without  degradation  of  service. 
The  aging  ATC  infrastructure  must  be  replaced  and  replenished  with  new 
equipment  and  technologies  that  can  meet  today's  expanding  needs,  and  which 
can  adapt  and  evolve  to  accommodate  requirements  of  the  21st  Century. 
Improvements  Underway 

FAA  has  underway  a  myriad  of  initiatives,  programs  and  projects  that 
address  existing  and  emerging  air  traffic  control  needs.  Some  are  interim 
measures  to  shore  up  infrastructure  until  long  term  solutions  can  be  implemented; 
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some  involve  identification  and  application  of  commercially  based  technologies  to 
ATC  tasks;  some  are  custom  designed  technologies  and  products;  and  some  are 
new  concepts  which  will  change  fiindamentally  air  traffic  control  as  we  know  it. 

Among  those  interim  measures  now  underway  is  the  DCC  Rehost  project, 
through  which  maintainability  of  ATC  computers  will  be  improved  by 
replacement  of  the  IBM  9020E  computers  in  five  ATC  centers  with  the  IBM  9221. 
The  DARC  (direct  access  radar  channel)  back  up  system  software  is  being 
enhanced  with  additional  tools  for  controllers.  Improvements  are  being  made  to 
back  up  power  generation  systems  to  minimize  the  effects  of  commercial  power 
outages. 

Longer-term  improvements  include  implementation  of  the  Display  System 
Replacement  (DSR)  beginning  in  1998,  through  which  FAA  will  replace  the 
current  en  route  display  system  with  the  controller  workstation  of  the  future, 
including  easy  to  interpret  displays,  industry-standard  windowing,  more  reliable 
keyboards,  and  other  modem  features.  Implementation  of  the  Voice  Switching 
and  Control  System  (VSCS),  the  modernized  and  improved  communications 
system  which  will  interface  with  DSR  in  en  route  centers,  already  is  well 
underway.  Through  the  Standard  Terminal  Automation  Replacement  System 
(STARS)  FAA  will  exploit  commercial-type  technologies  to  modernize  terminal 
radar  approach  control  facilities  (TRACONs)  with  new  computers  and  displays. 
FAA  has  selected  three  STARS  contractor  teams  to  develop  prototype  systems  to 
compete  for  run  off  this  year. 

Satellite  technology  and  the  concept  of  "automatic  dependent  surveillance" 
is  being  applied  to  improve  position  reporting  in  international/oceanic  air  traffic 
control,  enhancing  safety  and  increasing  efficiency.  FAA  is  taking  steps  to  ensure 
the  accuracy,  integrity,  and  availability  of  satellite  signals  for  aviation  use 
nationwide.  Technology  for  local  augumentation  of  GPS  is  being  developed. 

Other  modem  technologies  are  being  developed  and  applied  to  enhance  the 
safety  and  efficiency  of  air  traffic  control.  Satellite  and  other  technologies  are 
being  used  to  improve  identification  and  surveillance  of  traffic  on  the  surface  of 
airports;  data  link  will  augment  or  replace  voice  communication  between  the  pilot 
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and  the  ATC  system  so  that  information  can  be  displayed  visually;  digital 
communications  will  improve  the  quality  and  quantity  of  ground-air  voice 
contacts;  "user-friendly"  weather  products  will  provide  pilots  and  controllers 
usefiil  information  rather  than  unintegrated  data;  and  advanced  air  traffic 
management,  metering  and  spacing  tools  will  help  controllers  expedite  the  flow  of 
aircraft  through  the  National  Airspace  System  so  as  to  maximize  capacity  and 
minimize  costs  to  users. 

In  partnership  with  industry,  FAA  is  exploring  the  feasibility  and  potential 
of  "Free  Flight",  an  operational  concept  through  which  aircraft  operators  select 
the  altitude,  route  and  speed  of  their  flight.  Air  traffic  management  would 
intervene  on  a  tactical  basis  only  to  resolve  potential  conflicts  between  aircraft, 
prevent  the  aircraft  from  venturing  into  restricted  airspace,  prevent  overload  at 
airports,  or  otherwise  ensure  the  safety  of  flight  (e.g.  handling  a  flight  emergency.) 
While  a  significant  number  of  flights  already  perform  a  form  of  free  flight  at 
higher  altitudes,  this  will  be  a  radical  change  at  middle,  busier  levels  where  for  the 
most  part  flights  operate  along  fixed  routes,  with  a  command  and  control 
relationship  prevailing  between  ATC  and  the  pilot.  "Free  Flight"  will  require 
advanced  levels  of  ATC  automation,  sophisticated  aircraft  tracking  and  conflict 
alert/resolution  capabilities,  airborne  collision  avoidance  technology  and  cockpit 
display  of  air  traffic  information,  and  enhanced  data  collection  and  dissemination 
systems,  all  of  which  are  under  development. 

All  of  this  is  being  pursued  in  accordance  with  a  National  Airspace  System 
Architecture,  a  blueprint  for  the  entire  air  traffic  management  system  which  will 
guide  investment  decisions  of  FAA  and  users  as  well.  The  latest  edition  of  FAA's 
System  Architecture  was  recently  issued  and  made  available  for  comment. 

These  concepts,  technologies  and  projects  are  needed;  they  are  scientifically 
feasible  and  technologically  sound;  and  they  will  result  in  ATC  system 
improvements  that  translate  directly  into  operational  efficiencies  for  users  as  well 
as  enhanced  safety  for  the  traveling  public. 

Equally  promising  is  the  revolutionary  reinvention  of  FAA  enabled  by 
legislation  enacted  last  year  granting  the  agency  wide  exemptions  from  federal 
procurement  and  personnel  laws  and  regulations.   Beginning  April  I  of  this  year, 
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FAA  instituted  a  new,  streamlined  "Personnel  Management  System."  This  new 
system  allows  FAA  to  promote  and  move  employees  as  required,  reward  those 
who  demonstrate  initiative  and  extraordinary  performance,  and  seek  out  and  hire 
individuals  with  special  expertise  needed  by  the  agency.  April  1  also  marked 
implementation  of  a  new  streamlined  "Acquisition  Management  System."  This 
system  eliminates  the  cumbersome  "red  tape"  aspects  of  the  government-wide 
procurement  system,  and  gives  FAA  the  flexibility  to  tailor  acquisition  strategies 
and  procedures  to  the  complexity,  sophistication,  and  availability  of  the  product 
being  purchased.  This  new  acquisition  management  system  is  being  implemented 
by  Integrated  Product  Teams  (IPTs)  which  are  cross-organizational  teams 
responsible  for  generating,  maintaining,  and  improving  a  product  or  line  of 
products  over  the  entire  life  cycle  of  the  item.  Together,  these  three  elements— 
incentivized  personnel,  organized  into  multi-disciplinary  working  groups,  held 
accountable  and  empowered  with  flexible  management  tools— provide  a  real 
opportunity  for  FAA  to  succeed  in  delivering  superb  quality  products  and  services 
into  the  21st  Century. 

Assuring  Adequate  Funding 

While  there  is  cause  for  optimism  in  the  promise  of  technology  and 
institutional  reinvention  of  FAA,  an  increase  in  the  Administration's  Fiscal  Year 
1997  budget  proposal  is  essential  if  timely  improvements  to  the  air  traffic  control 
system  are  to  be  realized. 

Despite  the  challenges  ahead,  the  Administration  is  requesting  only  $4,918 
billion  for  FAA  Operations  in  FY97,  5.9%  above  the  FY96  level.  This  proposal  is 
no  more  than  a  current  services  budget.  The  lion's  share  of  the  minimal  increase 
will  have  to  be  applied  to  inflationary  hikes  in  payroll,  utilities,  rent  and  the  like, 
and  to  escalating  consumption  of  telecommunications  services  resulting  from 
increased  use  of  electronic  media  for  business.  These  cost  increases  leave 
precious  little  to  pay  for  planned  small  workforce  increases  in  air  traffic  control, 
airway  facilities,  and  flight  standards.  Although  the  pipeline  of  controllers 
undergoing  training  should  be  reactivated  to  prepare  for  impending  retirements, 
the  proposed  increase  (+250  after  attrition)  merely  would  return  the  controller 
workforce  to  the  FY95  level.  The  increase  proposed  for  Airway  Facilities  (+134) 
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is  not  enough  to  make  an  appreciable  improvement  in  the  problem  of  deferred 
maintenance,  considering  that  this  workforce  also  faces  increased  workloads 
associated  with  learning  and  fielding  new  ATC  systems  as  they  come  on  line. 
And  while  Research,  Engineering  and  Development  would  benefit  from  a  slight 
(+27)  increase  in  personnel,  other  workforces  critical  to  the  ATC  modernization 
effort  would  actually  decline  (-9  for  Facilities  and  Equipment;  -14  for  Research 
and  Acquisitions;  and  -65  for  Human  Resource  Management.)  Virtually  no 
discretionary  funds  will  be  available  for  hiring  new  technical  and  scientific  talent, 
or  for  training  or  incentivizing  critical  on  board  workforces—all  key  to  success  of 
the  reinvention  effort.  Significant  increases  in  Operations  funding  over  the 
amount  the  Administration  is  requesting  for  FYP?  will  be  required  if  FAA, 
the  user  community  and  the  traveling  public  are  to  realize  the  benefits  of  the 
new  personnel  and  acquisition  systems. 

The  Administration  proposes  a  decrease  of  $86  million  (5%)  from  the  FY96 
level  for  Facilities  and  Equipment  in  F97.  Considering  increases  in  air  traffic  and 
the  rapid  advance  of  technology,  this  amount  is  not  enough  to  sustain  the 
momentum  of  modernization,  even  given  efficiencies  promised  by  the  new 
acquisition  management  system.  At  this  reduced  level  improvements  are  being 
delayed,  even  though  acceptable  equipment  or  technology  exists  that  could  add 
value  to  the  ATC  system  or  replace  older  items.  Terminal  weather  radars,  airport 
surveillance  equipment,  aeronautical  radios,  advanced  air  traffic  management,  and 
data  link  and  automatic  dependent  surveillance  applications  come  to  mind  as 
improvements  and  replacements  which  could  be  accelerated  with  additional 
funding.  In  addition,  FAA  has  announced  plans  to  initiate  ten  projects  during  the 
coming  year  under  the  new  acquisition  management  system.  "Fast  tracking" 
these  items  will  require  a  stream  of  funding  which  is  predictable,  reliable  and 
consistent  with  the  rapid  pace  of  development  and  deployment.  Congress  is 
urged  to  assure  that  funding  shortfalls  do  not  become  a  limiting  factor  in  the 
progress  of  these  needed  and  promising  modernization  initiatives. 

The  Administration's  FY97  request  for  FAA  Research,  Engineering  and 
Development  is  an  troubling  reversal  of  the  increasing  funding  profile  that 
prevailed  in  previous  years.     RE&D  plays  a  critical  role  in  advancing  aviation 


30 


safety  and  efficiency.  Not  only  must  FAA  continue  a  high  level  of  research 
activity  directed  toward  aircraft  safety  and  security;  the  agency  also  must 
accelerate  efforts  to  enhance  today's  ATC  system  to  accommodate  increasing 
traffic  with  an  acceptable  level  of  safety,  and  embark  upon  new  concepts  and 
advanced  technologies  that  will  enable  "Free  Flight".  Particularly  critical  to  these 
latter  efforts  are  RE&D  fijnds  for  aviation  weather  technology,  capacity  and  air 
traffic  management  research,  and  aviation  human  factors.  Over  the  period  FY87- 
95,  ftmding  for  FAA  RE&D  increased  from  $140  to  $259  million.  Although  in 
FY96  the  Administration  requested  $268  million,  Congress  appropriated  only 
$186  million,  a  precipitous  drop  which  unfortunately  became  the  baseline  upon 
which  the  Administration's  FY97  proposal  ($196  million)  was  predicated.  ATCA 
urges  Congress  to  restore  funding  for  FAA  RE«&D  in  FY97  to  $250  million, 
which  is  in  keeping  with  the  requirements  of  the  agency's  technologically 
advancing,  safety-critical  mission. 

The  Administration  proposes  only  $1.35  billion  for  Airport  Grants-in-Aid  in 
FY97.  This  level  of  funding  is  inadequate.  The  complexity  and  volume  of  traffic 
traveling  through  the  nation's  airports  increases  daily.  Regardless  of  how  safe 
and  efficient  the  air  portion  of  the  journey  is,  congestion  and  delay  before  take-off 
or  after  touch-down  can  make  the  difference  between  a  pleasant,  timely  trip  and  a 
harrying,  unsatisfactory  ordeal.  Although  the  ability  of  airports  to  assess  a 
passenger  facility  charge  provides  some  measure  of  relief,  local  sources  of  fiinding 
simply  cannot  pay  for  the  airport  improvements  needed  to  keep  pace  with  an 
expanding  aviation  market  place.  As  in  the  case  of  aviation  RE&D,  an 
unfortunate  reduction  in  fijnding  for  airport  grants  in  FY95-96  has  lowered  the 
baseline  on  which  the  Administration's  FY97  request  is  predicated.  ATCA  urges 
Congress  to  return  funding  for  Airport  Grants  to  levels  which  prevailed  in 
previous  years. 

Reliable  Funding  Stream  Needed 

The  Administration  proposes  that  a  greater  portion  (75%)  than  in  past  years 
of  FAA's  total  budget  come  in  FY97  from  the  Airport  and  Airway  Trust  Fund, 
and  that  $150  million  in  funding  be  derived  from  new  user  fees.  The  Air  Traffic 
Control  Association  looks  forward  with  the  Administration  and  the  Congress  to 
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deliberations  directed  toward  assuring  an  adequate  and  consistent  stream  of 
funding  for  FAA  activities  and  projects  in  the  ensuing  years.  Regardless  of  the 
outcome  of  these  deliberations,  the  ultimate  reality  is  that  greater  levels  of 
resources— both  dollars  and  people—must  be  applied  to  the  air  traffic  control 
system  now,  today,  if  FAA  is  going  to  be  able  to  meet  the  demands  of  increasing 
air  traffic  while  continuing  to  provide  the  same  safe  and  reliable  ATC  and  aviation 
safety  services  the  traveling  public  enjoys  and  has  come  to  expect,  and  which  have 
fueled  the  national  economy  since  the  inception  of  air  traffic  control  in  1936. 

Conclusion 
The  rapid  advance  of  ATC-related  technologies,  the  "reinvention"  of  FAA's 
personnel  and  acquisition  management  systems,  and  emergence  of  new  concepts 
for  air  traffic  management  give  cause  for  optimism  about  the  fiiture  of  air 
transportation,  and  provide  opportunities  for  United  States  to  forge  ahead  in  its 
position  as  world  leader  in  aviation  and  air  traffic  control.  The  Air  Traffic  Control 
Association  urges  Congress  to  join  hands  with  FAA  in  a  partnership  for  progress 
by  providing  resources  which  are  not  merely  adequate,  but  which  foster  excellence 
into  the  21st  Century. 


CITY  AND  COUNTY  OF  DENVER 
PREPARED  STATEMENT  OF  WELLINGTON  WEBB,  MAYOR 

As  Mayor  of  the  City  and  Country  of  Denver,  I  am  proud  to  say  that  Denver 
International  Airport  successfully  completed  its  first  full  year  of  operations  on  February  28, 
1996. 

Mr.  Chairman,  I  want  to  thank  Congress,  and  particularly  this  Subcommittee,  for  its 
support  in  providing  AIP  funding  and  FAA  equipment  and  facilities  for  this  nationally 
important  project.    DIA  is  the  first  major  airport  built  in  the  United  States  in  the  last  20 
years.    It  is  a  critical  component  of  our  national  transportation  infrastructure  and  its 
successful  completion  simply  would  not  have  happened  without  the  close  cooperation  of  the 
City,  the  FAA,  the  DOT  and  Congress.    If  you  have  not  yet  seen  DIA,  I  would  like  to  invite 
you  to  visit  the  airport  and  give  you  a  personal  tour  of  its  state-of-the-art  facilities,  which  are 
serving  as  a  model  for  other  cities  worldwide  that  are  building  new  airports. 
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A.        DIA's  First  Year  Of  Operations  Was  Very  Successful 

1.  DIA  Has  Reduced  Delays  Substantially. 

Based  on  our  first  year  of  operations,  I  am  very  pleased  to  report  that  we  have 
achieved  our  major  goals.    First,  we  have  reduced  delays  substantially  from  what  we 
experienced  at  Stapieton  International  Airport.    At  Stapleton,  we  suffered  14  delays  per 
thousand  operations,  one  of  the  worst  records  in  the  United  States.    Stapleton,  a  major 
connecting  airport  for  travellers  flying  between  the  eastern  and  western  parts  of  the  country, 
was  a  terrible  bottleneck  during  bad  weather.   While  Stapleton  could  handle  88  arrivals  per 
hour  on  two  runways  in  good  weather,  it  would  be  down  to  only  one  runway  and  barely  32 
arrivals  per  hour  in  a  storm,  resulting  in  tremendous  backups  throughout  our  national 
aviation  system.    That  was  one  of  the  major  reasons  for  then-Secretary  Skinner's  strong 
support  which  allowed  DIA  to  be  built. 

Since  DIA  opened,  its  benefits  to  the  national  transportation  system  have  been 
dramatic.    In  fact,  on  the  day  we  opened,  Denver  was  hit  by  a  snowstorm  that  would  have 
left  Stapleton  with  only  one  operating  runway  and  only  32  operations  per  hour.    Despite  the 
bad  weather,  DIA  had  three  runways  operating  at  the  same  time  and  the  capacity  to  handle 
up  to  120  flights  per  hour.    Another  reflection  of  DIA's  positive  impact  on  air  traffic  was 
that  we  had  no  delays  at  all  at  DIA  in  December  1995.  compared  with  over  a  thousand  hours 
of  delay  at  Stapleton  the  prior  year.    Our  experience  throughout  the  year  has  proven  that  the 
airport  does  what  it  was  meant  to  do.    For  the  first  12  months,  we  had  only  3  delays  per 
thousand  operations,  compared  with  about  14  per  thousand  at  Stapleton.    Among  the  top  20 
airports  nationwide,  only  Las  Vegas  McCarran  International  Airport  and  Honolulu  Airport 
had  better  delay  records,  and  neither  of  those  two  airports  suffer  the  kind  of  bad  weather  we 
have  in  Denver. 

2.  DIA  Has  Reduced  Noise  Impacts  Substantially. 

Our  second  major  goal  was  to  reduce  the  tremendous  impact  of  aircraft  noise  on  the 
people  of  our  communities.    Stapleton,  the  sixth  busiest  airport  in  the  nation,  was  located 
within  only  seven  miles  of  downtown  Denver  and  was  surrounded  on  three  sides  by 
residential  communities.    About  16,000  people  were  within  the  65  LDN  contour,  the  noise 
level  which  the  FAA  has  determined  is  unsuitable  for  homes. 
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To  help  solve  this  serious  noise  problem,  DIA  was  built  23  miles  from  downtown 
Denver  on  a  53-square  mile  site.   The  location  and  size  of  the  site  were  intended  to  minimize 
noise  problems  as  far  as  possible.    I  am  pleased  to  report  that  our  efforts  have  been  very 
successful.    Recent  studies  show  that  the  number  of  individuals  within  the  65  LDN  contour 
dropped  from  16,000  at  Stapleton  to  only  about  50  at  DIA. 

Although  this  is  a  dramatic  reduction,  DIA,  like  all  airports  nationwide,  still  receives 
noise  complaints,  in  some  cases  from  individuals  in  areas  as  far  as  30  miles  away  where  the 
noise  impact  is  well-below  65  LDN.    The  noise  levels  for  many  of  these  individuals  are  not 
deemed  a  problem  within  the  FAA's  established  criteria.    However,  we  are  taking  these 
community  concerns  very  seriously.    To  address  these  concerns,  the  City  has  established  a 
technical  task  force  consisting  of  experts  from  DIA,  United  Airlines,  other  airlines  at  DIA 
and  noise  and  airspace  consultants.    The  Task  Force  has  issued  nine  recommendations, 
including  construction  of  DIA's  sixth  runway.    Denver  and  the  FAA  have  already  adopted 
five  of  these  recommendations;  two  other  recommendations  are  under  further  review  to 
improve  their  effectiveness;  and  another  recommendation  requires  an  analysis  of  the 
effectiveness  of  other  recommendations  before  it  can  be  implemented.   The  site  preparation 
work  for  the  sixth  runway,  the  remaining  recommendation,  is  presently  in  progress. 

3.         DIA  Is  Financially  Sound. 

Our  third  major  goal  is  to  ensure  that  DIA  is  managed  properly  and  remains 
financially  viable.    Our  results  thus  far  have  shown  great  success  in  meeting  this  goal.    For 
our  first  full  year  of  operations,  we  project  that  our  net  revenues,  Le^,  revenues  less 
operating  expenses,  will  exceed  original  estimates  by  $15  million.     We  are  achieving  these 
highly-favorable  financial  results  despite  the  fact  that  Continental  Airlines  eliminated  its 
Denver  hub  operations.    I  would  like  to  add  that  Continental's  downsizing  at  Denver 
happened  while  Stapleton  was  still  open,  and  was  not  the  result  of  DIA  being  built.    In  1993, 
only  three  years  ago.  Continental  and  Continental  Express  had  over  250  flights  per  day  at 
Stapleton  and  accounted  for  about  35  percent  of  the  passengers.    Today,  Continental  accounts 
for  only  about  13  flights  per  day  and  less  than  3  percent  of  DIA's  passengers.    While  some 
airports  would  have  suffered  tremendously  from  such  a  downsizing  by  a  major  airline  tenant, 
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Denver  has  bounced  back  extremely  well.     The  gap  has  been  substantially  filled  by  our  other 
airlines,  almost  all  of  which  have  reported  increases  in  passengers  compared  to  Stapleton. 
As  a  result,  traffic  for  1995  was  down  only  about  4.4  percent  from  1993,  despite  the  loss  of 
Continental's  .^.'i  percent  share.    This  solid  traffic  level  is  evidence  of  Denver's  strong  origin 
and  destination  market  and  also  its  central  geographic  location  for  east-west  hubbing 
operations. 

We  are  also  carefully  managing  our  other  sources  of  revenues,  such  as  concessions 
and  parking,  and  our  costs,  particularly  through  refinancing  of  our  debt  obligations.    Our 
bonds,  by  the  way,  were  recently  upgraded  by  Standard  &  Poor  to  BBB  and  are  presently 
rated  at  Baa  by  Moody's.    The  marketability  of  our  bonds  refiects  the  airport's  overall 
financial  strength  and  the  public's  support  for  DIA.    As  you  also  may  know,  the  GAO 
recently  issued  a  report  confirming  that  DIA  is  financially  sound. 

As  we  enter  our  second  year  of  operations,  we  expect  this  record  of  success  to 
continue  and  believe  that  DIA  will  continue  to  serve  as  the  world's  most  efficient  airport. 

This  successfiil  first  year  has  proven  that  we,  and  by  that,  I  mean  the  people  of 
Denver  and  Colorado,  the  FA  A  and  the  DOT  and  Congress,  have  been  able  to  build  the 
safest,  most  efficient  airport  in  the  world,  and  the  first  new  airport  in  this  country  since 
Dallas/Fort  Worth  was  built  20  years  ago.    This  statistic  alone  is  evidence  of  the  enormous 
hurdles  that  cities  face  today  in  trying  to  build  new  airports.    Chicago,  for  example,  has  been 
considering  building  a  new  airport  but  has  not  been  able  to  move  forward  and  Minneapolis 
recently  cancelled  its  plan  for  a  new  airport.    Yet,  Denver  took  on  this  difficult  challenge. 
Sure,  with  hindsight,  there  are  some  things  we  might  have  done  differently,  but,  as  DIA 
shows,  there  are  lots  of  things  that  we  did  right  and  a  lot  of  things  that  no  other  city  has 
been  able  to  achieve  in  the  past  20  years. 

I  would  hope  that  this  Subcommittee,  Congress  and  people  across  the  country  will 
focus  on  this  positive  achievement  in  building  this  great  airport  and  the  tremendous  benefits 
it  has  for  the  entire  nation.    If  not,  if  we  continue  to  focus  only  on  the  negative,  a  strong 
signal  will  be  sent  to  other  communities  that  the  risks  of  building  a  new  airport  are  simply 
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not  worth  it  and  we  may  never  see  a  major  airport  built  in  tiie  United  States  again.    That 
would  be  terribly  damaging  to  aviation  and  to  the  nation's  overall  transportation  system. 

B.         Denver  Should  Not  Be  Barred  From  Seeking  AIP  Funds  For  DIA's  Sixth  Runway 

Now,  let's  turn  to  the  question  of  a  sixth  runway  at  DIA.    As  you  know,  the  FY  1996 
Transportation  Appropriations  Act  contains  a  unique  statutory  provision  that  elTectively 
prohibits  Denver  from  obtaining  AIP  funding  for  our  sixth  runway.    This  prohibition  was 
first  enacted  in  1994,  before  DIA  was  opened  and  while  we  were  addressing  the  problems 
with  the  baggage  system.    The  statutory  prohibition  was  repeated  again  last  year.    Since  we 
now  have  a  baggage  handling  system  in  place  and  the  airport  is  now  open  and  operating  very 
successfully,  it  is  simply  not  appropriate  to  single  DIA  out  for  this  harsh  treatment.    There 
are  over  3,000  airports  nationwide  that  are  eligible  to  receive  AIP  funds  and  we  believe  the 
merits  of  our  project  will  permit  Denver  to  qualify  for  funds,  once  the  statutory  prohibition 
is  lifted.    In  other  words,  DIA  should  be  free  to  apply  for  AIP  funds,  just  like  the  3,000 
other  airports.    Punitive  legislation  against  us  is  not  warranted.    If  there  are  concerns  with 
DIA,  we  will  work  with  you,  the  FAA,  or  whoever  else  is  involved  to  address  them,  but  we 
ask  that  the  blanket  prohibition  on  our  eligibility  for  AIP  funding  be  lifted. 

I  also  want  to  highlight  that  DIA  is  a  national  asset.    We  estimate  that  more  than  60 
percent  of  the  31  million  passengers  using  DIA  each  year  come  from  states  other  than 
Colorado.    Thus,  the  AIP  funding  prohibition  impacts  not  only  Denver,  but  people 
throughout  the  country. 

Some  people  have  questioned  why  we  want  to  add  a  new  runway  to  an  airport  that 
just  opened  a  year  ago.   This  issue,  of  course,  is  separate  from  whether  Denver  has  the  right 
to  apply  for  AIP  funds  under  the  same  criteria  as  other  airports.    However,  the  fact  is  that 
the  sixth  runway  is  not  a  recent  development.    DIA  was  designed  to  have  six  runways 
so  that  the  airport  would  have  three  separate  arrival  runways  and  three  separate  departure 
runways  in  order  to  minimize  delays.    The  sixth  runway  would  also  help  us  with  the 
important  safety  function  of  aircraft  de-icing.    De-icing  pads  are  located  at  the  ends  of  the 
three  concourses  at  DIA.    The  capacity  of  the  de-icing  pads  on  the  west  side  exceeds  the 
capacity  of  the  single  north-south  runway  on  the  west  airfield.    Consequently,  at  high  levels 


36 


of  traffic,  some  de-iced  aircraft  on  the  west  side  have  to  taxi  to  the  east  side  for  departure 
and  have  to  be  de-iced  again.    Since  the  sixth  runway  would  be  on  the  west  airfield,  it  would 
provide  a  departure  capacity  consistent  with  the  de-icing  capacity  and  would  allow  de-iced 
aircraft  to  take  off  more  quickly  and  more  safely. 

The  record  clearly  shows  the  long-term  planning  and  support  for  the  sixth  runway. 

•  The  sixth  runway  was  included  in  the  Environmental  Impact  Statement  for 
DIA. 

•  The  sixth  runway  is  on  DIA's  Airport  Layout  Plan,  which  was  approved  by 
the  FAA  several  years  ago. 

•  The  local  FAA  Air  Traffic  personnel  and  the  FAA's  Northwest  Mountain 
Region  have  long  supported  the  sixth  runway,  as  evidenced  by  a  1991  White 
Paper  entitled  "Completion  of  the  Sixth  Runway  by  Opening  Day". 

•  The  Airline  Flight  Operations  and  Airfield  Subcommittee  supported  the  sixth 
runway  in  1991  and  the  Airline  Technical  and  Affairs  Committee  several  times 
since  then. 

•  The  FAA  awarded  Denver  a  $10  million  AIP  grant  in  September  1993  for  site 
preparation  work  for  this  runway  and  Denver  has  started  this  work. 

The  total  cost  of  the  runway  will  be  about  $85  million.    About  $15  million  will  be 
spent  for  the  site  preparation  work  and  about  $70  million  for  construction,  of  which  up  to 
$52  million  is  eligible  for  AIP  funds.    Note  that  I  say  "eligible".    If  the  sixth  runway 
prohibition  is  not  enacted  again,  it  will  still  be  up  to  the  FAA,  using  the  same  criteria  it 
applies  to  every  other  airport  in  the  nation,  to  decide  how  much  it  will  give  DIA. 

As  you  may  know,  Mr.  Chairman,  there  were  recent  newspaper  reports  that  a  local 
United  Airlines  official  opposes  the  construction  of  the  sixth  runway.    I  have  been  advised  by 
United  that  that  person  was  not  speaking  for  the  company  and  that  United's  official  corporate 
position  is  consistent  with  an  agreement  between  Denver  and  United  on  the  sixth  runway. 
Pursuant  to  this  agreement,  Denver  will  proceed  with  the  sixth  runway  in  two  phases.    In  the 
first  phase,  which  is  underway,  Denver  will  complete  the  rough  grading.    In  the  second 
phase,  Denver  will  do  the  final  grading,  paving  and  related  work  to  complete  the  runway 
only  if  (1)  Denver  can  demonstrate  through  the  use  of  an  FAA-approved  computer  simulation 
that  annual  operational  cost  savings  equal  or  exceed  the  annual  debt  service  and  operating 
and  maintenance  expenses  of  the  second  phase;  (2)  signatory  airlines  that  account  for  5 1 
percent  of  the  total  landed  weight  at  DIA  approve;  or  (3)  the  FAA  funds  75  percent  of  the 
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cost  of  the  remainder  of  the  project.    We  will  be  getting  the  cost/benefit  study  underway 
soon. 

In  summary,  Mr.  Chairman,  I  am  not  asking  this  Subcommittee  to  give  us  AIP  funds 
for  the  sixth  runway.  I  am  simply  asking  this  Subcommittee  to  let  the  AIP  statutory  criteria 
and  FAA  regulations  apply  to  DIA,  just  like  thousands  of  other  airports  nationwide,  and  ask 
that  you  not  re-enact  the  prohibition  on  AIP  funding  for  DIA's  sixth  runway. 

I  appreciate  the  opportunity  to  provide  this  report  on  DIA's  first  year,  and  I  invite 
you  to  visit  our  airport  to  see  it  in  operation  first-hand. 


CITY  OF  GAINESVILLE 

PREPARED  STATEMENT  OF  JAMES  F.  PAINTER,  MAYOR-COMMISSIONER, 
AND  J.  HOWARD  HALL,  CHAIRMAN,  GAINESVILLE-ALACHUA  COUNTY 
REGIONAL  AIRPORT  AUTHORITY 

On  behalf  of  the  Gainesville- Alachua  County  Regional  Airport  Authority  and  the  City  of 
Gainesville,  Florida,  we  are  pleased  to  submit  for  your  review  the  attached  testimony  regarding 
two  issues  of  tremendous  importance  to  our  comn:unity. 

The  first  issue  concerns  the  installation  of  Digital  Brite  Radar  Indicator  Tower  Equipment 
(DBRITE)  in  the  Air  Trafific  Control  Tower  (ATCT)  at  the  Gainesville  Regional  Airport.  Federal 
funds  for  a  Congressionally  mandated  Airport  Surveillance  Radar  were  included  in  the  FY  1988 
Transportation  Appropriations  Bill,  and  for  related  components,  specifically  including  the 
DBRITE,  in  the  FY1990  Transportation  Appropriations  Bill.  Although  the  Airport  has 
repeatedly  asked  the  FAA  to  move  ahead  with  this  Congressionally  mandated  installation,  the 
FAA,  for  one  reason  or  another,  has  failed  to  do  so.  Further,  the  Agency's  actions  have  not  been 
consistent,  since  we  have  confirmed  that  the  three  other  sites  that  were  Congressionally  mandated 
in  FY  1988  to  receive  the  Airport  Surveillance  Radar,  did  receive  the  DBRITE  installation    As  a 
result  of  this  FAA  intransigence,  we  are  requesting  that  you  assist  the  City  of  Gainesville  and  our 
Airport  Authority  by  inserting  report  language  in  this  years  Transportation  Appropriations  Bill 
directing  the  FAA  to  honor  its  prior  commitment  to  Congress  and  this  community,  and  to  install 
the  DBRITE  system  in  the  ATCT  at  the  Gainesville  Regional  Airport. 

The  second  issue  involves  a  City  of  Gainesville  request  for  a  discretionary  funded  FAA 
noise  grant.  As  a  result  of  an  inverse  condemnation  proceeding,  the  City  was  forced  to  acquire 
properties  and  relocate  the  former  owners/occupants    The  acquired  sites  are  included  in  the 
Airport's  approved  Federal  Aviation  Regulations  Part  1 50,  Airport  Noise  Compatibility  Study 
Since  the  Court's  mandated  action  required  up-front  funding  to  accomplish  an  objective  which  is 
FAA  grant  eligible,  the  City  of  Gainesville  is  seeking  reimbursement  of  eligible  project  costs. 

We  respectfully  request  that  the  accompanying  testimony  be  submitted  in  the  record,  and 
that  you  would  give  these  important  items  favorable  consideration  as  you  begin  the  FY  1997 

appropriations  process. 

MR.  CHAIRMAN  AND  MEMBERS  OF  THE 
TRANSPORTATION  APPROPRIATIONS  SUBCOMMITTEE: 

First  of  all  we  would  like  to  thank  you  for  the  opportunity  to  submit  testimony  to  the  Subcommittee 
regarding  this  years  Transportation  Appropriations  Bill. 
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As  the  City  of  Gainesville  continues  its  economic  development  program,  the  importance  of  the 
Gainesville  Regional  Airport  cannot  be  overestimated.  The  Airport  provides  the  City  with  a  vital 
transportation  link,  and  its  development  is  a  high  priority  of  the  City  and  its  residents. 

Given  the  importance  of  the  Airport,  two  issues  have  arisen  which  we  respectfully  seek  the 
Subcommittee's  assistance  in  resolving. 

The  first  issue  concerns  the  installation  of  Digital  Brite  Radar  Indicator  Tower  Equipment  (DBRITE) 
in  the  Air  Traffic  Control  Tower  (ATCT)  at  the  Gainesville  Re^onal  Airport.  Federal  funds  for  a 
Congressionally  mandated  Airport  Surveillance  Radar  were  included  in  the  FY  1988  Transportation 
Appropriations  Bill,  and  for  related  components,  specifically  including  the  DBRITE,  in  the  FY  1990 
Transportation  Appropriations  Bill.  Although  the  Airport  has  repeatedly  asked  the  FAA  to  move 
ahead  with  this  Congressionally  mandated  installation,  the  FAA,  for  one  reason  or  another,  has  failed  to 
do  so.  Further,  the  Agency's  actions  have  not  been  consistent,  since  we  have  confirmed  that  the  three 
other  sites  that  were  Congressionally  mandated  in  FY1988  to  receive  the  Airport  Surveillance  Radar, 
did  receive  the  DBRITE  installation.  As  a  result  of  this  FAA  intransigence,  we  are  requesting  that  you 
assist  the  City  of  Gainesville  and  its  Airport  Authority  by  inserting  report  language  in  this  years 
Transportation  Appropriations  Bill  directing  the  FAA  to  honor  its  prior  commitment  to  Congress  and 
this  community,  and  to  install  the  DBRITE  system  in  the  ATCT  at  the  Gainesville  Regional  Airport. 

The  second  issue  involves  the  City's  request  for  a  FAA  noise  grant  to  reimburse  the  City  for  expenses 
involved  in  acquiring  property  through  inverse  condemnation.  This  federal  grant  is  important  for 
several  reasons:  First,  acquisition  of  the  sites  included  in  the  grant  application  and  the  relocation  of  the 
former  owners/ocaipants  is  an  element  in  the  Airport's  Noise  Compatibility  Study,  completed  in 
compliance  with  Federal  Aviation  Regulations  (FAR)  Part  150.  Therefore,  the  grant  funds  would 
allow  the  Airport  to  carry-out  an  important  project  in  compliance  with  FAA  requirements.  Second,  all 
but  one  of  the  properties  acquired  and  to  be  funded  by  the  grant  were  the  result  of  inverse 
condemnation  proceedings.  The  City  was  forced  to  acquire  these  properties  by  court  action  and  had  to 
provide  fiinds  in  advance  in  order  to  accomplish  an  objective  which  is  FAA  grant  eligible.  Finally, 
under  Florida  law,  inverse  condemnation  can  force  local  governments  such  as  the  City  of  Gainesville  to 
expend  large  amounts  of  tax  dollars  at  the  discretion  of  the  judicial  system  in  order  to  require  property 
to  be  obtained,  and  the  FAA  should,  therefore,  assist  in  funding  those  activities  that  are  eligible  for 
grant  ftinding.  In  order  to  resolve  this  issue,  the  City  is  requesting  that  the  Subcommittee 
appropriate  $1,474,491  for  this  Gainesville  project  through  a  FAA  noise  grant 

The  City  of  Gainesville  and  the  Gainesville-Alachua  County  Regional  Airport  Authority  respectfully 
requests  that  their  testimony  be  submitted  in  the  record,  and  that  you  would  ^ve  these  important  items 
favorable  consideration  as  you  begin  the  FY  1997  Appropriations  process. 

Thank  you  for  your  time  and  consideration. 


PREPARED  STATEMENT  OF  THE  GREATER  ORLANDO  AVIATION 

AUTHORITY 

Chairman  Hatfield,  Senator  Lautenberg,  and  distinguished  members  of  the  Senate 
Appropriations  Subcommittee  on  Transportation: 

The  Greater  Orlando  Aviation  Authority  (GOAA)  is  extremely  pleased  to  provide  written 
testimony  to  you,  and  we  deeply  appreciate  this  opportunity  to  give  your  committee  an 
Executive  Summary  of  our  recently  completed  Master  Plan  for  Orlando  International 
Airport  (OIA).   In  addition,  our  comments  will  include  a  comprehensive  financial  strategy 


39 


to  develop  and  maintain  airfield  capacity  as  well  as  enhance  security  standards.  GOAA  is 
very  grateful  for  the  past  support  of  this  Committee,  and  will  strive  to  maintain  your  trust 
and  confidence. 

Orlando  International  Airport  has  the  largest  acreage  of  any  commercial  airport  on  the 
East  Coast,  and  is  located  at  a  key  strategic  crossroads  for  future  global  commerce.  Past 
aggressive  planning  efforts  have  enabled  Orlando  International  Airport  to  accommodate  a 
phenomenal  87.5%  increase  in  passenger  traffic  since  1986.  Forecasts  indicate  this 
growth  pattern  will  continue  well  into  the  twenty-first  century.  During  the  past  twenty 
years  GOAA  has  acquired  almost  15,000  acres  to  ensure  OIA  will  have  the  ability  to 
satisfy  future  aviation  demands.  Our  airport  has  the  potential  to  become  the  focal  point 
connecting  European,  South  American,  and  domestic  air  service.  Existing  airport 
property  and  environmental  mitigation  will  allow  the  development  of  an  airfield  capacity 
that  could  exceed  one  million  flight  operations  per  year  serving  eighty  to  ninety  million 
passengers.  GOAA  believes  future  investments  in  developing  OIA  capacity  will  maximize 
the  national  aviation  system. 

The  new  OIA  Master  Plan  carefully  evaluates  various  data  to  determine  future  airfield, 
terminal,  and  surface  transportation  needs.  As  a  result  of  the  Master  Plan  findings,  GOAA 
is  currently  undertaking  a  "Terminal  Development  Study"  to  identify  the  proper  location 
and  design  of  future  terminal  facilities.  The  Master  Plan  also  contains  an  "Implementation 
Plan"  and  corresponding  financial  analysis  which  incorporates  every  available  funding 
source. 

In  an  effort  to  create  a  logical  method  to  fund  future  airport  projects,  GOAA  has 
developed  a  three  phase  program  to  implement  the  OIA  Master  Plan.  The  first  phase 
includes  projects  to  be  constructed  within  the  next  five  years  (TAB  1)  and  will  cost  $779 
million.  In  1997,  GOAA  should  begin  four  airfield  projects  estimated  to  cost  $231.5 
million  (TAB  2).  The  financing  of  these  projects  will  depend  heavily  on  airline  fees  and 
Passenger  Facility  Charges  (PFC).  GOAA  understands  the  value  of  adhering  to  the 
Federal  Aviation  Administration's  (FAA)  "National  Priority  System"  (NPS)  and  has 
applied  this  standard  to  ensure  these  projects  satisfy  discretionary  funding  criteria.  The 
proposed  funding  scenario  requires  $13.6  million  in  discretionary  grants.  1997  entitlement 
flinding  is  currently  reserved  for  eligible  terminal  development  projects  and  will  facilitate 
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the  construction  of  projects  identified  in  the  nearly  completed  Terminal  Development 
Study. 

The  FAA  and  the  Airport  Improvement  Program  (AIP)  have  enabled  GOAA  to  acquire 
land  and  develop  Florida's  premier  international  gateway.  The  future  ability  of  Oriando 
International  Airport  to  provide  safe  and  convenient  air  transportation  will  strongly 
depend  on  the  AIP  program.  Adequate  funding  levels  should  be  maintained,  at  no  less 
than  $2,214  billion,  to  ensure  the  FAA  has  the  resources  needed  to  fund  critical  capacity 
improvement  projects. 

GOAA  is  extremely  aware  of  the  need  for  the  United  States  Congress  to  balance  the 
federal  budget.  The  continued  growth  and  expansion  of  our  national  aviation  system 
directly  contributes  to  significant  economic  growth  and  tax  revenue  for  our  country.  For 
example,  an  independent  economic  impact  study  reports  Orlando  International  Airport 
generates  an  annual  economic  benefit  of  $5.4  billion  and  is  responsible  for  more  than 
60,000  jobs  in  Central  Florida.  International  tourism  represents  a  valuable  export 
commodity  and  reduces  balance  of  trade  deficits.  Improved  airport  infrastructure  is  a 
critical  component  in  expanding  international  tourism.  Simply  stated,  as  our  aviation 
system  grows,  so  does  our  national  economy. 

The  ability  of  airports  to  construct  essential  capacity  improvements,  and  the  FAA  to  safely 
control  air  space  and  airfield  operations  is  directly  related  to  developing  air  traffic  control 
tower  facilities  on  a  timely  basis.  Since  the  ori^nal  Air  Traffic  Control  Tower  (ATCT) 
was  commissioned  in  December  1982  at  Oriando  International  Airport,  the  extraordinary 
growth  and  proposed  Master  Plan  improvements  require  the  construction  of  a  new  ATCT. 
This  new  tower  is  needed  to  avoid  Itne-of-sight  problems  created  by  future  planned  airfield 
development.  In  FY  1988  a  study  was  conducted  to  identify  the  need  for  a  potential 
auxiliary  tower  at  Orlando  International  Airport.  The  results  of  this  study  indicated  OLA 
and  the  national  airspace  system  will  best  be  served  by  the  construction  of  a  new  300+ 
foot  tower.  The  cost  of  this  new  ATCT  is  estimated  at  $25  million. 

We  recognize  the  Senate  Transportation  Appropriations  Subcommittee  does  not  have 
jurisdiction  over  bilateral  agreements,  however,  GOAA  would  like  to  include  the 
following  comments  for  the  record.  Specialized  programs  promote  Central  Florida  as  a 
world  business  and  leisure  destination.  The  successful  negotiation  of  bilateral  agreements 
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between  the  United  States  and  foreign  countries  is  essential  to  these  marketing  initiatives. 
Potential  markets  in  Central  and  South  America  offer  unique  opportunities  to  attract 
additional  international  commerce  and  trade.  Current  bilateral  agreements  severely  restrict 
the  ability  cf  many  foreign  airlines  to  add  or  increase  flights  to  U.S.  cities.  For  example, 
two  Colombian  airlines  can  provide  service  only  to  Miami  even  though  passengers  and 
cargo  are  destined  for  Central  Florida.  Similar  restrirtions  currently  exist  in  many  other 
Latin  American  bilateral  agreements. 

GOAA  fully  supports  and  encourages  the  U.S.  State  Department  to  continue  negotiations 
with  Germany  and  France.  These  European  markets  are  essential  in  further  developing 
international  trading  partners  with  Florida  and  the  United  States.  Japan  and  the  Pacific 
Rim  remain  a  critical  link  in  establishing  new  international  air  routes.  At  present,  a 
bilateral  agreement  with  Japan  is  being  negotiated  to  allow  All  Nippon  Airways  to  provide 
direct  service  to  additional  U.S.  gateways,  such  as  Oriando.  With  the  strong 
encouragement  of  the  U.S.  Congress,  our  country  will  successfully  negotiate  the  types  of 
bilateral  agreements  which  will  permit  OLA  and  our  nation's  airports  to  become  a  more 
active  participant  in  the  international  aviation  system. 

GOAA  supports  efforts  to  improve  the  level  of  service  provided  by  Federal  Inspection 
Services  (FIS)  agencies.  This  can  be  accomplished  by  increasing  program  funding, 
staffing  allocations,  and  implementing  innovative  procedures  at  U.S.  international  airports. 
GOAA  also  endorses  any  legislation  directing  the  FIS  agencies  to  better  facilitate  air 
passenger  entry  into  the  United  States.  In  addition,  proper  staffing  levels  and  procedures 
are  needed  to  ensure  INS  adheres  to  the  45  minute  statutory  requirement  to  maximize  the 
processing  of  arriving  international  passengers.  Furthermore,  GOAA  opposes  additional 
increases  in  Customs,  INS,  and  Agriculture  user  fees  to  reduce  the  federal  deficit. 

GOAA  supports  the  national  goals  of  the  Airports  Council  International  -  North  America 
(ACI-NA)  and  the  American  Association  of  Airport  Executives  (AAAE)  to  have  Congress 
reauthorize  a  federal  Airport  Improvement  Program.  GOAA  respectfully  requests  the  AIP 
program  be  fully  ftinded  at  1997  authorized  spending  levels.  In  addition,  GOAA 
encourages  Congress  to  preserve  the  PFC  program  and  avoid  any  potential  changes  that 
would  diminish  the  effectiveness  of  the  program. 
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Orlando  International  Airport  has  a  well  defined  dynamic  and  diverse  future.  Forecasts 
indicate  an  estimated  thirty  million  passengers  will  use  OIA  by  the  year  2000  (TAB  3). 
Future  growth  trends  suggest  OIA  will  reach  fifty-five  million  passengers  in  2015  and 
require  GOAA  to  spend  $3.4  billion  to  develop  new  facilities  in  airfield,  terminals,  and 
roadways.  GOAA  recognizes  multiple  fimding  sources  will  be  needed  to  meet  this 
financial  obligation.  Fiscal  strate^es  enhance  non-aviation  revenue,  maximize  PFC 
collections,  and  the  award  of  state  sponsored  grants.  The  federal  AIP  program  is  an 
integral  part  of  our  financial  planning.  GOAA  will  submit  high  NPS  ranked  programs  for 
AIP  fijnding  to  the  FAA  as  projects  move  forward.  Congressional  and  FAA  past  support 
has  enabled  Orlando  International  Airport  to  become  one  of  the  nation's  few  commercial 
airports  capable  of  responding  to  potentially  unlimited  grovi^h. 

In  closing,  we  would  like  to  express  our  gratitude  for  allowing  GOAA  to  submit  this 
testimony.  We  hop>e  our  coniments  have  provided  you  with  a  better  understanding  of  the 
fijture  expansion  and  financial  dynamics  impacting  Orlando  International  Airport. 


PREPARED  STATEMENT  OF  THE  PROFESSIONAL  AIRWAYS  SYSTEMS 

SPECIALISTS 

Chairman  Hatfield  and  Members  of  the  Subcommittee: 

The  following  statement  reflects  the  concerns  of  the  Professional  Airways  Systems 
Specialists  (PASS),  regarding  the  Federal  Aviation  Administration's  budget  proposal  for  Fiscal 
Year  1997.   A  formal  request  has  been  made  that  this  testimony  be  submitted  to  the  record. 

Today,  PASS  provides  exclusive  representation  for  over  10,000  Technical  and 
Aviation  Systems  Specialists  employed  by  the  FAA.  The  PASS  bargaining  units  comprise: 
Airway  Facilities  (AF)  employees.  Flight  Standards  Aviation  Safety  Inspectors  (FS)  and 
employees,  and  Office  of  Aviation  Standards  employees  (AVN).  Our  members  support  and 
sustain  the  safest  and  the  most  efficient  National  Airspace  System  (NAS). 

The  PASS  work  force  is  an  integral  component  of  the  FAA.     The  duties  that  our 
members   perform   --  ranging   from   systems  maintenance,   installation   and   certification   to 
aviation  and  flight  inspection  --  have  a  direct  impact  on  the  commercial  and  general  aviation 
industry  and  on  the  reliability,  the  efficiency,  and  the  safety  of  the  air  traffic  control  system. 
Clearly,  no  single  issue  is  more  important  to  our  members  than  safety. 

While  the  FAA,  for  decades,  has  successfully  managed  the  world's  most  sophisticated 
aviation  system,  today  the  Agency  is  in  distress.  Over  the  past  year,  the  number  of  power 
outages  and  equipment  failures  at  FAA  facilities  throughout  the  country  has  dramatically 
escalated.  Consequently,  the  FAA  has  become  the  focus  of  widespread  media  and  public 
scrutiny.  Newspaper  and  magazine  headlines  --  such  as  Aging  Control  System  Brings  Chaos 
to  Air  Travel';  Out-of-Control  Tower';  and  FAA  Follies  Cost  Billions,  Delay  Flights'  -- 
underscore  the  severity  of  the  FAA's  problems  and  undermine  the  nation's  confidence  in  the 
safety  of  the  air  traffic  control  system. 

While  the  demands  on  the  system  are  steadily  increasing,  the  equipment  is  rapidly 
aging  and  the  staffing  levels  of  our  work  forces  are  swiftly  declining.  According  to  the 
Congressional  Research  Service,  "A  massive  effort  to  modernize  the  Nation's  air  traffic 
control  (ATC)  system,  begun  in  the  early  1980s,  is  still  years  from  completion  and  billions  of 
dollars  over  budget.  As  a  result,  the  ATC  system  gets  by  with  a  mix  of  new  and  old 
equipment... and  safety  concerns  abound  as  a  result."* 
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This  testimony  addresses  the  FAA's  budget  for  FY  1997.  PASS  will  provide  examples 
of  the  problems  hindering  our  work  forces  and  will  recommend  that  this  Subcommittee  use 
caution  when  allocating  FY  1997  funds.  Spending  cuts  will  have  a  devastating  impact  on  our 
PASS  work  forces  and  on  the  safety  of  the  air  traffic  control  system  as  a  whole. 

"Business  as  usual"  within  the  FAA  is  no  longer  feasible.  In  the  coming  years,  the 
amount  of  air  traffic  is  only  going  to  increase,  and  the  FAA  must  be  prepared  to  meet  the 
growing  demands  that  will  be  placed  on  the  air  traffic  control  system.  Mr.  Chairman,  PASS 
applauds  this  Subcommittee  for  acknowledging  that  unless  serious  changes  are  made  to  the 
current  ATC  system,  the  future  of  the  NAS  will  be  questionable  at  best.  By  legislating  FAA 
reform  within  HR  2002,  you  afforded  the  FAA  an  historic  opportunity  to  change  the  way  it 
operates. 

On  March  28,  1996,  the  FAA  unveiled  its  new  personnel  and  procurement  systems. 
Today,  PASS  is  working  with  the  Agency  to  design  this  new  personnel  system  for  the 
Agency's  over  40,000  employees.  Issues  currently  under  discussion  include  compensation 
and  benefits,  training,  performance  management,  staffing,  and  labor  relations.  Since 
December  1995,  PASS  has  devoted  its  full  attention  to  FAA  Reform. 

PASS  is  very  confident  that  meaningful  FAA  reform  can  be  achieved  if  the  Agency 
truly  fixes  what  needs  to  be  fixed  and  leaves  alone  that  which  does  not.  In  other  words,  the 
Agency  must  tackle  tough  issues  like  procurement  problems,  staffing  deficits,  incentive  and 
retention  pay,  and  training  shortages.  If  the  FAA  is  to  succeed  in  creating  an  Agency  that 
not  only  provides  the  safest  air  traffic  control  system  in  the  world  but  one  that  meets  the 
expectations  of  its  employees,  of  the  aviation  industry  and  of  the  flying  public,  it  must  solicit 
and  rely  on  the  input  of  its  employees  and  their  unions,  including  input  on  the  Agency's 
budget. 

AIRWAY  FACILITIES  SYSTEMS  SPECIALISTS:  STAFFING  SHORTAGES 

Historically,  the  FAA  has  always  been  reactive  rather  than  proactive.  Consequently, 
the  Agency  has  a  reputation  for  responding  to  situations  after  they  occur  rather  than 
anticipating  problems  and  preventing  them.  The  Agency's  current  staffing  shortfalls  offer  a 
perfect  example  of  this  reactive  thinking  approach. 

The  maintenance,  repair,  and  operation  of  the  FAA's  Air  Traffic  Control  System  is  the 
primary  duty  of  our  Airway  Facilities  Systems  Specialists.  Today,  there  are  over  31,000  FAA 
facilities  and  equipment,  and  the  overall  system  capacity  continues  to  grow.  Despite  the 
increasing  demands  on  the  system  and  on  our  Systems  Specialists,  staffing  levels  within  the 
AF  work  force  have  fallen  disastrously  low. 

According  to  the  FAA's  own  staffing  standards,  an  AF  work  force  of  10,629  Systems 
Specialists,  logistical  and  support  staff  personnel,  supervisors  and  managers  will  be  needed 
for  FY  1997;  yet,  the  Administrator's  Fact  Book  confirms  that  the  entire  AF  work  force 
numbered  only  7,923  as  of  December  1995.  In  fact,  an  analysis  of  AF  staffing  levels  shows 
that,  on  average,  each  of  the  nine  FAA  regions  experienced  a  13.2%  decline  in  staffing 
betweenFY  1992  and  FY  1996.  Central  (-22.56%  change).  Southern 
(-18.41%  change)  and  Great  Lakes  (-13.40%  change)  regions  have  been  hardest  hit. 
Ironically,  FAA  Headquarters  and  the  Technical  Center  show  a  72.63%  staffing  increase 
during  this  same  time  frame. 

Primarily  in  response  to  the  highly  publicized  system  outages  last  year,  the  FAA 
announced  its  plans  to  hire  116  new  Systems  Specialists  by  October  1,  1995,  and  an 
additional  265  new  Systems  Specialists  in  FY  1996.  While  we  are  encouraged  by  this  hiring, 
PASS  maintains  that  the  Agency  is  again  doing  too  little  too  late.  The  FAA  should  have  hired 
new  Systems  Specialists  and  should  have  placed  them  in  the  pipeline  three  to  five  years  ago, 
since  it  takes  at  least  this  long  to  train  journeyman  level  Specialists.  The  following  examples 
illustrate  that  381  new  Specialists  can  barely  make  a  dent  in  the  FAA's  staffing  shortage. 

•  At  the  Chicago  Air  Route  Traffic  Control  Center  (ARTCC),  there  have  been  six  major 
equipment  outages  since  September  1994.  Despite  the  fact  that  the  Center  manages  traffic 
for  the  world's  busiest  airspace,  the  AF  staffing  levels  are  atrocious.  In  the  words  of  our 
Chicago  PASS  Representative,  "When  I  started  working  at  the  Center  three  years  ago,  there 
were  10  Systems  Specialists  in  the  unit  which  maintains  the  controllers'  displays  and  the 
DARC  back-up  computer.  Today,  there  are  five.  Of  the  five,  three  are  eligible  to  retire  and 
could  retire  any  day.  Then  there  will  be  two.  One  of  the  two  will  be  eligible  to  retire  this 
year.    Then  there  will  be  me." 

Ironically,  in  response  to  the  aforementioned  statement,  the  FAA  agreed  that  "the 
retirement-eligible  percentage  within  this  unit  is  high,"  but  did  not  propose  a  solution  to  the 
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understaffing.     Instead,  the  Agency  reminded  us  that   'we  must  remember  that  this  (high 
percentage)  has  been  the  case  for  some  time." 

•  At  Pittsburgh  International  Airport's  air  traffic  control  tower,  there  have  been  13 
radar  outages  since  September  1995.  A  Systems  Efficiency  Review,  conducted  by  the  FAA 
in  response  to  these  outages,  concluded  that  the  facility  is  staffed  at  60%  of  authorized 
personnel.  According  to  the  report,  'the  current  Systems  Specialist  staffing  is  not  at  a  level 
which  can  provide  adequate  facility  support  and  meet  customer  needs." 

Following  these  outages,  USAir  issued  a  letter  to  the  FAA  complaining  about  the  high 
costs  it  experienced  due  to  air  traffic  control  disruptions.  The  airline,  which  has  a  major  hub 
in  Pittsburgh,  placed  a  $2  million  price  tag  on  a  March  27,  1996,  outage  and  a  $500,000 
price  tag  on  an  April  4,  1996,  outage.  The  airline  informed  the  Agency  that  these  ATC 
equipment  failures  cause  "serious  network  reliability  problems  with  direct  costs  to  USAir." 
These  costs  do  not  include  "passenger  confidence  erosion,  lost  passenger  bookings  and  other 
indirect  costs  yet  to  be  measured." 

USAir  found  that  "urgent  attention"  should  be  directed  to  Systems  Specialist  training, 
staffing  deficiencies  and  equipment  enhancements.  The  airline  also  asked  FAA  to  provide  an 
additional  level  of  redundancy  by  adding  a  backup  airport  surveillance  radar. 

•  Sierra  Nevada  Systems  Management  Office  (SMO)  is  the  largest  SMO  in  the  United 
States.  The  SMO  encompasses  Nevada,  Northern  Arizona,  the  Sierra  Mountains  and  the  San 
Juaquin  Valley.  Today,  there  are  49  employees  within  this  SMO,  of  which  38  are  Systems 
Specialists  that  are  eligible  to  retire  by  end-of-year  FY  1998.  According  to  the  FAA,  "there 
are  10  trainees  in  the  pipeline  who  will  reach  full  performance  level  by  EOY  FY  1998.  These 
trainees  will  be  responsible  for  the  full  journey  level  workload  of  10  employees  leaving  a 
shortfall  of  (28)  critical  positions  that  still  exist." 

•  At  the  New  York  ARTCC,  the  FAA's  staffing  requirement  for  equipment 
maintenance  is  103  people.  As  of  February  1996,  the  Center  was  allocated  74  positions.  On 
board  staffing  is  78  (including  administrative  staff  and  management).  Of  this,  16  trained 
Systems  Specialists  are  eligible  to  retire;  30  Systems  Specialists  have  retired  since  April 
1994.    The  use  of  overtime  has  increased  by  27%  due  to  open  watches. 

•  The  Miami  SMO  is  currently  not  covering  any  open  watches  at  the  Level  V  Miami 
Tower  in  either  the  Radar  or  NAV/COMM  units.  At  various  times,  evening  watches  have 
been  left  open  at  this  high  impact  tower. 

•  Of  the  95  employees  presently  within  the  Colombia  sector  --  which  encompasses  all 
of  the  FAA  facilities  in  South  Carolina,  as  well  as  those  in  Charlotte,  NC,  and  Savannah, 
Augusta  and  Lincolnton,  GA  --  26  are  presently  eligible  to  retire. 

•  In  the  San  Antonio,  TX,  Terminal  Radar  unit,  3  out  of  5  Systems  Specialists  with 
radar  function  responsibilities  are  currently  eligible  to  retire;  another  is  approaching 
retirement.  There  are  no  replacement  Specialists  available.  While  the  FAA  has  hired  extra 
developmentals,  there  are  no  training  funds  available  at  the  FAA  Academy;  developmentals 
cannot  be  utilized  if  they  are  not  trained. 

•  In  LaGrange,  IN,  staffing  at  the  long  range  radar  facility  has  gone  from  7  fully 
certified  Systems  Specialists  and  a  working  supervisor  providing  24-hour  coverage  to  2  fully 
certified  Systems  Specialists  and  a  Technician  in  training  providing  10-hour  a  day  coverage,  6 
days  a  week.  Every  Saturday  is  uncovered.  No  overtime  money  is  available  to  cover  the 
open  watches.  Among  other  things,  this  facility  provides  radar  data  to  the  Chicago, 
Cleveland  and  Indianapolis  Centers. 

Obviously,  there  are  simply  not  enough  people  to  perform  all  of  the  maintenance 
that  is  needed.  As  a  result,  in  most  facilities.  Systems  Specialists  are  now  able  to  only 
perform  corrective  maintenance  actions;  necessary  preventive  maintenance  has  become  less 
of  a  priority.  At  the  Chicago  ARTCC,  for  instance,  there  are  approximately  70  pieces  of 
equipment  awaiting  corrective  maintenance  each  day.  Over  the  past  four  months,  the 
completion  rate  of  scheduled  preventive  maintenance  has  fallen  below  70%. 

The  staffing  shortage  has  become  so  critical  in  Chicago  that  our  Systems  Specialists 
are  forced  to  send  printed  circuit  boards  out  to  private  sources  for  either  "exchange  &  repair" 
or  "return  and  repair."  This  is  an  egregious  expense  to  the  FAA,  considering  that  contractors 
charge  $1500  per  board,  excluding  shipping,  to  repair  a  printed  circuit  board  for  the  DARC 
computer.  ($1500  is  almost  equivalent  to  a  Systems  Specialists'  two  week  pay.)  According 
to  our  Chicago  Rep,  "with  more  staffing,  we  could  save  the  FAA  tens  of  thousands  of  dollars 
on  DARC  boards  at  the  Chicago  Center  alone.  Nationwide,  I'm  sure  this  would  equal  savings 
in  the  quarter  to  half  million  dollar  range." 
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Clearly,  our  Systems  Specialists  have  been  dealt  with  a  double  edged  sword;  for, 
when  they  do  not  perform  preventive  maintenance,  they  ultimately  increase  the  time  that 
they  will  eventually  need  for  corrective  maintenance.  Likewise,  by  not  hiring  enough 
Systems  Specialists  to  do  the  necessary  preventive  maintenance,  the  Agency  is  ultimately 
wasting  money  in  unnecessary  outsourcing,  as  well  as  in  longer  restoration  times  and 
increased  outages. 

After  analyzing  the  FAA's  equipment  outages,  the  National  Transportation  Safety 
Board  issued  a  special  investigation  report  on  January  23,  1996.  Within  this  report,  the 
NTSB  made  three  significant  findings  relevant  to  our  AF  work  force: 

1 .  "The  effects  of  these  outages  are  being  exacerbated  by  extended  restoration 
time  because  of  the  lack  of  qualified  Technicians." 

2.  "Some  of  the  IBM  9020E  computer  systems  are  increasingly  likely  to  be  operated 
with  compromised  redundancy,  which  increases  Technician  work  load." 

3.  "The  retirement  of  highly  skilled  AF  Technicians  has  adversely  affected  the    FAA's 
ability  to  maintain  and  repair  many  ATC  systems." 

As  a  result  of  this  special  investigation,  the  NTSB  recommended  that  the  FAA 
"explore  innovative  personnel  strategies,  such  as  overtime  pay,  monetary  and  time-towards- 
retirement  credit  incentives"  for  the  Systems  Specialist  work  force  and  concluded  that  "while 
the  enroute  ATC  system  is  safe,  the  equipment  failures  examined  have  had  a  detrimental 
effect  on  the  efficiency  of  air  traffic  movement."* 

Compounding  the  Systems  Specialists'  staffing  problems  is  the  overall  lack  of  Agency 
funds.  PASS  is  quite  concerned  that  this  combination  will  lead  to  a  potentially  deadly  mix, 
since  the  Agency  has  already  resorted  to  open  watches,  decreased  maintenance  and  delayed 
restoration.  Because  of  small  budget  allocations,  in  many  facilities,  our  Systems  Specialists 
have  been  instructed  by  their  managers  to  "prioritize  the  restoration  of  facilities"  and  to 
"delay  facility  restoration  until  the  next  administrative  working  day." 

Without  a  doubt,  the  FAA's  credibility  with  the  public  and  with  its  employees  is 
seriously  eroding.  The  Agency  no  longer  talks  about  the  air  traffic  control  system  in  terms  of 
reliability,  but  rather  it  speaks  in  terms  of  availability.  The  situation  has  gotten  so  bad  that, 
prior  to  the  holiday  season,  the  Director  of  Airway  Facilities  issued  a  memorandum  to  all  AF 
Regional  and  Division  Managers  asking  that  they  "communicate  to  the  work  force  the 
importance  of  deferring  any  actions  that  might  cause  a  service  interruption. ..Also,  extra  care 
should  be  taken  with  regard  to  routine  maintenance."  Isn't  this  like  posting  a  sign  on  the 
road  warning  of  a  "Bump"  instead  of  simply  fixing  the  road? 

CONTRACTING  OUT 

The  FAA's  continued  reliance  on  contractor  maintenance  is  a  perfect  example  of  how 
the  Agency  avoids  fixing  its  "bumps."  ironically,  the  FAA  has  repeatedly  decreased  its  in- 
house  maintenance  staff  in  an  apparent  attempt  to  save  money,  while,  at  the  same  time,  the 
Agency  continues  to  request  additional  money  to  fund  contract  maintenance.  The  FAA 
seems  to  believe  that  its  staffing  gap  can  be  filled  by  hiring  private  contractors  to  augment 
the  services  that  should  be  provided  by  permanent  Systems  Specialists.  PASS  members  will 
tell  you  that  contracting  out  is  not  the  solution. 

The  National  Airspace  System  is  not  just  one  piece  of  equipment.  The  NAS  is  a 
complex  system  which  includes  thousands  of  different  smaller  systems,  many  of  which 
interface  with  one  another.  When  contractors  come  into  an  FAA  facility  to  maintain  a  piece 
of  the  NAS  system,  they  often  do  not  understand  the  effect  they  can  have  on  the  intricacies 
of  the  whole  system  and  on  the  safety  of  the  flying  public. 

Because  our  Systems  Specialists  work  with  the  NAS  equipment  everyday,  they 
understand  the  need  to  exhibit  caution  and  to  communicate  with  others  before  performing 
any  maintenance  on  a  system.  There  are  also  rules  that  Congress  has  imposed  on  our  work 
force,  such  as  strike  prohibitions,  that  are  not  imposed  on  contractors.  These  rules  help  to 
ensure  the  safety  of  the  air  traffic  control  system.  Increased  demand  on  the  NAS,  combined 
with  the  attrition  of  the  current  work  force,  make  it  impossible  to  explain  why  the  FAA  would 
want  to  hire  contractors  instead  of  permanent  workers. 

The  FAA's  misuse  of  contractors  recently  made  the  headlines,  following  the  release  of 
the  Inspector  General's  report  on  the  investigation  of  buyout  abuses.  Following  the  passage 
of  buyout  legislation,  over  600  AF  supervisors  and  managers  left  the  AF  ranks.  This  rapid 
attrition  was  a  serious  impediment  to  our  Systems  Specialists  who  were  left  to  pick  up  the 
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work  load.  In  many  cases,  our  Specialists  were  temporarily  promoted  to  supervisory 
positions,  thus  leaving  their  positions  vacant.  PASS  questions  whether  the  Agency  then 
responded  to  these  staffing  shortages  by  contracting  out  the  unfilled  positions. 

Despite  the  fact  that  the  legislation  prohibited  buyout  recipients  from  reemployment 
with  federal  agencies  for  five  years,  PASS  knows  of  many  instances  where  an  employee 
accepted  the  $25,000  buyout,  left  his/her  job  on  Friday  as  an  FAA  employee,  and  returned 
the  following  Monday  as  a  contractor  employee.  It  is  not  surprising  to  PASS  that  the 
Inspector  General's  findings  "indicate  that  it  cost  the  government  more  to  hire  the  employees 
as  contractors  than  to  keep  them  as  government  employees."* 

Both  the  FAA  and  the  General  Accounting  Office  have  estimated  that  the  Agency 
would  save  approximately  $45,000  per  staff  year  if  it  utilized  its  in-house  staff  rather  than 
contractor  staff.  Not  only  is  contracting  out  more  expensive  to  the  Agency,  it  is  also 
counterproductive  to  the  Agency's  mission.  In  fact,  in  testimony  last  year  before  Congress, 
the  GAO  concluded  that  one  of  the  prime  factors  hindering  the  FAA's  ability  to  bring  new 
ATC  systems  on-line  is  its  "inadequate  oversight  of  contractor  performance."'  The  following 
examples  clearly  illustrate  the  dangers  of  allowing  contractors  to  have  free  reign. 

•  On  July  21,  1995,  Raytheon  contractors  came  very  close  to  knocking  out  critical 
approach  and  departure  frequencies  for  Atlanta's  Hartsfield  Airport.  During  contractor 
refurbishment,  the  RCL  waveguide,  which  provides  microwave  links  for  critical  frequencies, 
was  damaged  by  a  subcontractor.  Waveguide  replacement  cost  approximately  $6200;  it  is 
unclear  to  PASS  whether  the  taxpayers  or  the  contractors  paid  this  bill. 

•  On  or  about  July  15,  1995,  Raytheon  contractors  completed  work  on  the  Green 
Bay,  Wl,  receiver  tower.  The  work  was  found  to  be  shoddy  and  unacceptable,  and  the 
receiver  was  unable  to  be  turned  up.  Local  Systems  Specialists  in  Green  Bay  checked 
Raytheon's  work  and  verified  the  faulty  installation.  The  Great  Lakes  Regional  Office 
promised  swift  action,  bringing  Raytheon  in  to  re-do  its  work. 

To  date,  Raytheon  has  expended  60-man  hours  on  this  project.  PASS  understands 
that  Raytheon  is  getting  paid  by  FAA  for  this  re-do.  In  fact,  we  understand  that  no  matter 
how  many  times  Raytheon  visits  a  work  site  to  re-do  faulty  work,  it  will  be  paid  in  addition  to 
the  original  payment.  What  incentive  is  there  for  Raytheon  and  its  sub-contractors  to  do  high 
quality  work  if  they  know  they  will  get  paid  for  reworking  a  site?  In  our  opinion,  Raytheon  is 
committing  fraud  by  being  able  to  double  charge  for  installation  work.  If,  however,  the 
contract  permits  paid  reworks,  FAA  management  must  be  held  accountable  for  this  waste. 
PASS  understands  that  the  Inspector  General  is  investigating  this  situation  at  the  present 
time. 

•  On  December  2,  1995,  during  planned  hardware  modifications  on  the  Voice 
Switching  and  Communications  System  (VSCS)  at  the  Seattle  ARTCC,  Harris  contractors 
caused  a  partial  loss  of  communications.  A  similar  outage  occurred  on  December  4,  at  the 
Denver  ARTCC.  Both  of  these  incidents  resulted  from  personnel  inattention  and  incorrect 
maintenance  actions.  These  actions  led  controllers  to  lose  certain  external  communications. 

•  On  June  1,  1995,  contractors  working  on  the  Surveillance  and  Communications 
Interface  Processor  (SCIP)  at  the  Boston  TRACON  disconnected  trigger  cables  and  caused  all 
of  the  Controllers'  scopes  to  go  blank.  A  Systems  Specialist  on  duty  requested  that  the 
cables  be  reconnected;  after  10  seconds,  radar  presentation  returned.  However,  a  short  time 
later,  the  contractors  again  removed  the  cables  and  caused  another  outage. 

Upon  investigation  with  air  traffic,  some  items  of  interest  have  surfaced:  1 .  When  the 
failure  occurred  all  traffic  to  Boston  was  stopped;  2.  At  the  time  of  the  failure,  a  Controller 
was  dealing  with  a  conflict  alert  on  a  Swissair  jet  and  a  USAir  jet.  One  plane  was  at  7,000 
feet  descending;  the  other  was  at  6,000  feet  and  ascending.  The  Controller  reported  that  he 
was  surprised  that  the  planes  did  not  collide  when  the  radar  scopes  went  blank. 

•  To  date,  Exide  has  completed  only  half  of  the  nationwide  installations  of  the  ARTCC 
Critical  and  Essential  Power  Systems  (ACEPS)  equipment.  During  installation,  there  have 
been  numerous  power  outages  --  the  most  severe  occurring  at  the  fslew  York  and  Oakland 
Centers  -  attributed  to  the  contractor  modifications.  In  response  to  these  outages,  the  FAA 
commissioned  a  Blue  Ribbon  Team  to  investigate. 

The  FAA's  Blue  Ribbon  Team  found  that  "most  AF  onboard  ARTCC  staffing  is  in  the 
60-70  percent  range  of  generated  workload.  This  shortage  of  an  available  and  trained  AF 
work  force  is  having  a  negative  impact  on  all  areas  of  operation  at  the  ARTCCs,  as  well  as 
the  remote  facilities  that  support  the  enroute  and  terminal  operations." 

The  Team  recommended  that  the  FAA  "ensure  that  environmental  support  units  are 
adequately    staffed"    with    Systems    Specialists;    that    the    FAA    "develop    a    multi-faceted 
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approach  to  improving  staffing;"  and  that  the  FAA  "fully  fund  technical  training."' 
Interestingly,  when  FAA  personnel  (instead  of  contractors)  have  supervised  and  performed 
the  ACEPS  cutovers,  there  have  been  no  power  outages! 

Exide  has  provided  inadequate,  incomplete  and  inaccurate  training  for  the  ACEPS 
system.  The  ACEPS  contract  is  a  "cost  plus  contract"  which  started  at  $200  million;  it  has 
now  exceeded  $350  million.  This  waste  has  repeatedly  been  reported  to  the  Air  Force, 
which  is  enforcing  the  contract,  and  to  the  FAA  Hot  Line. 

,To  reiterate,  PASS  finds  absolutely  no  justification  for  contract  maintenance.  It  is 
common  knowledge  at  FAA  facilities  that  contractors  will  always  put  their  company's  needs 
before  the  FAA's  mission.  Moreover,  despite  a  critical  shortage  of  Systems  Specialists, 
contractors  often  outnumber  in-house  staff.  Because  contractors  are  "task  statement" 
driven,  however,  they  cannot  be  assigned  duties  outside  of  their  contract;  therefore,  they  sit 
idle  while  our  Systems  Specialists  struggle  to  get  their  jobs  done. 

Recently,  PASS  was  pleased  to  learn  that  the  FAA  has  rethought  its  original  decision 
to  contract  out  the  maintenance  of  the  new  Display  System  Replacement  (DSR)  equipment 
that  will  replace  the  aging  9020E  and  the  interim  Display  Channel  Complex  Replacement 
(DCCR)  system.  The  DSR  is  scheduled  to  come  on-line  in  the  year  2000.  During  the  initial 
period,  site  maintenance  will  be  provided  by  contractors  for  "five  days  per  week,  eight  hours 
per  day  during  the  prime  shift,  with  a  two  hour  call  back  for  non-prime  hours." 

After  performing  a  cost  analysis,  the  FAA  concluded  that  the  "Loral  labor  cost  is 
higher  than  the  FAA  labor  cost.  The  Loral  staffing  cost  for  four  Technicians  per  site  for  the 
two  year  base  period  is  $20,625,000,  resulting  in  a  labor  rate  of  $1 17,187  per  labor  year  for 
the  two  year  base  period.  The  FAA  Technician  labor  rate  is  $68,000  per  man  year  according 
to  FAA  calculation."  Additionally,  "using  FAA  Technicians  for  site  maintenance  will  reduce 
the  1 1  year  life  cycle  cost  of  DSR  site  maintenance  by  $36,985,845." 

For  the  most  part,  contracting  out  has  been  most  prevalent  within  the  Airway 
Facilities  organization.  However,  on  October  16,  1995,  employees  within  the  Office  of 
Aviation  Standards  (AVN)  were  briefed  on  the  FAA's  plans  to  either  consolidate  its  Flight 
Inspection  Offices  or  to  contract  out  their  jobs.  AVN  employees,  including  Flight  Inspection 
Pilots,  Flight  Procedures  Specialists  and  Electronics  Systems  Specialists,  carry  out  the  FAA's 
complex  and  regulatory  flight  inspection  program. 

In  a  November  29,  1995,  letter  to  FAA  Administrator  Hinson,  Senator  Can  Levin 
expressed  his  concerns  about  the  FAA's  proposal  to  contract  out  the  Battle  Creek,  Ml,  Flight 
Inspection  Office.  Senator  Levin  requested  that  the  Administrator  conduct  a  "thorough  cost 
benefit  analysis  proving  such  action  would  result  in  significant  savings  to  the  federal 
government"  prior  to  proceeding  with  his  plans.  "The  analysis  should  include  a  detailed 
justification  for  the  need  to  contract  out  and  (should)  identify  any  negative  implications  of 
doing  so." 

In  his  opposition  to  contracting  out.  Senator  Levin  wrote: 

"The  Flight  Inspection  Office  has  a  complex  mission  and  responsibility  to  develop 
and  maintain  the  national  airspace  system  and  to  ensure  the  safety  of  our  nation's 
airports.   The  Government  has  certain  responsibilities  for  overseeing  safety  for  the 
flying  public  and  contracting  out  such  safety-related  services  currently  performed 
by  the  Flight  Inspection  Offices  should  not  be  done  lightly  and  without  adequate 
justification  and  accountability." 

Like  Senator  Levin,  PASS  is  extremely  opposed  to  the  FAA's  plans  to  contract  out  our 
AVN  work  force.  Mr.  Chairman,  we  simply  don't  understand  how  the  FAA  can  justify 
contracting  out  this  organization,  especially  given  that,  within  the  last  year,  the  FAA  released 
contracts  worth  hundreds  of  millions  of  dollars  to  purchase  new  Flight  Inspection  aircraft. 
"Why  would  the  FAA  authorize  such  expensive  equipment  purchases  for  a  Flight  Inspection 
operation  it  intended  to  contract  out?" 

TRAINING  DEFICITS 

By  most  accounts,  training  has  become  a  thing  of  the  past.  Systems  Specialists  are 
not  being  trained  on  either  the  new  systems  or  the  old  systems.  In  fact.  Airway  Facilities 
management  recently  reported  that  it  "will  be  meeting  less  than  50%  of  our  true  needs 
training  requirements  this  year  unless  relief  is  found.  The  bad  news  is  that  we  do  not  expect 
any  funding  relief  and  thus  AF  must  internally  find  funds  to  meet  the  requirements.  We  are 
short  in  the  vicinity  of  $5  to  $7  million."  In  fact,  31  Academy  courses  scheduled  for  FY  1996 
had  to  be  canceled. 
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In  response  to  the  training  deficit,  FAA  managers  have  been  instructed  to  look  for 
solutions.  One  possibility  that  has  been  suggested  is  that  the  Agency  "eliminate  all  AF 
training  except  technical  and  mandatory  supervisory."  An  October  2,  1995,  memorandum 
from  the  Acting  AF  Eastern  Regional  Manager  to  the  Eastern  Region  SMO  Managers  advises 
that  "the  concept  of  how  to  distribute  technical  training  must  be  radically  altered."  In  fact,  it 
is  noted  that  FAA  Headquarters  (AFZ-100)  "has  developed  a  'pay  for  training'  basis  for 
procuring  technical  training." 

Ironically,  on  one  hand,  to  assuage  its  staffing  shortages,  the  FAA  has  hired  and  will 
hire  new  Systems  Specialists.  Yet,  on  the  other  hand,  the  Agency  did  not  offer  any  new  hire 
resident  training  at  the  Academy  during  the  first  quarter  of  FY  1996;  the  earliest  date  courses 
were  available  was  in  late  March.  Mr.  Chairman,  despite  the  fact  that  both  the  NTSB  and  the 
FAA's  own  Blue  Ribbon  Team  have  recommended  that  the  FAA  train  its  Systems  Specialists, 
today's  staffing  crisis  and  the  lack  of  Agency  funds  have  seriously  impaired  the  Agency's 
ability  to  get  Systems  Specialists  trained  to  perform  their  jobs. 

PASS  believes  that  a  great  deal  of  money  could  be  saved  if  the  FAA  made  staffing 
and  training  its  number  one  priority.  In  Chicago,  for  example,  our  Representative  reports  that 
the  VSCS  is  in  the  process  of  being  tested  and  is  in  initial  operating  capacity.  Currently,  the 
VSCS  is  contractor  maintained,  though  PASS  Systems  Specialists  hope  to  assume 
maintenance  responsibilities  in  July.  If  PASS  Systems  Specialists  do  assume  this  contract, 
the  FAA  will  save  at  least  $350,000. 

According  to  our  Chicago  Rep,  VSCS  training  was  provided.   However, 

"because  of  operational  needs,  the  personnel  sent  to  the  first  training  classes   were 
developmentals.  Today,  there  are  two  GS-9  developmentals  and  three  journeyman 
level  Systems  Specialists  trained  on  the  VSCS.    Because  only  journeymen  can  certify 
the  system  and  hold  shifts,  there  are  only  three  people  available  to  hold  shifts  and  to 
certify  the  system.    Because  we  could  not  spare  to  send  more  of  our  journeymen 
Specialists  for  training,  we  are  now  faced  with  an  impossible  situation.    We  are 
attempting  to  get  a  waiver  to  upgrade  the  two  developmentals,  but  this  is  an  uphill 
battle  because  the  FAA  does  not  want  to  set  a  'precedent.'    I  personally  think  it 
would  be  a  good  thing  to  set  a  precedent  of  saving  $500,000!" 

While  the  FAA  claims  not  to  have  the  money  it  needs  to  offer  training  to  its  work 
force,  the  Inspector  General  recently  reported  that  the  Agency  has  "spent  millions  of  dollars 
on  interactive  video  teletraining  (IVT)."  The  IG  Report  concludes  that  the  "FAA  commenced 
full-scale  development  of  the  IVT  system  before  demonstrating  and  validating  the 
effectiveness  and  efficiency  of  the  IVT  concept.  Consequently,  FAA  spent  about  $4  million 
and  plans  to  spend  another  $64  million  for  an  IVT  system  that  was  not  cost  effective."' 

Mr.  Chairman,  PASS  wholeheartedly  agrees  with  the  Inspector  General  that  "IVT  full- 
scale  acquisition  activities  [should]  be  stopped."  Rather  than  wasting  its  time  and  money  on 
projects  like  the  IVT,  the  FAA  should  invest  in  quality  training  for  its  work  force.  Unless  the 
FAA  begins  to  provide  training  now  --  either  on  the  job  or  at  the  FAA  Academy  --  the 
experience  levels  of  Systems  Specialists  will  drop  significantly.  Consequently,  the  quality, 
the  efficiency,  and  the  safety  of  the  air  traffic  control  system  will  be  seriously  compromised. 

FLIGHT  STANDARDS  AVIATION  SAFETY  INSPECTORS:  STAFFING  SHORTAGES 

Like  their  colleagues  within  the  Airway  Facilities  organization,  our  Flight  Standards 
Aviation  Safety  Inspectors  face  serious  staffing  shortages  within  their  work  force  that 
prevent  them  from  accomplishing  the  safety-related  tasks  with  which  they  are  charged.  As 
you  know,  the  FAA's  2,786  Flight  Standards  Inspectors  are  responsible  for  the  safety  of  our 
flying  public  and  for  ensuring  that  the  airmen  and  the  companies  that  operate  and  maintain 
the  nation's  aircraft  do  so  in  the  safest  possible  manner.  Today,  these  Inspectors  oversee 
10,699  air  carrier  and  air  taxis  aircraft,  4,783  repair  stations,  661  pilot  training  schools,  192 
maintenance  schools,  682,959  active  pilots  and  184,434  general  aviation  aircraft. 

Since  1983,  the  FAA  has  doubled  the  size  of  its  Aviation  Safety  Inspector  work  force, 
and  Congress  has  mandated  that  Inspectors  spend  a  minimum  of  35%  of  their  time 
performing  inspections.  Still,  in  1993,  the  GAO  reported  that  the  FAA  was  not  meeting  this 
goal.  Why  do  Inspectors  remain  unable  to  complete  the  required  14  hours  per  week  of 
inspections?  This  problem  can  be  directly  attributed  to  the  FAA's  failure  to  put  Inspectors  into 
the  field  and  to  the  serious  imbalance  which  exists  in  the  ratio  between  the  number  of  clerical 
employees  and  the  number  of  Inspectors. 

According  to  the  FAA's  staffing  standards,  Flight  Standards  is  short  nearly  200 
clerical  employees.  Currently,  on  average,  for  every  eleven  Inspectors  in  most  Flight 
Standards    District    Offices    (FSDOs)    there    is    only    one    clerical    staffer    available    to    offer 
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assistance.  Rather  than  conducting  safety  inspections  of  our  nation's  airlines,  air  operators, 
aviation  schools  and  maintenance  facilities.  Inspectors  spend  at  least  25%  of  their  time 
typing  reports  and  letters,  answering  telephones,  and  filing  paperwork  solely  because  of  the 
lack  of  clerical  staff. 

Last  year,  in  response  to  pressure  from  Congress  and  from  the  public,  the  FAA 
announced  its  intentions  to  increase  staffing  in  Flight  Standards  by  "an  additional  253  Flight 
Standards  Safety  and  Certification  Inspectors."  According  to  Administrator  Hinson,  this 
increase  will  provide  "for  growth  of  almost  600  people  in  our  inspector/certification  work 
force  in  fiscal  years  1995  and  1996."  Whereas  40  of  these  additional  positions  were  to  be 
clerical  employees,  PASS  has  learned  from  inspectors  in  the  field  that  their  clerical  work  loads 
have  not  decreased,  but  have  actually  increased. 

As  you  can  see,  the  continued  imbalance  of  Inspectors  to  clerical  employees  only 
exacerbates  an  already  wasteful  and  inefficient  use  of  key  safety  personnel,  especially  since 
more  Inspectors  will  be  needed  to  perform  existing  clerical  functions  and  to  conduct  the  on- 
the-job  training  necessary  to  bring  new  hires  up  to  a  productive  level.  Given  the 
Administration's  emphasis  on  cost  containment  and  budget  restraints,  PASS  questions  how 
the  FAA  can  justify  the  fact  that  GS-13  and  GS-14  level  Inspectors  spend  so  much  time 
performing  the  functions  that  should  be  carried  out  by  a  GS-6  or  GS-7  clerk?  Why  are 
Inspectors  who  are  paid  at  least  $25  an  hour  performing  $5-$8  per  hour  job  functions? 

PASS  understands  that  Flight  Standards  will  request  authorization  and  appropriations 
to  fill  50  vacant  clerical  positions  in  FY  1997.  If  this  information  is  correct,  PASS 
wholeheartedly  supports  this  effort  to  put  Inspectors  back  into  the  field;  however,  we 
question  whether  50  new  employees  will  adequately  relieve  Inspectors  of  the  vast  majority  of 
their  clerical  duties. 

TRAINING  OBSTACLES 

Because  Aviation  Safety  Inspectors  are  among  the  most  professional  and  dedicated  air 
personnel  in  the  world,  the  FAA  has  establisloed  very  high  standards  that  potential  Inspectors 
must  meet  in  order  to  qualify  for  employment  with  the  Agency.  Once  an  Inspector  is  hired, 
FAA  Orders  stipulate  that  he  or  she  must  be  provided  with  constant  proficiency  and  flight 
training,  as  well  as  with  exposure  to  the  latest  industrial  aircraft,  systems,  and  technologies, 
in  order  to  stay  current  on  the  highly  complex  and  technical  strides  being  made  in  the  aviation 
industry.  Unfortunately,  the  FAA  is  rarely  able  to  meet  its  own  requirements  due  to  a 
dangerously  scarce  availability  of  training  funds. 

Year  after  year.  Flight  Standards  has  failed  to  ensure  that,  once  hired,  its  Aviation 
Safety  Inspectors  are  adequately  trained  and  knowledgeable  of  the  technology  and  the  skills 
necessary  to  perform  critical  safety  tasks.  Additionally,  the  FAA  has  systematically  reduced 
internal  technical  training  and  currency  and  has  either  ignored  or  arbitrarily  reduced  its  own 
standards,  thereby  cutting  corners,  grounding  Inspectors,  and  issuing  waivers.  To  hide  this 
fact,  the  FAA  reports  courses  such  as  "Professionalism  for  Inspectors"  and  "Flight  Standards 
Automation  Systems"  as  part  of  its  technical  training. 

By  the  FAA's  own  estimate,  it  requires  approximately  $10,000  per  year  to  keep  an 
Inspector  current.  Since  the  FAA  spends  only  one-fifth  of  that  amount  on  Inspector  training 
and  currency,  it  has,  in  essence,  chosen  to  reduce  internal  requirements.  Clearly,  the  lack  of 
training  funds  is  a  severe  hindrance  to  the  Inspector  work  force.  For  most  Inspectors,  this 
reduction  amounts  to  one  technical  course  every  two  years.  For  some  Operations  Inspectors 
(pilots)  assigned  to  Air  Carriers,  the  FAA  has  mandated  that  the  carrier  train  the  Inspector 
using  its  own  training  courses  which  are  predicated  on  the  currency  levels  of  pilots  who 
regularly  fly  the  line. 

Earlier  this  year,  in  a  cooperative  effort  with  PASS,  the  Flight  Standards  organization 
agreed  to  keep  Operations  Inspectors  current  using  a  new  approach  called  "Event  Based 
Currency."  This  approach  is  slated  to  be  more  responsive  and  to  help  Inspectors  get  the  right 
amount  and  type  of  currency  flying.  Event  Based  Currency  also  forces  travel  in  rental  aircraft 
to  be  reported  as  such  and  not  to  be  hidden  under  "training."  While  the  ink  was  still  wet  on 
the  implementing  documents,  funding  for  Event  Based  Currency  was  cut  in  half  by  the  FAA. 

Last  year,  the  GAO  testified  that  the  "FAA  needs  to  more  effectively  target  litsl 
inspection  resources."  Moreover,  the  GAO  stated  that  if  the  FAA's  request  for  additional 
inspectors  is  approved,  "it  will  continue  to  be  important  that  FAA  targets  its  hiring  to  areas  of 
greatest  need  and  provide  both  its  current  staff  and  any  new  hires  with  the  technical  training 
necessary  to  be  fully  effective."  PASS  wholeheartedly  agrees  with  the  GAO  that  "the  FAA 
has  not  provided  the  technical  training  that  both  the  certification  and  inspection  staffs  need 
to  be  fully  effective.  To  fully  utilize  staff  increases,  FAA  will  have  to  overcome  these 
problems." 
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As    you    can    see,    the    lack    of    Inspector    training    jeopardizes    aviation    safety    and 
endangers  the  lives  of  our  Inspector  work  force.    In  1994,  one  Flight  Standards  Inspector  was 
killed  and  another  was  seriously  injured  while  conducting  flight  checks.     During  these  flight 
checks,  the  Inspectors  were  sitting  in  passenger  seats,  observing  a  flight  check  gone  bad. 
Had  the  Inspectors  been  "current  and  qualified,"  they  could  have  been  seated  in  a  pilot  seat. 

Certainly,  Aviation  Safety  Inspectors  are  seriously  challenged  by  the  FAA's  insufficient 
hiring  of  support  staff  and  by  the  Agency's  limited  allocation  of  training  dollars.  As  a  result 
of  training  deficiencies,  the  proper  oversight  of  the  aviation  industry  by  a  current  and 
proficient  work  force  remains  an  illusion,  in  the  short-term,  the  margin  of  aviation  safety  is 
definitely  being  narrowed;  in  the  long-term,  the  flying  skies  may  be  seriously  jeopardized. 

Without  question.  Systems  Specialists,  Aviation  Safety  Inspectors,  and  AVN  Flight 
Inspection  Pilots  and  Specialists  face  serious  obstacles  as  the  FAA  attempts  to  keep  our 
airways  system  operating  at  the  highest  possible  safety  levels  with  the  least  amount  of 
available  funds.  What  PASS  has  tried  to  emphasize  through  this  testimony  is  the 
importance  of  staffing  and  training;  it  is  crucial  that  the  FAA  increase  staffing  and  fund 
training  to  meet  necessary  and  realistic  levels.  Otherwise,  the  consequences  for  the 
aviation  industry  and  the  flying  public  could  be  severe. 
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COAST  GUARD-RELATED  TESTIMONY 

AMERICAN  LEAGUE  OF  ANGLERS  AND  BOATERS 

PREPARED  STATEMENT  OF  PAUL  BROUHA,  EXECUTIVE  DIRECTOR, 
AMERICAN  FISHERIES  SOCIETY 

Mr.  Chairman  and  Members  of  the  Subcommittee: 

I  am  Paul  Brouha,  Executive  Director,  American  Fisheries  Society  (AFS)  and 
I  serve  as  Chairman  of  the  American  League  of  Anglers  and  Boaters  (ALAB). 

I  appear  before  you  today  representing  the  interest  of  the  recreational  boating 
and  fishing  community,  including  the  approximately  70  million  Americans  that  enjoy 
recreational  boating  each  year. 

ALAB  is  a  very  strong  alliance  of  thirty  eight  (38)  of  the  nation's  most 
important  recreational  fishing  and  boating  advocacy  organizations.  Although  ALAB 
member  organizations'  specific  interests  vary  depending  on  the  constituency  they 
represent,  they  have  been  solidly  united  in  support  of  the  dedicated  user-funding 
philosophy  which  Congress  used  in  1984  to  construct  the  Aquatic  Resources  Trust 
Fund  (Wallop-Breaux). 

My  testimony  today  will  focus  on  the  Aquatic  Resources  Trust  Fund  (Wallop- 
Breaux)  and,  more  specifically,  the  Boat  Safety  Account  of  this  fund. 

As  you  are  well  aware  Mr.  Chairman,  the  boating  safety  trust  funds  are 
derived  solely  form  the  tax  boaters  pay  on  their  motorboat  fuel.  The  law  is  designed 
to  allow  this  user  fee  paid  by  boaters  to  be  returned  to  the  States  to  help  defray 
their  cost  for  services  to  the  recreational  boater.  This  is  a  prime  example  of  the  user 
fee  concept  (i.e.  user  pays-user  benefits).  Noteworthy  is  the  fact  that  not  one  cent 
adds  to  the  national  debt. 

Our  membership  is  on  record  supporting  permanent  appropriation  from  the 
trust  funds  for  the  recreational  boating  safety  program,  the  same  as  others  enjoy, 
who  draw  from  the  Aquatic  Resources  Trust  Fund.  During  the  Second  Session  of 
the  103rd  Congress  and  again  in  the  104th  Congress,  legislation  surfaced  to  provide 
stable  and  dependable  funds  for  grants  to  the  state  boating  safety  programs.  In  both 
Congresses,  ALAB  has  supported  this  legislation. 

ALAB  noted  with  pleasure  that  Title  V  of  the  Senate  Coast  Guard 
Authorization  SI 004,  contains  a  provision  we  strongly  support  that  provides 
permanent  funding  for  grants  to  the  state  boating  safety  programs.  House  and 
Senate  conferees  have  yet  to  resolve  their  differences  on  this  legislation.    ALAB  is 
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on  record  urging  the  House  conferees  on  this  legislation  to  accept  the  Senate  boating 
safety  provision. 

ALAB  would  point  out  that  the  boat  safety  program  was  cut  short  $25  million 
in  the  past  two  years  and  that  these  funds  rolled  into  the  Sport  Fish  Restoration 
Account.  We  think  this  is  wrong  and  is  not  keeping  faith  with  the  boaters  who  pay 
this  user  fee  on  gasoline  used  in  their  motorboats. 

We  would  also  be  quick  to  point  out  that  recreational  boating  safety  is  still  on 
the  National  Transportation  Safety  Board's  "Most  Wanted"  list.  We  feel  that  the 
States  should  coordinate  their  efforts  to  remove  recreational  boating  safety  from  the 
Safety  Board's  list.  This  can  best  be  accomplished  by  providing  permanent  funding 
or  by  full  appropriation  of  these  funds  as  authorized  to  the  States. 

ALAB  notes  with  much  pride  that  the  States  are  making  the  best  use  of  these 
funds  in  making  safe  and  enjoyable  boating  a  reality  on  our  nation's  waterways. 
Testimonial  to  this  is  the  fact  that  since  the  infusion  of  federal  funds  in  the  1970's, 
the  boating  fatality  rate  in  the  United  States  has  dropped  from  1 ,754  lives  lost  to  the 
record  low  of  784  lives  lost  in  1994,  despite  more  people  on  our  waters  in  a  wider 
diversity  of  craft  than  every  before. 

The  American  League  of  Anglers  and  Boaters  strongly  recommends  that  your 
Subcommittee  fully  fund  the  State  boating  safety  program  as  authorized  for  fiscal 
1997.  1  am  sure  the  Congress,  the  Administration,  the  boating  public  and  most 
certainly  ALAB  feels  the  States  are  making  the  best  use  of  these  trust  funds.  The 
State  Boating  Law  Administrators  proudly  make  the  remark  "Our  reward  is  saving  a 
life  and  what  a  wonderful  reward  that  is".  We  urgently  ask  for  your  support  in 
providing  the  trust  funds  as  authorized  in  order  that  the  States  can  continue  to 
establish  objectives  to  reach  their  goal  of  safe  and  enjoyable  boating  for  all  who  use 
our  nation's  waterways. 

We  again  ask  for  your  consideration  of  full  funding  of  $35  million  as 
authorized  from  discretionary  funding  for  the  States  boating  safety  program  for  fiscal 
1997. 

Thank  you, 
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THE  AMERICAN  LEGION 

PREPARED  STATEMENT  OF  DENNIS  M.  DUGGAN,  ASSISTANT  DIRECTOR, 
NATIONAL  SECURITY/FOREIGN  RELATIONS  DIVISION 

Mr.  Chairman,  The  American  Legion,  the  nation's  largest 
organization  of  wartime  veterans,  welcomes  this  opportunity  to 
present  its  testimonial  support  before  this  distinguished 
Subcommittee  on  the  United  States  Coast  Guard's  Fiscal  Year  1997 
Budget  request. 

The  American  Legion  has  long  recognized  the  vital  roles  and  major 
achievements  performed  by  the  highly  professional  men  and  women 
of  the  Coast  Guard.  By  public  law,  the  Coast  Guard  also  serves 
as  a  crucial  component  of  the  armed  forces  of  the  United  States. 
Its  numerous  peacetime  and  wartime  missions  of  law  enforcement, 
maritime  safety,  and  national  security  are  absolutely  essential 
to  the  preservation  and  protection  of  United  States  sovereignty. 
Mr.  Chairman,  like  the  military  services  in  the  Department  of 
Defense,  the  Coast  Guard  performs  more  missions  with  fewer 
people,  aging  ships  and  outdated  aircraft. 

In  order  to  carry  out  these  critical  missions.  The  American 
Legion  believes  the  Coast  Guard's  total  budget  request  of  $3,876 
billion  will  sustain  current  operations  and  avoid  adverse  impact 
to  the  services  relied  upon  by  the  American  public.  The  Coast 
Guard's  ability  to  provide  critical  services  for  each  of  its 
mission  areas  will  be  in  jeopardy  if  they  are  not  funded  at  this 
level.  Full  funding  of  this  budget  is  required  to  maintain  the 
Coast  Guard's  operational  readiness. 

Appropriations  for  the  FY  1996  Coast  Guard  operating  expenses 
represented  its  lowest  funding  level  since  1993.  Field 
commanders  have  had  to  defer  normal  maintenance  and  cut  back  on 
preventive  maintenance  activities.  If  these  trends  are  not 
stopped  they  will  cause  reduced  levels  of  safety  for  professional 
mariners  and  the  boating  public,  and  increased  costs  of  service 
delivery  provided  by  the  Coast  Guard. 

Recognizably,  people  are  the  source  of  the  Coast  Guard's 
strength,  effectiveness,  and  pride.  Whether  cleaning  up  oil 
spills,  interdicting  illegal  aliens,  rescuing  crews  from  sinking 
ships,  breaking  ice,  or  responding  to  natural  or  man  made 
disasters,  the  Coast  Guard  has  more  than  given  taxpayers  their 
money's  worth.  To  carry  out  these  crucial  missions,  it  is 
essential  that  highly  skilled  and  motivated  men  and  women 
continue  to  be  attracted  and  retained  by  the  Coast  Guard,  and 
that  state-of-the-art  ships,  aircraft  and  required  facilities  be 
appropriately  funded.  Continued  improvements  in  compensation, 
housing  and  medical  care  are  absolutely  essential  to  attract  and 
retain  a  highly  professional  and  motivated  force.  Therefore,  in 
this  period  of  fiscal  austerity,  reprioritization  of  national 
goals  and  emergence  of  more  insidious  threats  to  our  nation's 
borders  and  citizens,  the  Coast  Guard  budget  submission  should  be 
preserved. 

The  Coast  Guard  continues  its  high  operational  tempo  in  services 
provided  to  the  American  people.  Last  year  alone,  the  Coast  Guard 
saved  over  4,400  lives,  assisted  98,900  persons  in  distress, 
saved  over  $2.6  billion  in  property,  and  supervised  757 
federally-funded  cleanups.  On  an  average  year,  the  Coast  Guard 
conducts  44,000  law  enforcement  boardings;  seizes  76,000  pounds 
of  marijuana  and  62,000  pounds  of  cocaine,  and  services  55,000 
aids  to  navigation. 
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The  United  States  Coast  Guard  is  already  responding  to  the  call 
for  smaller,  better  government  at  less  cost.  The  Coast  Guard  is 
one  of  the  taxpayers'  best  investments  with  a  return  on 
investment  of  four  to  one,  with  the  potential  for  an  even  better 
return  through  streamlining  and  investment.  Much  has  been  done 
already.  In  FY  1994  and  FY  1995,  the  Coast  Guard  underwent 
considerable  streamlining  by  reducing  the  recurring  need  for 
people  and  funding.  The  FY  1997  budget  request  represents  the 
third  full  year  in  a  multi-year  streamlining  plan  as  it  proposes 
to  reduce  its  workforce  by  4,000  and  save  $400  million  by  the  end 
of  FY  1998.  In  fact,  this  budget  request  represents  the  smallest 
Coast  Guard  workforce  since  1967,  while  performing  an  even 
broader  scope  of  missions.  To  accomplish  this,  this  budget 
request  includes  cutter  decommissionings,  implementation  of  major 
streamlining  initiatives  (e.g.  closing  Governor's  Island, 
realigning  area  and  district  commands)  and  the  continued 
acquisitions  of  new,  high-tech  assets  such  as  seagoing  and 
coastal  buoy  tender  replacements,  buoy  boat  replacements  and 
several  communications  vessels  and  information  systems. 

As  mentioned,  the  Coast  Guard  is  a  people-intensive  operating 
agency  that  delivers  services  directly  to  the  public;  therefore, 
a  major  portion  of  savings  must  include  reduction  in  the  size  of 
its  workforce.  A  structured  plan  is  being  employed,  similar  to 
that  of  the  Department  of  Defense,  to  insure  mission  performance 
is  not  degraded  significantly  and  that  Coast  Guard  people  are 
treated  fairly.  With  some  of  its  missions  changing,  it  is 
imperative  that  the  remaining  workforce  possess  the  right  skills 
in  the  right  jobs  and  operate  modern,  efficient  equipment.  This 
budget  seeks  funding  to  help  it  do  just  that. 

The  Coast  Guard  was  exceptionally  busy  in  1994  and  1995.  Many  of 
its  assets  were  dedicated  to  the  Caribbean  region  for  migrant 
interdiction  operations.  The  continuous  presence  of  the  Coast 
Guard  off  the  Haitian  and  Cuban  coasts  resulted  in  the  safe 
interdiction  of  over  64,000  migrants,  over  54,000  in  a  four  month 
period,  the  most  intensive  interdiction  operation  ever 
accomplished  by  the  Coast  Guard.  Last  year  alone,  the  Coast 
Guard  interdicted  more  than  5,400  illegal  immigrants.  The  Coast 
Guard  also  has  worked  alongside  its  DOD  counterparts  in 
Operations  Uphold  Democracy  and  Restore  Democracy,  Operations 
Able  Manner  and  Able  Vigil  and  the  Haiti  Migrant  Interdiction 
Operation,  and  the  United  Nations  embargo  against  Haiti.  Coast 
Guard  ships  were  the  first  units  to  enter  Port-Au  Prince  harbor 
to  set  buoys  to  ensure  the  safe  passage  of  the  large  combatants 
and  troop  ships  into  the  harbor.  Coast  Guard  Port  Security  Units 
also  helped  secure  and  later  patrol  principal  Haitian  ports  to 
ensure  cargo  and  personnel  offload  and  recovery  operations  were 
properly  protected. 

The  American  Legion  has  maintained  an  exceptionally  close 
relationship  with  the  United  States  Coast  Guard  and  the  Coast 
Guard  Reserve.  Recognizably,  the  Coast  Guard  Reserve  needs  to  be 
maintained  at  appropriate  strength  levels  in  order  to  effect 
their  mobilization  mission  and  to  preserve  skill  levels  that  are 
becoming  scarce.  Coast  Guard  Reservists  were  ordered  to 
involuntary  calls  nine  times  since  October  1994  for  disaster 
assistance.  The  Coast  Guard  has  always  presented  itself  as  a 
small,  professional  service  which  has  closely  interfaced  with  the 
American  people.  The  American  Legion  and  its  Posts  have  worked 
side-by-side  with  Coast  Guardsmen  during  such  natural  disasters 
as  Hurricane  Hugo  in  the  Carolinas,  Hurricanes  Andrew  and  Iniki, 
and  the  Great  Flood  of  1993  by  providing  emergency  disaster 
assistance  to  our  fellow  Americans  who  became  victims  of  these 
disasters.  Team  Coast  Guard  consistently  personified  dedication, 
sacrifice  and  professionalism. 
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The  American  Legion  also  strongly  supports  the  Coast  Guard's 
Acquisition,  Construction  and  Improvements  (AC&I)  appropriation 
of  at  least  $411.6  million,  as  adequate  investment  is  essential 
to  the  vitality  of  the  service.  The  AC&I  appropriation  funds  the 
recapitilization  of  new  ships,  aircraft,  information  systems  and 
shore  facilities,  and  aids  to  navigation  --  the  assets  most 
critical  to  delivery  of  services  to  the  public.  Clearly, 
investment  now  will  pay  later  dividends.  For  example,  new 
seagoing  and  coastal  buoy  tenders  will  replace  inefficient,  50- 
year  old  ships  with  modern,  high  tech  vessels.  The  Coast  Guard's 
AC&I  account  must  be  fully  supported  to  replace  old  and 
maintenance  intensive  equipment. 

We  also  believe  that  it  is  vital  to  the  national  security,  and 
the  economic  and  environmental  well-being  of  the  United  States 
that  waterway  safety  continue  to  receive  high  priority  within  the 
nation's  transportation  infrastructure.  This  will  assure  the 
safe  and  efficient  maritime  transport  of  critical  raw  materials, 
petroleum  products  and  finished  goods  to  domestic  and 
international  markets.  Without  a  fully  funded  and  equipped  Coast 
Guard,  this  would  not  be  possible. 

At  its  77th  National  Convention  in  Indianapolis  last  year,  The 
American  Legion  unanimously  adopted  Resolution  150  which  urges 
the  Congress  to  fully  fund  the  United  States  Coast  Guard  in  order 
for  it  to  carry  out  its  numerous  vital  missions  impacting  on  the 
local,  national  and  international  interests  of  the  United  States. 

The  American  Legion  also  asks  your  help  in  ensuring  passage  of 
the  Coast  Guard  Authorization  Act  for  Fiscal  Year  1996.  Mr. 
Chairman,  the  Coast  Guard  has  made  major  strides  in  streamlining 
initiatives  and  undoubtedly  more  will  be  required  to  meet  outyear 
target  projections.  Continued  streamlining  and  restructuring 
offer  the  greatest  potential  to  achieve  the  savings  the  Coast 
Guard  seeks.  Without  adequate  operating  funds,  it  will  not  be 
able  to  sustain  the  services  the  public  depends  upon  and  expects 
from  the  Coast  Guard. 

Mr.  Chairman,  we  salute  the  United  States  Coast  Guard  for  its 
many  achievements  and  its  commitment  to  America's  well-being. 
Without  these  requested  appropriations,  however,  we  believe  that 
the  Coast  Guard  will  be  unable  to  meet  its  commitments  to  the 
detriment  of  the  American  people. 

Thank  you. 


THE  FLEET  RESERVE  ASSOCIATION 

PREPARED  STATEMENT  OF  CHARLES  L.  CALKINS,  NATIONAL  EXECUTIVE 

SECRETARY 

INTRODUCTION 

Mister  Chairman  and  distinguished  members  of  the  Subcommittee:  The  Fleet  Reserve 
Association  (FRA)  wishes  to  express  appreciation  for  the  opportimity  to  present  this  statement 
on  the  FY  1997  Coast  Guard  Budget. 

The  FRA  was  founded  in  1924  and  now  represents  nearly  160,000  active  duty,  reserve, 
and  retired  members  of  the  Coast  Guard,  Navy,  and  Marine  Corps.   The  Association 
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represents  the  interests  of  its  members  on  personnel  issues  which  are  the  focus  of  this 
statement. 

ADEQUATE  FUNDING 

FRA  strongly  supports  full  funding  of  the  Coast  Guard  at  the  level  requested  by 
President  Clinton  in  his  proposed  FY  1997  Budget. 

Continuing  the  practice  of  relying  upon  the  Department  of  Defense  to  supplement  the 
Coast  Guard  budget  is  undesirable  and  results  in  the  service  being  caught  between  the 
Departments  of  Transportation  and  Defense  —  with  the  latter  expecting  to  receive  something 
in  return  for  the  transfer  of  funds.    This  "pass  through"  effect  imposes  an  unnecessary  toll  on 
already  strained  Coast  Guard  resources  and  this  situation  should  be  remedied  by  fully  funding 
the  service  at  the  level  requested. 

The  Budget  request  supports  the  third  year  of  a  highly  effective  Coast  Guard 
"streamlining  plan"  effecting  reductions  totaling  about  $400  million  and  4,000  people  over 
four  years.   The  initiative  is  a  model  for  the  Department  of  Transportation  and  other 
government  agencies  who  are  striving  to  do  more  with  less  during  this  period  of  reduced 
government  spending  and  increased  efficiencies. 

Wliile  the  Coast  Guard  is  shrinking,  the  work  load  is  not.   Examples  of  this  include 
recent  high-profile  events  in  the  Caribbean  and  off  the  New  England  Coast  which  found  Team 
Coast  Guard  immediately  on  the  scene  and  responding  effectively  to  the  emergencies. 
Throughout,  the  performance  of  Coast  Guard  men  and  women  was  exemplary.   Personnel 
were  well-prepared  in  undertaking  search  and  rescue  operations,  coordinating  inter-agency 
emergency  assistance,  and  protecting  our  environment  from  massive  pollution.   It's  difficult  to 
imagine  how  the  Coast  Guard  can  continue  to  respond  in  this  manner  with  4,000  fewer 
people. 

The  increasing  work  load  coupled  with  years  of  reduced  funding  is  exacting  a  toll  on 
people  and  has  raised  concerns  about  the  "hollowing  out"  of  Coast  Guard  personnel  and  other 
assets.    Accordingly,  the  Association  implores  members  of  this  distinguished  panel  to  never 
lose  sight  of  the  men  and  women  absorbing  the  cuts  while  at  the  same  time  creating  new  and 
better  ways  of  getting  the  job  done. 

The  integration  of  Coast  Guard  Reservists  into  the  active  duty  ranks  has  resulted  in 
significant  administrative  cost  reductions,  along  wdth  a  single  command  structure  with  one  set 
of  missions.    In  addition,  plans  to  expand  vital  Port  Security  Units  in  coordination  with  the 
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Joint  Chiefs  of  Staff  and  Chief  of  Naval  Operations  require  sufficient  funds  for  equipment  and 
Reserve  personnel. 

INVALUABLE  SERVICE 

The  Coast  Guard  provides  invaluable  service  to  our  nation.   A  relatively  small  number 
of  personnel  —  36,000  active  duty,  8,000  reservists,  and  5,000  civilians  —  plus  35,000 
volunteer  auxiliarists  perform  a  vast  array  of  operations  supporting  our  national  security, 
maritime  safety,  drug  interdiction  program,  and  environmental  protection.    Unfortunately, 
many  of  these  valuable  services  receive  little  media  and/or  public  attention.    Yet  in  terms  of 
return  on  taxpayer  investment,  the  Coast  Guard  yields  four  times  its  budget  to  the  American 
people  in  terms  of  lives  and  property  saved  annually. 

The  Coast  Guard's  FY  1996  Operating  Expense  (OE)  budget  was  the  lowest  since  FY 
1993  and  marked  the  seventh  year  in  row  that  the  service  has  received  OE  funds  at  levels 
below  amounts  requested.   This  pattern  reduces  readiness  and  has  negative  implications  on 
safety  and  national  security.   Reduced  or  deferred  maintenance,  support,  and  training  all  have 
a  negative  impact  on  the  smallest  Coast  Guard  work  force  since  1967. 

Coast  Guard  personnel  work  long  hours.   Those  assigned  to  shore  stations  average  83 
hours  per  week  and  those  aboard  ships  work  over  88  hours  a  week  while  imderway  and  63 
hours  in  port  (74  hours  average).   These  dedicated  people  especially  deserve  parity  with  the 
Department  of  Defense  regarding  compensation,  benefits,  and  entitlements  —  essential 
components  of  their  quality  of  life. 

COMPENSATION 

Estimates  on  the  pay  gap  between  military  and  civilian  personnel  performing  similar 
jobs  range  from  five  to  more  than  thirteen  percent.    In  recent  years,  Congress  has  seen  fit  to 
address  this  inequity  by  increasing  the  President's  recommended  adjustment  to  help  close  the 
gap.   As  you  know,  current  law  requires  annual  active  duty  pay  adjustments  to  be  .5  percent 
less  than  the  Employment  Cost  Index  (ECI)  unless  Congress  authorizes  a  greater  amount. 

In  recent  years  the  President's  proposed  pay  adjustment  was  increased  by  Congress, 
yet  money  to  cover  the  difference  was  not  appropriated  for  the  Coast  Guard  thereby  forcing 
the  service  to  go  to  DOD  for  assistance.   This  also  occurred  with  housing  allowances  and 
retiree  cost  of  living  adjustments,  reinforcing  the  Coast  Guard's  dependence  on  DOD  for 
supplemental  funding  to  ensure  parity  with  the  other  military  services. 
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lorlunatcly,  the  President's  FY  1997  Budget  includes  adequate  funds  for  these 
important  programs  and  FRA  urges  you  and  members  of  the  Subcommittee  to  approve  the 
requested  funds. 

ALLOWANCES 

Quarters,  variable  housing,  and  other  allowances  are  just  as  important  to  Coast  Guard 
men  and  women  as  to  DOD  personnel  and  should  be  adequately  funded  within  the  Coast 
Guard  appropriation. 

A  legislative  priority  for  the  FRA  is  closing  the  gap  between  actual  housing  costs  and 
the  amount  covered  by  BAQA'HA.    Increasing  BAQ  by  5.2%  this  year  helped  narrow  the 
gap,  but  there  is  still  a  ways  to  go  to  achieve  the  goal  of  covering  85%  of  housing  costs  as 
Congress  intended.   And  as  you  may  know.  President  Clinton  is  proposing  only  a  3%  BAQ 
increase  for  FY  1997.    Should  Congress  see  fit  to  increase  BAQ  above  that  amount,  the 
Association  recommends  adequate  Coast  Guard  funding  to  cover  the  difference. 

IN  GRATITUDE 

The  FRA  wishes  to  express  appreciation  to  you  and  other  distinguished  members  of 
the  Subcommittee  for  restoring  Command  Pay  for  Coast  Guard  Commanding  Officers  last 
year.    This  action  reestablished  parity  with  DOD  regarding  this  benefit. 

In  addition,  the  Association  thanks  members  of  for  their  support  of  COLA  equity  for 
military  retirees  as  part  of  the  1996  Defense  Authorization  Bill. 

CONCLUSION 

The  FRA  believes  there  is  a  compelling  case  for  fully  funding  the  Coast  Guard. 
Without  a  sufficient  appropriation.  Team  Coast  Guard  cannot  sustain  the  expanding  level  of 
operations  and  continue  to  get  the  job  done  successfully.   This  is  particularly  true  in  light  of 
the  renewed  emphasis  on  drug  interdiction,  the  continuing  and  often  intense  illegal  migrant 
interdiction,  marine  environmental  protection,  search  and  rescue  operations  and  perhaps  most 
important  —  national  security. 


NATIONAL  ASSOCIATION  OF  STATE  BOATING  LAW  ADMINISTRATORS 
PREPARED  STATEMENT  OF  ED  CARTER,  PRESIDENT 

I  am  Ed  Carter,  Boating  Law  Administrator  for  the 

State  of  Tennessee  and  I  serve  as  President  of  the 

National  Association  of  State  Boating  Law  Administrators. 
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The  National  Association  of  State  Boating  Law 
Administrators  (NASBLA)  is  a  professional  association 
consisting  of  state  officials  having  responsibility  for 
administering  and/or  enforcing  state  boating  laws. 

Our  Association  is  recognized  for  it's  stewardship  of 
"Recreational  Boating  Safety" .  We  have  over  the  years 
worked  closely  with  the  U.S.  Coast  Guard,  the  States  and 
others  to  insure  that  the  intent  of  Congress  to  promote 
uniformity,  reciprocity  and  comity  among  the  various 
states  was  given  high  priority.  Testimonial  of  this  is 
the  many  resolutions,  model  acts  etc.  that  has  been 
generated  by  our  Association.  In  doing  this  we  bring  to 
the  table  at  various  meetings,  highly  qualified  personnel 
in  the  field  of  boating  law  enforcement,  education, 
boating  safety  and  on  the  water,  search  and  rescue. 

Our  membership  takes  pride  in  their  accomplishments 
and  the  many  words  of  praise  we  have  received  from  the 
Commandant,  U.S.  Coast  Guard  and  the  Chairman,  National 
Transportation  Safety  Board  over  the  years. 

Our  reward  is  saving  a  life  and  what  a  wonderful 
reward  that  is. 

My  testimony  today  will  focus  on  the  Aquatic 
Resources  Trust  Fund  (Wallop-Breaux)  and  more  specific, 
the  Boat  Safety  Account  of  this  fund. 

The  boating  safety  account  of  the  trust  fund  is 
derived  solely  from  the  tax  boaters  pay  on  their 
motorboat  fuel.  This  user  fee  paid  by  the  boaters,  is 
returned  to  the  States  to  help  defray  their  cost  for 
services  provided  to  the  recreational  boater.  We  think 
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this  is  indeed  in  keeping  with  the  user  fee  concept,  (ie) 
user  pays-user  benefits,  thus  not  costing  the  general  tax 
payer  one  cent  and  especially  noteworthy,  does  not  add 
one  penny  to  the  national  debt. 

Allowing  the  states  to  recoup  the  federal  marine  fuel 
tax  that  boaters  pay  on  marine  fuel  used  in  motorboats  is 
a  prime  example  of  the  user  fees  helping  the  user.  With 
these  funds  the  states  have  willingly  assumed  a  major 
share  of  what  is  logically  and  statutorily  a  joint 
responsibility.  The  states  have  shown  credibility, 
consistency  and  resources  to  reach  the  boating  public. The 
states  have  concentrated  on  establishing  an 
administrative  infrastructure,  purchasing  equipment  and 
promoting  the  education  and  enforcement  techniques  to 
stimulate  increased  boating  awareness,  and  thereby 
decrease  fatalities.  We  believe  that  increased  state 
efforts  should  result  in  savings  to  the  federal 
government  rather  than  inordinate  additional  costs,  which 
would  emanate  from  state  curtailment  should  funding  be 
decreased. 

The  states  have  picked  up  the  slack  after  removal  of 
the  Coast  Guard  Boating  Safety  Detachment  Teams  from  the 
state  waters,  have  relieved  the  Coast  Guard  of 
responsibility  of  issuing  Regatta  permits  in  some  states, 
and  assumed  greater  search  and  rescue  responsibilities 
because  there  are  less  active  duty  Coast  Guard  stations 
benefiting  state  boaters  in  1996  as  compared  prior  to 
1982. 
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The  precarious  situation  we  find  ourselves  in  each 
year  is  the  uncertainty  of  our  funding  level  of  the  trust 
funds  through  the  annual  appropriation  process.  Our 
appropriation  is  rarely  ever  at  the  authorized  level. 
Compounding  our  problem  is  the  concern  of  the  Coast  Guard 
that  these  trust  funds  have  a  negative  impact  on  their 
budget.  We  would  expect  that  when  the  Congress 
establishes  the  ceiling  of  total  funds  for  Coast  Guard, 
that  consideration  would  be  given  to  insuring  that  these 
trust  funds  would  in  reality,  raise  the  ceiling  for  the 
Coast  Guard  rather  than  the  opposite,  with  a  negative 
impact  on  the  Coast  Guard  budget  scoring.  Apparently  that 
is  not  true  because  this  scoring  problem  seems  to  surface 
each  year. 

During  the  2nd  Session  of  the  103rd.  Congress  and 
again  in  the  104th  Congress,  legislation  surfaced  to 
provide  stable  and  dependable  funding  for  grants  to  state 
boating  safety  programs.  If  passed,  this  would  alleviate 
the  uncertainty  each  year  for  these  trust  funds  in  order 
that  the  state  could  make  long  range  plans  and  insure 
continuity  in  our  boating  safety  efforts.  Areas  of 
concern  to  our  Association  are  as  follows; 

1)  Identify  and  evaluate  future  impacts  on  boating 
safety  and  apprise  our  Association  of  the  status  of  any 
legislation,  policies  or  procedures  relative  to  the  issue 
at  hand. 

2)  Surface  use  conflicts- -Study  what  is  being  done 
and  what  can  be  done  to  alleviate  these  problems. 

3)  Personal  Watercraft--  Examine  what  is  being  done 
through  education,  enforcement  and  regulations  and  what 
is  the  long-range  outlook  for  their  sales  and  use. 

4)  Education  options--  Research  what  has  happened  in 
the  states  that  have  adopted  "mandatory  education"  for 
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adults- -phase-in  versus  more  immediate  methods,  what  is 
the  cost  effectiveness  of  these  programs  and  are  they 
making  a  difference  in  the  target  audience.  What  about 
other  educational  initiatives- -dealer-based  education  or 
education  using  computers  or  the  Internet. 

5)  Drinking  and  Boating- -Examine  what  more  needs  to 
be  done  as  far  as  education  or  legislation. 

6)  Personal  Flotation  Devices  (PFD.s)--If  wearing  a 
PFD  will  save  80%  of  the  boating  accident  victims- -what 
should  we  be  doing  to  encourage  it,  model  it  or  require 
it. 

7)  Funding  issues- -Examine  the  outlook  and  future 
for  state/federal  funding. 

8)  The  Role  of  the  U.S.  Coast  Guard  and  the  States- - 
Where  should  we  be  in  the  next  10  years  in  boating 
safety. 

Title  V  of  the  Senate  Coast  Guard  Authorization 
S1004,  contains  a  provision  we  strongly  support  that 
provides  stable  and  dependable  funding  for  grants  to  the 
state  boating  safety  programs.  S1004  passed  the  Senate  on 
November  16,  1995  and  has  been  awaiting  action  of  House- 
Senate  conferees  since  that  date.  Our  Association  is  on 
record  urging  the  House  conferees  on  this  legislation  to 
accept  the  Senate  boating  safety  provision. 

We  think  it  is  important  to  give  the  states 
continuity  to  enhance  long  range  planning  for  the  purpose 
of  implementing  our  program  expansions  as  listed  in  our 
"Boating  Safety  Dollars  at  Work"  publication  and  the 
recommendations  listed  in  the  National  Transportation 
Safety  Boards'  Safety  Study  on  "Recreational  Boating 
Safety"  (RBS)  .  We  feel  it  is  imperative  that  the  Boat 
Safety  Account  be  afforded  permanent  appropriation  the 
same  as  the  Sport  Fish  Account.  This  would  seem  logical 
as  both  accounts  are  funded  from  the  Aquatic  Resources 
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Trust  Fund  (Wallop-Breaux)  .  The  contents  of  Title  V  of 
S1004  would  accomplish  this  in  the  long  term. 

The  national  trend  shows  a  general  boating  growth 
pattern.  The  momentum  is  not  only  expected  to  continue, 
but  to  increase  in  the  coming  years.  This  is  readily 
understandable  when  you  consider  that  as  available  land 
becomes  scarce  and  with  70%  of  the  earths'  surface 
covered  by  water,  our  waterways  are  a  natural  place  to 
seek  relief  from  the  pressures  of  a  growing  population. 
The  beautiful  waters  that  abound  our  states  satisfy  the 
insatiable  appetite  of  sport  fishing,  the  recreational 
boating  enthusiast  and  those  who  desire  to  leave 
pressures  behind  and  to  relax  and  absorb  the  tranquility 
of  our  waters  and  beaches. 

Additionally,  the  commercial  traffic  (ie)  passenger 
and  cargo  ships,  oil  tankers,  off  shore  drilling  for  oil 
on  the  continental  shelf,  fishing  fleets  etc.  add  new 
responsibility  to  the  states  in  managing  this  priceless 
natural  resource,  "our  waterways".  Further,  the  Coast 
Guard  is  downsizing  and  even  more  of  the  responsibilities 
once  absorbed  by  the  Coast  Guard  are  being  given  to  the 
states.  Boating  safety  is  and  will  continue  to  be  of  high 
priority. 

We  take  pride  in  the  fact  that  we  make  the  best  use 
of  these  trust  funds  and  that  the  end  product  is  a  major 
concribution  by  the  states  to  the  overall  reduction  in 
the  boating  fatality  rate.  Since  the  infusion  of  federal 
funds  in  the  seventies,  the  boating  fatality  rate  in  the 
United  States  has  dropped  from  1,754  lives  to  the  record 
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low  of  784  lives  in  1994  despite  more  people  on  our 
waters  in  a  wider  diversity  of  craft  than  ever  before. 

However,  recreational  boating  safety  is  still  on  the 
National  Transportation  Safety  Board's  "most  wanted" 
list.  We  must  continue  to  focus  our  attention  and 
coordinated  efforts  to  remove  recreational  boating  safety 
from  this  list.  (See  attached  NTSB  report). 

To  keep  the  momentum  in  our  boating  safety  efforts  we 
strongly  request  full  funding  of  $35  million  as 
authorized  for  the  states  boating  safety  program  for 
fiscal  1997.  See  attached  listing  on  use  of  these  trust 
funds. 

We  feel  the  state  program,  to  date,  is  a  shining 
example  of  an  ideal  State/Federal  partnership.  We  will 
continue  to  strive  for  more  innovative  use  of  the  funds 
to  better  educate  the  boater  and  further  reduce  boating 
fatalities.  However,  we  cannot  over-emphasize  that 
stability  in  the  Boating  Safety  Trust  Funds  is  needed  if 
the  true  fruits  of  our  efforts  are  to  be  realized. 
Needless  to  say,  the  Federal  Boat  Safety  Trust  Funds  are 
critical  to  the  success  or  failure  of  our  state 
recreational  boating  safety  program. 

We  appreciate  your  continuing  support  and  again  ask 
for  your  consideration  of  full  funding  of  $35  million  as 
authorized  from  discretionary  funding  for  the  states 
boating  safety  program  for  fiscal  1997. 

Thank  You, 
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STATES  USE  OF  FEDERAL  BOAT  SAFETY  FUNDS 

AQUATIC  RESOURCES  TRUST  FUND 

"WALLOP - BREAUX " 

The  states  are  proud  of  the  use  and  effectiveness  of 
the  federal  boat  safety  funds  in  pursuing  our  goal  of 
"safe  and  enjoyable  boating  for  all  who  use  our  nation's 
waterways" . 

We  feel,  as  statistics  validate  "that"  the  state 
program  to  date,  is  living  up  to  the  high  expectations  of 
the  Congress.  With  full  funding  as  authorized,  we  will 
strive  for  more  innovative  use  of  the  funds  to  better 
educate  the  boater  and  further  reduce  boating  accidents 
and  fatalities.  We  foresee  the  states  taking  an  even 
greater  lead  role  in  boating  safety,  boating  education 
and  boating  law  enforcement,  thus  allowing  the  Coast 
Guard  to  pursue  the  re-prioritized  responsibilities  and 
assignments  placed  on  the  service  by  Congress. 

Congress  (and  rightfully  so)  continues  to  be 
concerned  over  the  use  and  effectiveness  of  these  trust 
funds.  So  the  question  is  often  asked,  "HOW  DO  THE  STATES 
USE  FEDERAL  BOAT  SAFETY  TRUST  FUNDS?".  Following  is  a 
comprehensive  listing  of  the  use  of  these  funds. 

o    Increased  boating  safety  patrols; 

o    Better  boating  accident  investigations  have  pointed 

to  causes  which  are  targeted  for  increased  education  and 

enforcement; 

o    Increased  training  of  enforcement  officers; 

o    Better  communications  and  enforcement  equipment; 
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o  Now  reaching  more  boaters  with  free  education 
classes; 

o  Working  towards  better  statistical  data  on  effects  of 
alcohol  and  boating,  (ie)  in  California,  a  two  year  study 
showed  that  in  5  9%  of  fatal  motorboat  accidents  where 
testing  could  be  conducted,  alcohol  was  a  contributing 
factor  to  the  cause  of  the  accident; 

o    The  erection  of  Kiosks  to  provide  boaters  information 
on   coastal   bar   crossings,   navigation,    equipment 
requirements,  rules  of  the  road  and  related  information 
including  charts; 

o  Erection  of  wind  warning  strobe  lights  across  heavily 
used  bodies  of  water  to  warn  boaters  of  impending  high 
winds; 

o    Courtesy  boat  safety  inspections; 

o  Conducting  boating  surveys,  which  provide  critical 
data  for  assessing  boat  use,  conflict  areas  and  safety 
courses ; 

0  Handing  out  free  literature  on  boat  noise, 
sailboarding  safety,  make  way  in  dealing  with  large 
ships,  hypothermia,  pleasure  craft,  use  of  life  jackets 
(PFD's)  and  dealing  with  alcohol  use; 

o  Waterproof  exhibits  at  boat  launching  ramps  with 
boater  safety  information; 

o    Marking  of  hazards  to  recreational  vessels; 
o    Development  of  school  video  systems; 

o  Some  states  are  now  handling  all  regatta  permits  and 
thereby  completely  relieving  the  Coast  Guard  of  this 
responsibility. 
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o    states  picked  up  the  load  after  the  Coast  Guard 

removed  their  boating  safety  detachment  teams  (BOSDET) 

from  joint  jurisdictional  waters; 

o    Developed  and  placed  in  use  boating  safety  home  study 

courses ; 

o    Developed  and  placed  at  marine  dealers,  a  boating 

information  display; 

o    Developed  coloring  books  for  elementary  schools; 

o    Stepped  up  TV  and  radio  public  service  announcements: 

o    Implementation  of  boating  while  intoxicated  program 

including  purchase  of  portable  testers,  training  classes 

and  public  awareness  announcements; 

o    Computerizing  boat  accident  information  and  arrests, 

which  provides  capabilities  of  responding  to  public, 

legislative   and   other   inquiries   regarding   boating 

accident  and  water  fatality  statistics; 

o    Improved  the  integrity  of  the  boat  registration 

system; 

o    Upgraded  enforcement  equipment; 

o    Expanded  our  boating  safety  education  capabilities; 

o    Purchased  special  search  and  rescue  boats  that  are 

fully  equipped  for  marine  law  enforcement; 

o    Adding  additional  full-time  and  part-time  marine 

patrol  officers  and  boating  safety  educators; 

o    Implemented  special  boating  investigation  teams  to 

handle  boat  accident  investigations; 

o    Improved  cooperation  with  volunteer  groups  such  as 

the  Coast  Guard  Auxiliary  by  providing  boat  dock  space, 

communication  stations,  phone,  utilities,  etc.  This  has 


resulted  in  much  more  visibility  of  search  and  rescue 

units  and  free  boat  safety  inspections; 

o    Bringing   together   federal,    state   and   local 

authorities  in  the  interest  of  boating  safety,   law 

enforcement,  training  and  equipment  needs; 

o    Better   coordination   with   local   governments   to 

establish  boating  restricted  zones  in  heavy  activity 

areas  that  present  safety  hazards  to  the  boating  public; 

o    Updating  film  library  with  additional  programs  and 

equipment  to  provide  to  the  general  boating  community, 

and  to  maintain  literature  dealing  with  safety  equipment 

regulations,   safe  boating   information,   registration, 

titling   and   numbering   requirements   for   statewide 

distribution,  so  as  to  be  highly  visible  and  readily 

available  to  the  boating  public; 

o    Improve  communications  system  to  provide  for  better 

and  extended  coverage  with  waterway  enforcement  officers, 

end  result  is  improved  response  time  to  marine  emergencies 

and  as  a  devise  for  greater  officer  protection; 

o    Establishing  new  aids  to  navigation  and  regulatory 

marker  system  for  controlled  areas; 

o    Construction  and  repair  of  boat  access  ramps ; 

o    As  preventative  strategies,  inaugurated  programs  to 

reach  new  generation  of  recreational  boaters  to  the 

public  schools; 

The  fruits  of  our  labor  is  evidenced  by  the  fact  that 
the  annual  fatality  rate  in  the  United  states  has  dropped 
from  1,754  deaths  in  the  seventies  to  a  record  low  of  784 


deaths  in  1994,  despite  more  people  on  our  waters  in  a 
wider  diversity  of  craft  than  ever  before. 

Our  joint  efforts  are  paying  off.  For  this,  we  feel 
that  we  have  made  the  Administration,  the  Congress,  the 
State  Legislators  and  most  of  all,  the  boating  public 
that  we  serve  proud. 


MOST  WANTED 

Transportation  Safety  Improvements 

May  1994 

■  Recreational  Boating  Safety 

■  Administrative  Revocation  of  Driver's  License 

■  Airport  Runway  Incursion 

■  Positive  Train  Separation 

■  Fishing  Vessel  Safety 

■  Mode  C  Intruder  Conflict  Alert  in  Terminal  Areas 

■  Railroad  Hazardous  Materials  Cars 

■  Human  Fatigue  in  Transportation  Operations 

■  Schoolbus  Safety 

■  Structural  Fatigue  Testing  of  Aircraft 

■  Small  Passenger  Vessel  Safety 

■  Uniform  Policy  on  Collection-Handling-Processing-Testing  Results  of 
Specimens  for  Alcofiol/Drug  Detection 

■  Brake  Wear  on  Transport  Airplanes 

■  Heavy  Commercial  Truck  Safety 

■  Pipeline  Excess  Flow  Valves 

■  Youth  Highway  Crashes 


NON  COMMISSIONED  OFFICERS  ASSOCIATION  OF  THE  UNITED  STATES  OF 

AMERICA 

PREPARED  STATEMENT  OF  SGT.  MAJ.  MICHAEL  F.  OUELLETTE,  USA  (RET.), 
DIRECTOR  OF  LEGISLATIVE  AFFAIRS 

Mr.  Chairman,  the  Non  Commissioned  Officers  Association  of  the  USA  (NCOA)  appreciates 
the  opportunity  to  present  testimony  to  this  subcommittee  concerning  FY  1 997  U.S.  Coast 
Guard  Appropriations.  Today,  NCOA  will  comment  on  a  number  of  compensation  items 
contained  in  the  Administration  FY  1997  budget  request  sent  to  Congress  on  March  4, 
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1 996.  The  Association  will  also  present  a  number  of  otiier  personnel  and  compensation 
concerns  and  offer  some  recommendations.  Hopefully,  the  recommendations  will  be  of  value 
and  assistance  to  the  members  of  this  subcommittee  during  its  deliberations. 

NCOA  is  a  federally-chartered  organization  representing  1 60,000  active-duty,  guard  and 
reserve,  military  retirees,  veterans  and  family  members  of  noncommissioned  and  petty  officers 
serving  in  every  component  of  the  Armed  Forces  of  the  United  States;  Army,  Marine  Corps, 
Navy,  Air  Force  and,  most  importantly  for  today's  testimony,  the  U.S.  Coast  Guard. 
Incidentally,  the  Association's  positions  on  the  issues  discussed  and  the  recommendations 
offered  are  direct  results  of  communication  with  our  members  and  Senior  Enlisted  Advisors 
(SEAs)  of  the  Coast  Guard.  NCOA  is  honored  to  represent  Coast  Guard  men  and  women 
and  their  families  in  testimony  to  this  subcommittee.  The  Association  hopes  its  statement 
presenting  enlisted  view  will  be  helpful  to  the  subcommittee. 

ENDORSED  BY  NMVA 

NCOA  is  pleased  to  report  this  year's  statement  has  been  endorsed  by  some  ofthe  member 
associations  comprising  the  National  Military  and  Veterans  Alliance.  The  Alliance 
membership  includes  the  Air  Force  Sergeants  Association,  the  Korean  War  Veterans 
Association,  the  National  Association  of  Uniformed  Services,  the  Naval  Reserve  Association, 
the  Naval  Enlisted  Reserve  Association,  the  Non  Commissioned  Officers  Association  and  the 
Society  of  Military  Widows.  These  organizations  represent  over  500,000  members  of  the 
seven  uniformed  services,  officer,  enlisted,  active-duty,  reserve,  retired,  and  veteran  plus  their 
families  and  survivors. 

COMMENDATIONS 

NCO/  would  like  to  congratulate  the  members  of  the  Coast  Guard  on  the  successful 
accomplishment  of  their  many  and  diverse  missions  in  1995  and  thus  far  In  1996.  Coast 
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Guard  members  continue  to  perform  above  every  expectation  in  ilieir  daily  battles  involving 
Drug  interdiction,  Search  and  Rescue,  Marine  Environment  Protection,  Law  and  Treaty 
Enforcement,  Ice  Operations,  Navigational  Aids,  Marine  Safety,  Illegal  Immigration  and 
Defense  Readiness.  Their  efforts  in  dealing  with  the  illegal  immigrant  situations  and  suppon 
of  the  Bosnia  peacekeeping  mission  have  been  particularly  noteworthy. 

NCOA  is  convinced  Congress  recognizes  the  all-important  roles  of  the  Coast  Guard  and 
believes  their  intent  is  to  treat  Coast  Guard  members  in  the  same  manner  as  the  military 
services  of  the  Defense  Department  are  treated.  However,  the  Association  wishes  to 
illuminate  a  number  of  problems  areas  where  there  are  some  differences  and  offer 
corresponding  recommendations  for  resolution  of  those  differences.  Today's  testimony  will 
be  primarily  directed  at  personnel,  compensation,  health  care  and  quality-of-life  issues  and 
is  intended  to  impress  on  this  subcommittee  the  need  to  improve  or  maintain  the  financial 
well-being  of  current,  retired  and  reserve  Coast  Guard  members  and  their  families. 

It  is  hoped  that  these  few  words  of  recognition  and  support,  will  serve  to  emphasize  the 
importance  of  the  Coast  Guard's  dedicated  commitment  and  highlight  their  real-life 
contributions  to  the  American  people  that  result  in  a  "$4  to  $1"  return  on  taxpayer 
investment. 

PERSONAL  SALUTE 

NCOA  wishes  to  express  its  appreciation  to  Admiral  Robert  Kramek,  Commandant  of  the 
Coast  Guard,  and  Master  Chief  Petty  Officer  of  the  Coast  Guard  "Rick"  Trent  for  their 
exceptional  leadership  and  outstanding  efforts  on  behalf  of  Coast  Guard  members  and  their 
families.  These  leaders  consistendy  respond  to  the  needs  of  their  people  by  giving  them  and 
their  qualiry-of-Iife  needs  the  highest  priority  despite  experiencing  a  number  of  funding 
shortfalls.    For  instance,  when  Congress  approved  military  pay  raises  for  members  of  the 
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military  services  for  tlie  past  number  of  years,  funding  to  support  tiiese  annual  pay  increases 
for  the  Coast  Guard  was  not  forthcoming. 

Consequently,  in  order  to  implement  the  congressionally  approved  pay  raise,  these  leaders 
responded  by  either  obtaining  funding  from  the  Defense  Department  or  by  obtaining 
necessary  funds  from  within  the  USCG  budget.  Even  though  the  Commandant  expressed 
dissatisfaction  with  having  to  reduce  other  needed  programs  as  a  result  of  the  action,  he 
expi  .ssed  a  determination  to  insure  Coast  Guard  pay  matched  that  of  the  sister  services. 

A  major  topic  of  the  Association's  testimony  will  concern  "Funding  Parity"  and  the  need  to 
insure  the  Coast  Guard,  although  under  the  oversight  responsibilities  of  subcommittees  and 
committees  different  than  those  responsible  for  the  other  services,  will  receive  the  best  the 
Congress  can  offer. 

PROGRAM  AND  FUNDING  PARITY 

NCOA  consistently  identifies  people  programs  as  being  of  utmost  importance  to  the  morale 
and  high-level  performance  of  all  the  military  services,  including  the  U.S.  Coast  Guard. 
Members  of  this  subcommittee  will  note  that  NCOA's  position  this  year  will  maintain  the 
same  "thrust"  as  in  past  years.  Although  much  has  been  accomplished  in  terms  of  financial 
and  quality-of-life  improvements,  much  remains  to  be  done. 

Consequently,  because  the  Coast  Guard  is  managed  by  different  areas  of  Congress  and  a 
different  governmental  department  than  are  the  other  services,  the  major  priority  for  this 
subcommittee  should  be  to  insure  equity  between  all  the  services  through  the  concepts  of 
"Program  and  Funding  Parity."   These  terms  are  individually  defined  as  follows: 

O      Program  Parity  The  efforts  of  the  appropriate  congressional 

committees  having  U.S.  Coast  Guard  oversight  responsibility  to  insure  the 
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personnel,  compensation,  family,  retiree  and  quality-of-iife  programs 
implemented  for  tlie  otiier  DoD.  controlled  military  services  are  implemented 
for  Coast  Guard  personnel. 

O   Funding  Parity The  efforts  of  the  Subcommittee  on  Transportation, 

House  Committee  on  Appropriations,  to  insure  the  programs  authorized  and 
funded  for  the  other  DoD  services,  receive  the  appropriate  funding  levels 
needed  to  implement  the  program(s)  within  the  Coast  Guard. 

Funding  parity  then  become  the  single,  most  important  challenge  facing  this  subcommittee. 
This  subcommittee  must  stand  up  for  equal  treatment  of  Coast  Guard  personnel  and  ensure 
the  programs  deemed  necessary  for  the  military  services  under  Department  of  Defense  control 
must  also  be  funded  for  the  U.S.  Coast  Guard  under  Department  of  Transportation  control. 

For  whatever  reasons  Coast  Guard  members  chose  to  serve,  NCOA  is  quick  to  point-out  that 
these  men  and  women  must  have  confidence  in  the  Congress  and  should  expect  nothing  short 
of  fair  and  equitable  compensation  for  their  efforts  and  sacrifices.  They  should  be  able  to 
serve  knowing  the  Congress  will  make  sure  funding  decisions  are  made  with  the  best  interests 
of  Coast  Guard  members  and  their  families  in  mind.  These  decisions  cannot  be  left  to 
chance.  Failure  to  live-up  to  Program  and  Funding  Parity  responsibilities  will  most  certainly 
degrade  the  Coast  Guard's  recruitment  and  retention  capabilities.  Simply  put,  if  the 
Administration,  Congress  and  the  Department  of  Transportation  want  the  U.S.  Coast  Guard 
to  continue  to  perform  the  wide  range  of  missions  and  responsibilities  to  which  they  are 
assigned,  there  must  then  be  a  commitment  to  take  care  of  and  respond  to  the  needs  of  the 
people  who  comprise  the  service. 


74 

NCOA  CONCERNS  AND  RECOMMENDATIONS 

NCOA  wishes  to  discuss  tlie  following  compensation,  personnel,  retiree,  reserve,  medical  care 
and  quality-of-life  issues  witli  tiie  members  of  the  subcommittee  in  hopes  that  as  deliberations 
on  FY  1 997  USCG  appropriations  are  conducted,  decisions  will  be  made  to  support  program 
implementation  or  continuation  by  the  Coast  Guard: 

Pay  and  Compensation 

O  Proposed  FY  1 997  Military  Pay  Raise:  NCOA  applauds  the  FY  1 994  through  FY  1 996 
efforts  of  Congress  to  authorize  and  fund  military  pay  raises.  NCOA  is  pleased  the 
Administration's  budget  request  includes  a  three  percent  military  pay  raise  and  increase  in  the 
Basic  Allowance  for  Quarters  (BAQ)  for  FY  1 997.  Although  this  pay  increase  does  little  to 
improve  the  current  disparity  between  military  and  civilian  sector  pay  which  is  estimated  to 
be  in  excess  of  12  percent,  it  does  hold  the  line  on  the  disparity.  NCOA  therefore 
recommends  and  urges  this  subcommittee  to  approve  and  fund  a  three  percent  pay  raise  and 

BAQ  increase  for  Coast  Guard  members  in  FY  1997. 

O  Coast  Guard  Retire  Cost-of-Lrving  Allowance  (COLA):  Since  law  passed  in  1 996  calls 
for  a  military  retiree  COLA  to  be  paid  on  January  1 ,  1 997,  NCOA  urges  this  subcommittee 
to  fund  the  prescribed  COLA  for  USCG  retirees  in  FY  1997. 

O  Coast  Guard  CONUS  COLA  Funding;  One  of  the  most  important  special  allowances 
approved  by  Congress  for  the  military  services  in  recent  years  is  the  CONUS  COLA.  This 
allowance  provides  for  additional  monthly  funds  to  military  personnel  and  families  assigned 
to  high-cost  areas  where  the  cost-of-living  has  been  determined  to  be  nine  percent  or  more 
above  the  national  norm.  This  allowance  is  particularly  important  to  USCG  members  who 
normally  are  assigned  to  extremely  high  cost-of-living  resort  areas.   Consequently.  NCOA 
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urges  the  subcommitiee  to  fund  the  CONUS  COLA  program  at  the  nine  percent  level  or. 
even  lower  levels  if  aooroved  for  other  DoD  services,  for  Coast  Guard  members  in  FY  1 997. 

O  Variable  Housing  Allowance  (VHA)  Rate  Protection:  In  1 996  VHA  rate  protection  for 
military  members  became  law.  This  provision  of  law  actually  protects  USCG  members  and 
their  families  from  the  loss  of  housing  related  money  due  to  sudden  changes  in  the  housing 
markets  in  any  given  area.  The  law  insures  that  USCG  personnel  will  never  receive  less  in  a 
combination  of  BAQ  and  VHA  than  authorized  on  the  day  of  assignment  to  a  specific  area. 
NCOA  recommends  the  subcommittee  fund  the  newly  instituted  BAQ/VHA  rate  protection 
program  for  eligible  USCG  members  in  FY  1997. 

O     Payment  of  BAQ  for  single  Coast  Guard  members  in  grade  E6  assigned  to  sea  duty: 

Public  law  signed  in  1 996  provides  for  the  payment  of  BAQ  to  single  military  members  in 
grade  E6  who  are  assigned  to  sea  duty.  NCOA  recommends  the  subcommittee  provide 
funds  to  support  the  payment  to  Coast  Guard  members  in  FY  1 997.  Since  there  are  current 
efforts  underway  in  DoD  to  expand  the  payment  of  BAQ  to  single  E5s  assigned  to  sea  duty, 
perhaps  the  subcommittee  would  consider  providing  funds  to  the  Coast  Guard  to  permit 
further  expansion  should  it  occur. 

MILITARY  MEDICAL  CARE 

For  many  years,  NCOA  has  provided  information  to  this  subcommittee  relative  to  medical 
care  availability  and  cost  problems  Coast  Guard  families  experience  because  of  assignment  to 
isolated  areas.  During  the  course  of  1 996,  subcommittee  members  will  become  increasingly 
aware  of  the  new  Military  Health  Benefit  Plan  currently  being  implemented  by  DoD  within 
the  United  States.  This  plan  is  known  as  TRICARE.  NCOA  is  convinced  that  because  of  the 
isolated  areas  of  assignment  associated  with  Coast  Guard  service,  members  will  be  unable  to 
take  advantage  of  the  less  costly  TRICARE  Prime  option  and  will  be  left  with  no  choice  other 
than  the  TRICARE  Standard  Option  (same  as  the  current  CHAMPUS  benefit)  which  passes 
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increased  out-of-pocket  costs  to  users.  Since  this  new  concept  of  liealth  care  delivery  will 
include  Coast  Guard  active-duty  family  members,  retirees,  beneficiaries  and  survivors,  it  is 
important  NCOA  offer  a  list  of  the  major  concerns  for  subcommittee  review  in  hopes  some 
relief  will  be  forthcoming: 

O  Since  many  Coast  Guard  members  and  families  are  assigned  to  isolated 
areas  with  no  military  medical  facility  support,  NCOA  recommends  this 
subcommittee  provide  the  funds  needed  to  pay  all  medical  costs  for  Coast 
Guard  families  who  do  not  have  access  to  direct  military  medical  care. 

O  Since  the  TRICARE  Health  Benefit  Plan  excludes  Medicare  eligible  (age  65 
and  over)  Coast  Guard  retirees  from  participation,  NCOA  recommends  the 
subcommittee  support  the  passage  Medicare  Subvention  legislation  to  require 
the  Heath  Care  Financing  Administration  (HCFA)  to  reimburse  DoD  for  the 
medical  treatment  provided  to  Eligible  Coast  Guard  Retirees.  Such  action 
would  permit  Medicare-eligible  Coast  Guard  retirees  to  enroll  in  TRICARE 
Prime. 

O  Since  many  Medicare  eligible  Coast  Guard  retirees  declined  to  participate 
in  Medicare  Part  B  because  they  were  able  to  obtain  treatment  within  the 
Military  Health  Care  System,  loss  of  access  under  TRICARE  will  require  them 
to  now  enroll  at  increased  Part  B  premiums  based  on  a  1 0  percent-per-year 
penalty,  NCOA  recommends  this  subcommittee  support  legislation  to  waive 
Part  B  enrollment  penalties  if  USCG  retirees  are  denied  access  to  Military 
Treatment  Facilities  (MTFs)  and  must  rely  solely  on  Medicare  for  health  care 
protection. 

__      O   Support  any  effort  to  provide  a  dental  protection  plan  for  Coast  Guard 
retirees  who  currently  have  no  protection. 
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COAST  GUARD  RESERVE  ISSUES 

In  the  interest  of  "Program  Parity"  discussed  earlier  in  this  statement,  NCOA  will  now 
identify  a  number  Coast  Guard  Reserve  issues  expected  to  surface  during  FY  1997  DoD 
Authorization  and  Appropriations  Bill  deliberations.  NCOA  asks  that  the  subcommittee 
support  passage  of  the  items  listed  and  Insure  funding  is  then  made  available  to  support  Coast 
Guard  implementation  of  any  item(s)  eventually  enacted  into  law: 

O  Overtum  or  lessen  the  overly  harsh  penalties  for  Coast  Guard  Reserve 
affiliation  imposed  by  full  recoupment  of  VSI/SSB  payments  upon  reaching 
retired  pay  eligibility  at  age  60. 

O  Support  unlimited  commissary  privileges  for  members  of  the  Coast  Guard 
Reserve  and  concurrently  seek  elimination  of  the  Commissary  Privilege  Card. 

O  Support  the  increase  of  IDT  points  creditable  toward  retirement  of  Coast 
Guard  Reserve  members  (raise  the  60-  point  cap). 

O  Support  legislation  to  restore  tax  deductions  for  all  expenses  incurred  by 
Coast  Guard  Reserve  members  in  connection  with  the  performance  of  inactive 
duty  training. 

O  Support  the  extension  of  the  same  tort  protection  given  to  Federal 
"investigative  or  law  enforcement"  officer  to  the  Coast  Guard  Reserve 
participating  in  the  nation's  illegal  Immigration  and  drug 
interdiction/eradication  programs. 

O  Support  the  permanent  reimbursement  of  BEQ  surcharges  incurred  during 
the  performance  of  inactive  duty  for  training  by  the  Coast  Guard  Reserve. 
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O   Support  efforts  to  create  employment  incentives  for  small  businesses  who 
employ  Coast  Reserve  personnel. 

CONCLUSION 

Mr.  Chairman,  NCOA  is  very  pleased  with  the  efforts  of  Congress  in  i  995  to  provide  a 
military  pay  raise,  military  retiree  COLA  equity  with  Federal  civilian  retirees,  enhanced  BAQ 
increases,  military  construction  funding,  survivor  benefit  improvements  and  a  vast  number  of 
quality-of-life  programs.  This  year,  the  major  challenges  for  this  subcommittee  must  be  to 
meet  the  "Funding  Parity"  requirements  associated  with  the  Coast  Guard's  implementation 
of  these  programs.  NCOA  and  the  Subcommittee  must  work  together  to  ensure  "Program 
Parity"  is  maintained  with  the  DoD  services;  however,  only  the  members  of  this  subcommittee 
can  live-up  to  the  "Funding  Parity"  obligations  associated  with  oversight  authority. 

Coast  Guard  men  and  women  continue  to  perform  an  enormous  number  of  life-threatening 
missions  and  special  assignments/deployments  every  day,  yet  on  occasion  there  appears  to 
be  no  sense  of  compassion  for  the  difficulties  and  hardships  endured.  Nonetheless,  the  Coast 
Guard  is  an  established  part  of  the  American  way  of  life  and  must  be  cared  for  and  protected 
by  this  subcommittee.  NCOA  once  again  suggests  that  if  the  Congress  wants  and  believes 
it  to  be  necessary  to  maintain  a  U.S.  Coast  Guard  then  the  responsibility  to  meet  the  needs 
of  its  people  and  families  must  be  recognized.  The  subsequent  funding  needs  then  fall 
squarely  on  the  shoulders  of  the  members  of  this  subcommittee.  Regardless  of  the  positive 
action  of  Congress  to  improve  the  lives  of  Coast  Guard  members  and  their  families,  the 
funding  decisions  of  this  subcommittee  remain  the  only  hope  for  the  men  and  women  of  the 
United  States  Coast  Guard!!! 
Thank  you. 
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RESERVE  OFFICERS  ASSOCIATION  OF  THE  UNITED  STATES 

PREPARED  STATEMENT  OF  CDR  WILLIAM  E.  LEGG,  USNR  (RET.),  DIRECTOR 

NAVAL  AFFAIRS 

Mr.  Chairman  and  members  of  the  Committee: 

It  is  my  pleasure  to  address  this  committee  concerning  the 
Fiscal  Year  1997  budget  request  for  the  United  States  Coast  Guard. 

The  Reserve  Officers  Association  continues  to  support 
adequate  resource  allocations  for  the  United  States  Coast  Guard. 
Providing  the  needed  resources  has  been  a  distinct  challenge  to  the 
Congress.  Last  year,  once  again,  it  required  a  unique  combination 
of  Department  of  Transportation  and  Department  of  Defense  funding 
to  support  the  Coast  Guard's  funding  requirements.  This  year,  we 
hope  that  Congress  will  meet  the  challenge  to  fully  fund  the  Coast 
Guard  from  within  Transportation  appropriations. 

COAST  GUARD  BUDGET  REQUEST 

The  Reserve  Officers  Association  recommends  that  Congress 
provide  at  least  $3,876  billion,  the  level  of  funding  requested  by 
the  Administration,  for  the  United  States  Coast  Guard. 

The  Commandant  has  already  directed,  and  the  Coast  Guard  is 
in  the  process  of  implementing,  two  major  changes  in  overall 
operational  philosophy  that  are  designed  to  optimize  efficiency  of 
operation.  Congress  should  support  both  the  program  to  streamline 
the  organizational  structure  of  the  Coast  Guard  that  was  announced 
last  year  and  the  increased  integration  of  all  manpower  resources 
through  Team  Coast  Guard. 

The  budget  request  reflects  the  third  phase  of  the  Coast  Guard's 
multi-year  "streamlining"  plan  that  was  originally  designed  to 
reduce  resource  allocations  by  12  percent  over  four  years  while 
maintaining  the  high  level  of  professional  service  the  American 
public  has  grown  to  expect  from  the  Coast  Guard.  We  hope  that  the 
budget  finally  enacted  for  the  Coast  Guard  will  put  a  brake  on  the 
"hollowing  out"  of  its  workforce  and  assets.   After  all,  this 
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year's  funding  for  operating  expenses  marks  the  seventh  year  in  a 
row  that  Congress  provided  less  funding  than  has  been  requested. 

However,  we  are  concerned  over  indications  that  the  reduction 
of  resource  allocations  now  planned  during  the  ongoing  four  year 
streamlining  plan  may  now  be  more  than  12  percent.  One  must 
question  the  ability  of  even  such  a  dedicated  force  as  the  Coast 
Guard  to  maintain  its  high  standards  of  service  to  the  public  if 
such  funding  cuts  are  imposed. 

It  is  also  important  that  Congress  recognize  the  fact  that  the 
Acquisition,  Construction,  and  Improvements  (AC&I)  level  funded  in 
recent  years,  particularly  since  1990,  is  not  sufficient  to  permit 
the  Coast  Guard  to  recapitalize  its  more  than  $18  billion 
infrastructure.  Continued  underfunding  of  this  appropriation  has 
created  a  bow-wave  of  requirements  that  has  already  required 
postponement  of  some  procurement  programs  and  delay  of  others  that 
are  essential  to  achieve  efficiency  of  operation. 

Modernization  of  plant  and  equipment  is  a  fundamental  part  of 
the  Commandant's  streamlining  plan.  For  example,  the  Coast  Guard's 
replacement  bouytender,  COMMSYS  2000,  replacement  motor  lifeboat, 
and  C-130  engine  conversion  are  prime  examples  of  commitment  to 
major  capitol  investments  that  leverage  advanced  technologies  and 
create  efficiencies  that  result  in  substantial  long-term  operating 
expense  savings.  Success  of  the  streamlining  plan  is  dependent  on 
achieving  such  savings. 

Prudent  recapitalization  of  Coast  Guard  infrastructure  would 
require  funding  of  the  Acquisition,  Construction,  and 
Infrastructure  (AC&I)  appropriation  at  approximately  $600  million 
each  year.  The  AC&I  funding  request  has  not  approached  this  level 
and,  particularly  in  recent  years,  has  been  appropriated  at  levels 
significantly  below  the  level  requested.  There  is  justifiable 
cause  for  concern  that  the  Coast  Guard's  AC&I  requests  have  been 
cut  by  almost  $300  million  over  the  past  three  years  alone.  In 
addition,  AC&I  has  often  been  a  "bill  payer"  for  reprogrammings  and 
offsets  for  supplemental  appropriations.   In  view  of  these  facts. 
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ROA  strongly  recommends  that  Congress  authorize  and  appropriate 
funds  for  the  AC&I  appropriation  at  least  at  the  level  requested. 

There  are  numerous  other  examples  of  the  negative  impact  of 
serious  fiscal  constraints  on  a  service  with  expanding 
requirements.  The  requirement  for  the  Coast  Guard  to  plan  to 
reduce  more  than  800  active  duty  military  and  civilian  personnel 
during  this  fiscal  year  is  but  one  more  example.  The  result  will 
be  a  workforce  that  will  be  the  smallest  in  over  two  decades. 

The  Coast  Guard  has  shown  great  professionalism  and 
flexibility  in  doing  more  with  less.  The  Commandant,  Admiral 
Kramek,  has  developed  a  rational  plan  to  streamline  the  Coast  Guard 
and  reduce  resource  requirements  by  12  percent  over  four  years 
while  maintaining  the  capabilities  that  our  nation  depends  on  from 
the  Coast  Guard.  This  plan  deserves  the  full  support  of  Congress. 
The  Coast  Guard  must  not  be  stretched  to  the  breaking  point  by 
continuous  underfunding. 

The  Reserve  Officers  Association  is  also  concerned  that  fiscal 
pressures  on  the  Coast  Guard  may  lead  to  actions  which  destroy  the 
pay  parity  that  is  essential  between  all  five  of  our  nation's 
military  services.  This  situation  has  arisen  on  several  occasions 
over  the  past  several  years,  most  often  when  funds  for  authorized 
increases  in  military  pay  have  not  been  included  in  the  Coast  Guard 
appropriations.  ROA  strongly  recommends  that  Congress  maintain  pay 
parity  for  all  elements  of  military  pay  and  allowances  by 
authorizing  and  appropriating  funds  for  all  five  armed  services  in 
a  fully  consistent  manner. 

SELECTED  RESERVE  STRENGTH 
ROA  anticipates  that  this  year's  budget  request  will  include 
keeping  the  Coast  Guard  Selected  Reserve  end  strength  at  the  8,000 
level  that  was  approved  by  Congress  for  FY96.  The  previous 
recommendations  to  reduce  the  personnel  of  this  key  part  of  the 
Coast  Guard's  Total  Force  has  been  a  source  of  major  concern  for 
this  association. 
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ROA  worked  diligently  to  inform  the  Congress,  the 
Administration,  and  Coast  Guard  leadership  of  the  unique 
capabilities  of  the  Coast  Guard  Reserve  as  a  value-added  resource 
for  day-to-day  operations  as  well  as  a  highly  cost-effective  source 
of  needed  trained  personnel  to  meet  military  and  other  contingency 
requirements.  We  worked  with  our  citizen-Reservists  to  develop  and 
distribute  a  white  paper  on  this  issue  two  year's  ago  that  appears 
to  have  had  the  desired  effect — a  better  understanding  of  the 
efficiency  and  effectiveness  of  the  Coast  Guard  Reserve  and  support 
for  at  least  8,000  Selected  Reserve  personnel. 
TEAM  COAST  GUARD 

The  Coast  Guard  has  embraced  the  reality  that  its  Reserve  is 
a  value-added  resource.  This  fact  has  been  demonstrated  by  the 
adoption  of  Team  Coast  Guard  and  the  movement  to  fully  integrate 
Coast  Guard  Reservists  into  their  parent  Active  Force  commands. 
This  expansion  of  augmentation  training  also  benefits  the  Coast 
Guard  as  Reservists  perform  day-to-day  operations  and  reduces 
administrative  overhead  by  making  the  parent  command  responsible 
for  Reserve  personnel  in  the  same  manner  as  the  assigned  active- 
duty  personnel. 

ROA  supports  the  goals  and  objectives  of  this  new  method  of 
operating.  However,  the  (questions  of  how  to  provide  meaningful 
assignments  for  senior  Reservists  (officer  and  enlisted)  and  to 
ensure  a  role  for  an  effective  advocate  for  Reserve  issues  have  not 
yet  been  fully  resolved. 
PORT  SECURITY  UKIT  REQUIREMENTS 

As  part  of  the  continuing  review  of  mission  requirements,  the 
Coast  Guard  is  committed  to  establishing  three  additional  Port 
Security  Units  (PSUs)  to  meet  recently  validated  CINC  requirements. 
This  action  has  been  coordinated  with  the  Chairman  of  the  Joint 
Chiefs  of  Staff  and  the  Chief  of  Naval  Operations.  The  three 
existing  units  performed  critical  mission-essential  functions 
during  Operation  Desert  Storm  and  during  Operations  Support  and 
Uphold  Democracy  in  Haiti. 
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The  major  lessons  learned  from  these  operations  are: 

•  The  Port  Security  Unit  mission  is  logical  for  the  Coast 
Guard  Reserve, 

•  Three  additional  PSUs  are  needed  to  meet  the  two  major 
regional  contingency  (MRC)  rec[uirements ,  and 

•  Equipment  is  needed  to  replace  what  has  been  consumed  by  the 
high  tempo  of  operations  by  the  three  existing  units  and  to  outfit 
the  three  additional  PSUs. 

Therefore,  ROA  recommends  that  the  Fiscal  Year  1997  National 
Guard  and  Reserve  Equipment  (N6£RE)  appropriation  include  $14.5 
million  for  procurement  of  Port  Security  Unit  equipment  for  the 
Coast  Guard  Reserve. 

FISCAL  YEAR  1996  ACTION 

The  Department  of  Defense  Authorization  Act  for  Fiscal  Year 
1996  did  authorize  an  end  strength  of  8,000  Coast  Guard  Selected 
Reservists  as  recommended  by  ROA.  Unfortunately,  the  funding 
provided  in  the  Transportation  Appropriations  Act  for  the  Reserve 
Training  (RT)  appropriation  did  not  include  sufficient  funds  to 
permit  maintaining  this  level  of  Selected  Reserve  personnel 
throughout  FY96. 

The  result  was  authorization  for  8,000  personnel  but  not 
sufficient  funds  to  provide  pay  and  allowances  needed  for  this 
strength  throughout  the  year.  Therefore  we  do  not  anticipate 
reaching  the  8,000  level  before  the  end  of  Fiscal  Year  1996. 

The  cognizant  committee  in  the  House,  the  former  Merchant 
Marine  and  Fisheries  Committee,  had  a  provision  in  its  version  of 
the  FY95  Coast  Guard  Authorization  Act  which  directed  a  study  to 
determine  the  real  requirements  for  Coast  Guard  Reserve  personnel. 
This  legislation  was  not  enacted  as  the  result  of  a  major 
disagreement  between  the  Senate  and  House  on  a  non-Coast  Guard 
issue.  Indications  are  that  the  true  requirements  to  meet  the 
Coast  Guard's  demand  for  either  peace-time  augmentation  or  to  meet 
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the  mobilization  requirements  established  by  the  Joint  Chiefs  of 
Staff  are  both  in  the  range  of  11,000  Selected  Reserve  personnel. 

FISCAL  YEAR    1997  PROPOSAL 

The  funding  request  for  the  Reserve  Training  (RT) 
appropriation  for  FY97  is  $65.9  million.  Although  this  is  a  slight 
increase  over  the  $63  million  appropriated  for  Reserve  Training 
(RT)  for  Fiscal  Year  1996,  this  amount  is  needed  to  maintain  a 
Selected  Reserve  force  of  8,000  personnel  during  FY97. 

Part  of  the  increase  is  needed  for  the  modest  pay  raise 
projected  for  FY97  and  to  amortize  last  year's  military  pay  raise. 
Funds  are  also  needed  to  cover  the  impact  of  inflation  on  the 
balance  of  the  RT  appropriation.  Additional  funds  will  also  be 
needed  to  fund  8,000  personnel  throughout  FY97  since  there  is  a 

realistic  expectation  that  the  Coast  Guard  Reserve  will  reach  its 
authorized  strength  level  for  this  fiscal  year  by  the  end  of 
September . 

SUMMARY 

In  summary,  ROA  recommends  that: 

•  The  overall  Coast  Guard  budget  request  receive  favorable 
consideration  by  Congress, 

•  Coast  Guard  Selected  Reserve  end  strength  authorization  be 
maintained  at  the  Fiscal  Year  1996  level  (8,000)  and  that 
sufficient  fxinds  be  provided  in  the  Reserve  Training  appropriation 
to  fully  support  these  personnel. 

Thank  you  for  this  opportunity  to  present  the  positions  of  the 
Reserve  Officers  Association  to  this  committee.  I  would  be  pleased 
to  respond  to  any  questions. 
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HIGHWAY-RELATED  TESTIMONY 

AMERICAN  TRUCKING  ASSOCIATIONS,  INC. 

PREPARED  STATEMENT  OF  THOMAS  J.  DONOHUE,  PRESIDENT  AND  CHIEF 

EXECUTIVE  OFFICER 

EXECUTIVE  SUMMARY 

o  ATA  asks  the  Transportation  and  Related  Agencies  Subcommittee  to  evaluate  the 

Federal  investment  in  transportation  and  target  spending  on  those  programs  that  are 
clearly  national  in  scope  and  economic  significance.   Recognizing  that  severe 
constraints  on  discretionary  spending  will  limit  funding  levels,  ATA  encourages  the 
Subcommittee  to  deflne  the  national  interest  in  transportation  by  supporting  those 
programs  that  contribute  the  most  to  interstate  and  international  travel  and  commodity 
flows,  national  defense,  safety,  and  research. 

o         Specifically,  we  urge  the  Subcommittee  to  fund  the  Federal-aid  highway  program 
at  the  ISTEA-authorized  level  of  $20  billion.   These  amounts  should  be  spent  at 
authorized  funding  levels  for  the  National  Highway  System  (NHS),  Interstate 
maintenance  program,  Federal  bridge  program,  and  FHWA  highway  safety  and 
R&D  programs.   The  motor  carrier  safety  assistance  program  (MCSAP)  should 
be  funded  at  the  authorized  $85  million  level,  as  proposed  in  the  Administration's 
budget.   This  is  the  minimum  level  of  funding  to  prevent  deterioration  of  the  core 
highway  system  that  the  nation's  economy  depends  upon  for  mobility,  productivity, 
economic  growth,  and  highway  safety. 

o  The  importance  of  property  funding  the  NHS  cannot  be  overstated.   The  NHS 

represents  only  4%  of  the  nation's  total  highway  miles  but  carries  40%  of  all  traffic 
and  75%  of  all  commercial  traffic.   The  core  of  the  NHS  is  the  Interstate  system. 
Sadly,  the  FHWA  finds  that  over  35%  of  urban  Interstates  and  30%  of  rural 
Interstates  are  in  poor  or  mediocre  condition,  while  over  24%  of  Interstate  bridges  are 
classified  as  deficient.   These  deplorable  conditions  can  only  be  remedied  through  full 
funding  of  the  NHS,  Interstate  maintenance  program,  and  a  separate  bridge  program. 

o         The  trucking  industry  is  committed  to  safety  and  has  demonstrated  that  commitment 
through  heavy  investments  in  safety  equipment,  driver  training,  research,  public 
education,  and  programs  to  weed  out  bad  drivers  and  vehicles.   The  commitment  has 
paid  off:   from  1984  to  1994,  the  fatal  accident  rate  for  accidents  involving 
medium  and  heavy  trucks  dropped  37%  despite  a  38%  increase  in  miles  driven  by 
those  trucks.   To  maintain  these  gains,  we  urge  the  Subcommittee  to  continue 
funding  MCSAP  at  least  at  the  FY  1996  level  of  $77.2  million  and  to  continue 
funding  a  variety  of  research  by  FHWA's  Office  of  Motor  Carriers. 

o         The  U.S.  economy  and  the  Highway  Trust  Fund  both  depend  on  trucking.   The 
trucking  industry  is  the  prime  mover  of  American  freight  and  is  three  times  larger 
than  all  other  freight  transportation  modes  combined.   In  1994,  shippers  moved  S.S 
billion  tons  of  freight  by  truck,  spending  78%  of  their  freight  dollars  on  trucking. 
That  $362  billion  outlay  represented  about  S  %  of  gross  domestic  product. 
Furthermore,  commercial  trucks  pay  37%  of  Highway  Trust  Fund  taxes.   The  vital 
role  of  trucking  in  the  economy  as  well  as  Its  strong  contribution  to  the  Trust 
Fund  both  dictate  that  outlays  be  adequate  and  be  directed  to  the  most 
productive  programs. 
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I.   INTRODUCTION 

A.  ATA  Represents  the  Trucking  Industry 

The  American  Trucking  Associations,  Inc.  (ATA)  is  the  national  trade  association  of 
the  trucking  industry.   The  ATA  federation  includes  over  4,400  carriers,  affiliated 
associations  in  every  state,  and  14  specialized  national  associations.   Together,  ATA 
represents  every  type  and  class  of  motor  carrier  in  the  country.    Combined  with  ATA's 
direct  membership,  we  are  a  federation  of  over  34,000  member  trucking  companies  and 
represent  an  industry  that  employs  over  9  million  people.    All  across  the  country,  ATA 
represents  businesses  whose  survival  depends  upon  a  high  quality  and  productive  work  place 
-  the  highway  network. 

ATA  appreciates  the  opportunity  to  submit  testimony  to  the  Appropriations 
Transportation  and  Related  Agencies  Subcommittee.   We  applaud  the  Committee  for  its 
strong  commitment  to  good  highways  and  encourage  the  Committee  to  fund  the  Federal-aid 
Highway  Program  at  the  ISTEA  authorization  level  of  $20  billion  for  1997. 

B.  The  Trucking  Industry  Works  to  Improve  Highway  Safety 

The  trucking  industry  continues  to  work  to  make  travel  on  the  nation's  highways 
safer.   Truck  safety  has  improved  dramatically  because  thousands  of  trucking  companies 
across  the  country  have  made  safety  their  number  one  priority.    Over  the  1984-94  decade, 
while  the  number  of  miles  driven  by  medium  and  heavy  trucks  increased  38%,  the  fatal 
accident  rate  dropped  37%.   Safety  related  legislative  and  other  battles  we  have  fought  for 
and  won  include: 

o       creation  of  a  single,  national  Commercial  Driver's  License  with  stringent  standards  to 
test  and  license  commercial  drivers; 

0       a  more  than  ten-fold  increase  in  the  number  of  inspections  of  heavy  trucks; 

o       cost-effective  drug  and  alcohol  testing  to  ensure  that  truck  drivers  are  free  of 
substance  abuse  when  they  are  behind  the  wheel; 

o       elimination  of  commercial  zones  in  which  trucks  and  drivers  were  allowed  to  operate 
without  having  to  comply  with  Federal  safety  regulations;  and 

o       a  ban  on  radar  detectors  in  trucks. 

To  make  sure  that  the  latest  technical  improvements  are  fully  employed  to  improve 
truck  safety,  as  an  industry,  we  are  investing  an  additional  $6  billion  over  the  next  ten  years 
to  equip  our  trucks  with  anti-lock  brake  systems. 

We  are  prepared  to  do  even  more.    For  example,  we  are  redoubling  our  efforts  to 
understand  and  prevent  safety  problems: 

o       ATA,  in  partnership  with  the  Federal  government  and  several  universities,  is 

investing  millions  of  dollars  through  its  research  foundation  to  investigate  fatigue- 
related  questions.    One  of  the  research  findings  was  a  shortage  of  highway  rest  areas, 
a  situation  which  ATA  worked  with  Congress  to  address  in  the  recent  National 
Highway  System  legislation.   Those  safety  areas  are  now  eligible  for  100%  Federal 
funding. 

o        ATA  is  working  with  the  AAA  Foundation  for  Traffic  Safety,  the  National 

Association  of  Truck  Stop  Operators,  and  the  National  Private  Truck  Council  to 
distribute  crucial  safety  information  and  best  practices  to  all  highway  users. 
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o       We  created  and  recently  expanded  the  America's  Road  Team,  a  group  of 

professional  truck  drivers  who  help  teach  motorists  how  to  share  the  road  safely  with 
trucks.    We  are  sponsoring  40  communications  programs  annually  in  major  cities  to 
convey  highway  safety  education,  through  the  local  media,  schools,  and  community 
groups. 

C.   The  Trucking  Industry  Pays  Its  Fair  Share  in  Highway-User  Taxes 

Commercial  trucks  paid  $9.1  billion  in  Federal  highway-user  taxes,  or  37%  of  all 
revenue  paid  into  the  Federal  Highway  Trust  Fund  in  1993,  but  account  for  just  15%  of  all 
motor  vehicle  miles  traveled.    Commercial  trucks  paid  $22.3  billion  in  combined  Federal  and 
state  highway-user  taxes.    Per  gallon,  the  Federal  diesel  fuel  tax  is  24.3  cents  and  average 
state  diesel  fuel  tax  is  20.53  cents  as  of  January  1,  1996. 

Fuel  costs  account  for  anywhere  from  4%  to  20%  of  a  trucking  company's  operating 
revenue,  depending  on  the  nature  of  the  company's  vehicles,  customers,  and  length  of  haul. 
The  burden  the  highway-user  taxes  placed  on  individual  truckers  would  be  easier  to  bear  if 
truckers  were  able  to  recapture  that  expenditure  through  the  increased  productivity  that 
results  when  highway  user-tax  revenues  are  spent  for  their  intended  purpose:  to  improve  the 
highway  system.    But  moneys  from  the  Highway  Trust  Fund  have  been  increasingly  siphoned 
off  for  non-highway  purposes,  including  the  4.3  cents  of  the  Federal  fuel  tax  that  is  deposited 
into  the  general  fiind  which  alone  accounts  for  an  estimated  revenue  loss  to  the  Highway 
Trust  Fund  of  $6  billion  per  year. 

D.   The  Trucking  Industry  Plays  a  Vital  Role  In  the  U.S.  Economy 

American  industry  depends  on  reliable  and  efficient  freight  movement  to  distribute 
American-made  goods  and  services  to  expanding  markets  worldwide.   The  trucking  industry 
is  the  prime  mover  of  American  freight  and  is  3  times  larger  than  all  other  transportation 
modes  combined.  In  1994,  shippers  moved  5.5  billion  tons  of  freight  by  truck,  spending 
78%,  or  $362  billion  of  their  freight  dollars  on  trucking.'  Trucking  revenues  equal  5%  of 
the  GNP.   Trucking  firms  employ  9  million  people,  providing  1  out  of  10  civilian  jobs. 

The  annual  Freight  Transportation  Forecast  prepared  by  DRI/McGraw  Hill  defines  the 
size  and  structure  of  the  United  States  freight  transportation  market  and  forecasts 
fundamental  changes  for  each  freight  mode  for  the  lO-year  period  ending  in  2004.   The 
baseline  forecast  uses  a  moderate  Gross  Domestic  Product  (GDP)  annual  growth  rate  of 
2.6%  and  finds  that  the  volume  of  freight  moved  by  the  trucking  industry  will  increase 
19.1%  by  2004,  from  5.5  billion  tons  in  1995  to  6.5  billion  tons,  and  the  value  of  freight 
moved  will  increase  20.6%,  from  $362  billion  to  $437  billion.^  See  Chart  1  (attached). 
Other  research  reports  an  additional  600,000  trucks  will  be  on  the  road  by  the  year  2000. 
More  optimistic  growth  in  the  annual  GDP  would,  of  course,  result  in  more  goods  being 
shipped  by  truck. 

Economic  research  finds  that  the  rate  of  return  from  investing  in  the  nation's  highway 
is  large.  Much  of  the  economic  gains  from  investing  in  the  nation's  highway  system  is  due 
to  improvemenU  in  trucking  productivity.  The  Economic  Importance  of  the  National  Highway 
System^  shows  how  individual  firms  have  used  precisely  timed  and  frequent  trucking  services 
to  reduce  product  cycle  times,  reduce  inventory  costs,  and  other  broad  cost-effective  plans  to 
expand  markets  and  tap  into  new  resources. 


'  U.S.  Freight  Transportation  Forecast. ..to  2004.  DRI/McGraw  Hill,  Executive  Summary, 
February,  1996.  p  6. 

'  Ibid,  pp  9-10. 

'  The  Economic  Importance  of  the  National  Highway  System  with  Case  Examples.    Apogee 
Research,  Inc.   February,  1994. 
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Recent  productivity  gains  for  American  industry  result,  in  large  measure,  from  the 
following  structural  and  other  operational  changes  which  show  an  increasing  dependence  on 
reliable  and  efficient  trucking  operations: 

0        To  stay  competitive,  many  businesses  had  to  downsize  and  restructure.    New 

knowledge-based  manufacturing  industries  produce  higher-valued  goods  with  shorter 
product  cycles,  using  processes  that  quickly  conform  to  rapidly  changing  demand. 
This  often  results  in  the  need  for  more  frequent  and  precisely  timed  low-volume, 
high-value  shipments. 

o       To  cut  costs,  goods  manufacturers  have  reduced  inventories  at  all  stages  of 

production.    Rather  than  warehousing  goods,  they  rely  on  a  steady  stream  of  well- 
managed  truck  deliveries  to  ensure  ready  access  to  raw  materials,  parts,  and  final 
goods.    In  a  sense,  the  trucking  industry  has  converted  the  Interstate  highway  system 
to  a  moving  warehouse  able  to  adjust  inventories  quickly  to  shifts  in  domestic  and 
international  demand  for  U.S.  goods  and  services. 

o       Shipping  of  U.S.  manufacturing  inputs  has  been  decentralized,  with  parts  and  partially 
assembled  goods  coming  from  all  over  the  world  to  the  U.S.  for  final  assembly. 
Distribution  of  finished  products  has  become  more  centralized.    Manufacturers  depend 
on  fewer  distribution  centers  to  serve  the  entire  nation.    Both  changes  increase  the 
demand  for  efficient  freight  movement. 

o       The  doubling  of  international  trade  from  12%  to  25%  of  GDP  in  the  last  25  years  has 
contributed  strongly  to  U.S.  economic  growth.    International  trade  with  Canada 
reached  $195.9  billion  in  1994  and  $83  billion  with  Mexico  in  1993.  Ninety  percent 
of  the  goods  crossing  U.S.  land  borders  are  shipped  by  truck. 

o       Expansion  of  the  service  industry  requires  faster  and  improved  freight  services.   The 
distribution  of  ingredients  to  fast  food  outlets,  merchandise  for  retail  outlets,  and 
documents  for  the  financial  and  information  services  industry  all  increase  the  demand 
for  truck  deliveries. 

ATA  is  concerned  that  at  present  levels  of  investment,  the  nation's  highway  system 
will  not  be  sufficient  to  support  the  freight  movement  required  to  sustain  economic  growth. 
With  net  profit  margins  slipping  to  1.8%  and  operating  expenses  increasing  6%  over  the 
previous  year  in  the  third  quarter  of  1995*,  the  trucking  industry  cannot  afford  the  increased 
costs  associated  with  poorly  maintained  highways  or  the  delays  in  delivery  due  to  lack  of 
sufficient  highway  capacity.    Nor  can  the  consumers  and  industries  it  serves. 

E.   Conditions  and  Performance  of  the  Nation's  Highway  System 

The  Intermodal  Surface  Transportation  Efficiency  Act  (ISTEA)  recognized  that  a  well 
maintained  highway  system  is  key  to  American  industrial  growth  as  highly  competitive 
economic  forces  sweep  the  globe.    ISTEA  calls  for  a  productive  and  well  connected  highway 
system  linking  all  modes  together  to  form  a  seamless  transportation  network  that  will 
"enhance  the  nation's  economic  competitiveness  in  an  increasingly  global  economy." 

Although   all  categories  of  highway  traffic  are  increasing,  little  new  highway  capacity 
has  been  added  in  recent  years  through  construction.  According  to  FHWA's  report,  1995 
Status  of  the  Nation 's  Surface  Transponmion  System:   Conditions  and  Performance,  the  goals 
of  good  highways  are  in  jeopardy:' 


'    Motor  Carrier  Quarterly  Report.   Trucking  Information  Services,  Inc.   Third  Quarter  Edition, 
1995. 

'    1995  Status  of  the  Nation's  Surface  Transportation  System:  Conditions  and  Performance, 
Federal  Highway  Administration,  pp.  101-153. 
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o       Over  35%  of  urban  Interstates  and  30%  of  rural  Interstates  are  in  poor  or  mediocre 
condition.  (Poor  conditions  require  immediate  improvement  and  mediocre  require 
improvement  in  the  near  future.) 

o       Over  24%  of  the  bridges  on  the  Interstate  system  are  classified  as  deficient.   Twenty- 
eight  percent  of  the  bridges  on  all  other  arterial  highway  systems  are  deficient. 

The  number  of  trips  taken  by  all  Americans  has  doubled  over  the  last  decade,  with 
total  trips  growing  three  times  faster  than  the  population.^  Yet  highway  capacity  has 
remainol  relatively  constant, so  congestion  has  increased.    In  1990,  the  total  costs  for 
congestion  for  the  SO  urban  areas  studied  was  approximately  $43.2  billion.^   Congestion 
costs  can  be  determined  per  vehicle.    In  Washington,  DC  congestion  costs  $1,420  per 
vehicle,  in  San  Bernardino,  CA  $1,320,  and  in  New  York  City,  NY  $1,090.*   Each  year 
more  travelers  in  more  areas  are  affected  by  congestion. 

The  FHWA  1995  Conditions  and  Performance  Report  estimates  an  annual  investment 
from  all  levels  of  government  of  $65  billion  is  required  to  improve  the  nation's  highway 
system,  with  half  of  the  total  investment  needed  to  improve  capacity  on  urban  Interstates. 
The  Conditions  and  Performance  Report  estimates  a  $2.60  return  for  every  $1  investment  for 
their  recommended  total  annual  investment  of  $65  billion.  The  Congressional  Research 
Service  reports  that  each  $1  billion  invested  in  our  nation's  highway  infrastructure  is 
associated  with  24,300  jobs.    Of  these,  10,640  jobs  are  created  in  highway  construction  and 
13,660  jobs  are  due  to  increased  output  and  private  sector  growth.* 

ATA  believes  the  Federal  government  is  under-investing  in  the  nation's  key 
highways.   At  present,  the  United  States,  a  world  class  economy,  is  investing  less  than  one 
half  of  one  percent  of  the  GNP  in  the  public  capital  stock,  primarily  highways.   This  is  down 
50%  since  the  1960-64  period.    Failure  to  invest  in  public  capital  stock  will  seriously 
constrain  future  economic  growth,  limit  productivity,  and  contribute  to  a  continued  trend  of 
limited  wage  growth  for  American  workers.    See  Chart  2  (attached). 

ATA  urges  the  Congress  to  invest  in  the  nation's  highways  to  promote  economic 
growth,  improve  productivity,  and  create  more  jobs  and  higher  wages. 

F.   1995  Conditions  and  Performance  Report  Understates  Highway  Travel  Forecasts 

The  magnitude  of  the  highway  investment  requirements  reported  in  FHWA's  1995 
Conditions  and  Performance  Report  is  staggering  when  compared  to  available  Federal  funds. 
However,  if  the  report  had  not  used  ad  hoc  methods  to  shift  travel  demand  from  highway  to 
mass  transit,  the  annual  investment  requirements  to  maintain  or  improve  the  nation's  highway 
system  would  be  even  higher. 

Investment  requirements  reported  in  FHWA's  1995  Conditions  and  Performance 
Report  are  based  on  the  assumption  that  the  traveling  public  in  the  33  largest  urbanized  zones 
will  reduce  travel  by  30%  below  State  DOT  forecasts  (1.5%  compared  to  2.2%)'°  and 
below  the  rate  of  growth  in  highway  travel  for  the  period  1966  to  1993  (1.5%  compared  to 


*  Conditions  and  Performance,   p.  xii. 
^  Conditions  and  Performance,  p  104. 

'  Roadway  Congestion  Estimates  and  Trends-1990.  Texas  Transportation  Institute.  March  1993. 

*  Highway  Construction:    Its  Impact  on  the  Economy.   Congressional  Research  Service.   Library 
of  Congress,  /I'93-21E,  January  6,  1993. 

'"  Exhibit  5.2,  Conditions  and  Performance,  p  164. 


90 


3.4%)".   The  report  goes  on  to  state  that  these  reductions  in  highway  travel  would  only 
occur  if  "aggressive"  transportation  demand  strategies  are  implemented  and  successful  in 
achieving  their  goal  of  getting  people  out  of  their  cars  and  on  to  mass  transit.   The  report 
also  identifies  trends  that  clearly  show  the  American  public  has  changed  the  way  it  chooses 
to  travel  "in  ways  that  are  difficult  to  serve  with  transit  or  other  alternatives  to  driving 
alone"'^,  a  finding  that  directly  contradicts  the  report's  basic  assumption  that  30%  of 
highway  travel  can  be  diverted  to  mass  transit. 

n.   TRANSPORTATION  FUNDING-DIFFICULT  CHOICES 

A.   ATA  Recognizes  Serious  Funding  Pressures 

The  American  Trucking  Associations  recognizes  serious  funding  pressures  that  constrain 
all  federal  discretionary  spending.    In  light  of  these  constraints,  ATA  encourages  the 
Subcommittee  on  Appropriations  Transportation  and  Related  Agencies  to  set  two  priorities 
when  considering  the  Federal  Highway  Program. 

First,  funding  the  basic  highway  programs  that  are  clearly  national  in  scope  and 
economic  significance  should  take  priority.  FHWA  estimates  that  $49.7  billion  is  required 
from  Federal,  state,  and  local  governments  just  to  keep  the  highway  system  from  further 
deterioration  and  $65  billion  is  required  to  improve  the  system.  In  light  of  these  urgent 
highway  needs,  ATA  encourages  the  Committee  to  continue  to  retain  the  integrity  of  the 
Highway  Trust  Fund  by  appropriating  funds  to  the  basic  highway  programs  in  accordance 
with  annual  incoming  revenues. 

Second,  ATA  encourages  the  Committee  to  spend  annual  incoming  revenues  to  the 
Highway  Trust  Fund.  Last  year,  only  92.1%  of  FY  1995  income  to  the  Highway  Trust  Fund 
highway  account  was  actually  spent.    Final  figures  for  FY  1995  show  that  income  to  the 
Highway  Trust  Fund  highway  account  amounted  to  $20.9  billion-versus  a  total  disbursement 
of  $19.5  billion.   The  annual  surplus  of  $1.4  billion  brings  the  total  surplus  in  the  highway 
account  of  the  Highway  Trust  Fund  to  $9.4  billion  at  the  close  of  the  1995  fiscal  year,  or  a 
17.5%  increase. 

The  Highway  Trust  Fund  surpluses  will  continue  to  increase  now  that  2.5  cents  of  the 
fuel  tax  that  was  diverted  to  the  General  Fund  for  deficit  reduction  has  been  returned  to  the 
Highway  Trust  Fund,  with  2  cents  dedicated  to  the  highway  account  of  the  Trust  Fund.  The 
Treasury  Department's  FY  1996  Mid-Session  Review  estimates  $21.2  billion  in  highway-user 
tax  revenue  will  be  deposited  in  the  highway  account  of  the  Highway  Trust  Fund  in  FY 
1996.    ATA  does  not  believe  that  the  highway  account  surplus  should  be  allowed  to  continue 
to  accumulate  at  the  current  rate. 


ATA  asks  the  Subcommittee  to  reevaluate  the  diversion  of  highway-user  fees  to  non- 
highway  purposes  in  light  of  the  current  fiscal  realities. 


m.    ATA  SUPPORTS  WELL-TARGETED  INVESTMENT  IN  THE 
NATION'S  INFRASTRUCTURE 

We  encourage  the  Subcommittee  to  fund  the  Title  I  Federal-aid  Highway  Program  at 
the  level  of  the  ISTEA  $20  billion  authorization.    In  light  of  current  budget  constraints  and 
urgent  highway  needs,  ATA  encourages  the  Committee  to  retain  authorized  funding  levels 
for  core  highway  programs:  the  National  Highway  System,  the  IntersUte  Maintenance 
Program,  the  Federal  Bridge  Program,  and  FHWA  Highway  Safety  (402)  Program,  the 


"   Conditions  and  Performance,  p.  163. 
"  Conditions  and  Performance,   p.  xvi. 
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FHWA  Highway  R&D  (403)  Program,  and  the  Motor  Carrier  Safety  Assistance  Program 
(MCSAP). 

A.  National  Highway  System 

ATA  encourages  the  Subcommittee  to  target  scarce  Federal  dollars  to  fund  the 
National  Highway  System  (NHS).   The  NHS  represents  only  4%  of  the  nation's  total 
highway  miles  but  carries  40%  of  all  traffic  and  75%  of  all  commercial  traffic.   The  Federal 
Highway  Administration  reported  to  Congress  on  December  9,  1993  "the  National  Highway 
System  (NHS)  will  serve  as  the  backbone  of  a  national  intermodal  transportation  network." 
The  NHS  program  addresses  the  problem  of  movement  within  cities  -  reflected  in  the  fact 
that  25%  of  all  NHS  miles  are  within  urban  areas.   Just  as  important,  these  areas  must  be 
linked  together  and  bound  to  our  rural  and  suburban  areas  and  our  NAFTA  partners  by  a 
system  of  roads,  highways,  and  bridges  which  are  interconnected  to  the  appropriate  rail, 
airport,  and  port  facilities. 

The  National  Highway  System  is  a  program  that  maximizes  the  efficiency  of  past 
highway  investment.    In  fact,  only  2%  of  the  NHS  involves  newly  constructed  roadways. 
The  program  calls  for  the  maintenance,  preservation,  and  improvement  of  159,(X)0  miles  of 
road  deemed  by  FHWA  and  the  Congress  as  most  critical  in  meeting  America's  future  civil 
and  defense  transportation  needs. 

FHWA's  1995  Conditions  and  Performance  Report  states  that  the  annual  cost  to 
maintain  the  NHS  is  $23.8  billion  and  to  improve  the  NHS,  $31.9  billion  is  needed.   ATA 
encourages  the  Committee  to  fund  the  National  Highway  System  at  the  ISTEA  authorization 
level  of  $3.6  billion,  which  is  only  15%  of  what  is  needed  just  to  maintain  the  system 
without  further  deterioration. 

B.  The  Bridge  Program 

ATA  supports  a  separate  appropriation  for  the  bridge  program.    Maintaining  our 
nation's  bridges  is  imperative  for  safe  and  efficient  highway  travel  for  both  passengers  and 
freight.    A  total  of  1 1 ,035  bridges  on  the  rural  Interstate  System  are  classified  as  deficient, 
as  are  28,063  of  the  bridges  on  the  Urban  Interstate  System.    Here  in  the  Washington  area 
we  see  the  safety  and  congestion  problems  created  by  the  old  and  deficient  Woodrow  Wilson 
Bridge. 

FHWA  estimates  an  annual  investment  over  the  next  20  years  of  $5. 1  billion  is 
needed  to  ensure  that  the  nation's  bridges  deteriorate  no  further.  ISTEA  authorizes  $2.76 
billion  for  the  bridge  program.    ATA  encourages  funding  the  nation's  bridge  program  at  least 
at  this  level. 

C.  Innovative  Finance  and  State  Infrastructure  Banks 

ATA  recognizes  that  current  Federal  budgetary  conditions  limit  Federal  investment  in 
the  nation's  highway  system.   The  ability  to  leverage  Federal  funds  may  increase  the  number 
of  projects  a  State  can  fund  in  a  given  time  period.   ATA  cautions  that  private  sector 
investment  is  not  a  substitute  for  government  funding  and  that  the  rate  of  return  for  some 
projects  deemed  essentia]  to  the  national  interest  will  not  be  sufficient  to  attract  private 
investors.   ATA  also  believes  that  the  maintenance  of  the  Interstate  system  is  a  shared 
Federal  and  state  responsibility  so  that  the  Interstate  system  should  remain  toll-free. 

States  have  asked  for  the  freedom  to  use  innovative  financing  techniques  to  leverage 
Federal  grant  money.    ATA  supports  the  pilot  program  for  State  Infrastructure  Banks  created 
in  the  recent  NHS  legislation.    However,  no  further  changes  should  be  made  in  the  program 
until  Congress  has  had  the  opportunity  to  review  the  results  of  those  pilot  activities. 
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D.   Truck  Safety  and  Related  Research 

ATA  supports  full  funding  at  authorized  levels  of  the  FHWA  Highway  Safety  (402) 
Program,  and  the  FHWA  Highway  R&D  (402)  Program  as  integral  to  the  national  interest  in 
safe,  efficient,  and  well  designed  highway  system.    ATA  continues  to  support  the  following 
programs. 

—  Motor  Carrier  Safety  Assistance  Program  (MCSAP) 

The  trucking  industry  has  long  been  a  strong  supporter  of  efforts  to  improve  highway 
safety.   The  trucking  industry  continues  to  promote  and  invest  in  highway  safety  programs. 
ATA  fully  backs  funding  of  efforts  to  get  to  the  root  causes  of  highway  safety  issues.   We 
have  fully  supported-and  we  appreciate—efforts  of  this  Subcommittee  to  fund  safety 
initiatives,  such  as  the  Motor  Carrier  Safety  Assistance  Program  (MCSAP),  which  pays  for 
state  inspectors  and  roadside  inspection  programs.   ATA  encourages  the  Subcommittee  to 
fund  MCSAP  at  full  authorization  level  of  $85  million,  as  proposed  in  the  Adminstration's 
FY  1997  budget. 

—  Office  of  Motor  Carriers 

ATA  supports  the  Office  of  Motor  Carrier  (OMC)  research  goal  of  using  human 
factors  research,  built  upon  data  collection  and  analysis,  to  reduce  commercial  vehicle 
accidents,  fatalities,  and  injuries.    ATA  applauds  the  Congressionally-directed  studies  related 
to  sleep  apnea,  in-cab  fitness  for  duty,  and  driver  fatigue  and  alertness. 

Trucking  company  management,  dispatchers,  and  drivers  themselves,  as  well  as  the 
regulators,  need  more  information  about  fatigue  in  commercial  operations.    Each  group  needs 
to  know  how  the  factors  under  their  control  affect  the  fatigue  impairment  risk.   Simple 
predictive  techniques,  diagnostic  tools,  and  decision  aids  can  and  should  be  developed  to 
permit  the  operational  community  to  use  scientifically  sound  information  in  making  decisions 
about  scheduling  work  and  rest  in  commercial  driving. 

ATA  recommends  OMC  extend  fatigue  research  to  find  methods  that  apply  real  time 
and  continuous  motoring  of  driver  fitness  for  duty.   Current  research  on  driver  fatigue  and 
alertness  do  not  help  the  trucking  industry  apply  existing  monitoring  methods  and 
technologies  efficiently  in  commercial  vehicles. 

The  involvement  of  the  trucking  industry  in  all  phases  of  the  current  research  has 
contributed  immeasurably  to  the  applicability  and  value  of  the  results  and  will  greatly 
increase  industry  understanding  of  fatigue.    The  trucking  industry's  involvement  in  OMC 
research  should  be  continued  and  expanded  as  the  benefits  of  industry  and  government 
working  together  are  realized. 

ATA  believes  that  OMC  should  continue  to  educate  motor  carriers  about  its  safety 
programs  and  should  turn  to  draconian  penalty  measures  only  when  the  carrier  has  not 
responded  to  education  and  training. 

—  Intelligent  Transportation  Systems 

ATA  supports  a  targeted  Federal  investment  to  fund  selective  deployment  of  ITS 
components  for  Commercial  Vehicle  Operations  (CVO)  that  meet  established  standards. 
Deployment  of  ITS  technologies  in  the  commercial  vehicle  sector  will  largely  be  achieved  by 
private  sector  firms  and  through  innovative  public-private  infrastructure  partnerships. 

ATA  believes  that  Federal  funds  should  be  used  for  ITS  deployment  should  be 
invested  only  where: 

o       a  government  role  is  indispensable; 
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o       the  technology  is  proven  and  reliable;  and 

o       institutional  barriers  to  deployment  can  be  resolved  equitably. 

Without  imposing  rigid  deployment  mandates  on  the  states,  any  Federal  ITS 
deployment  plan  should  be  developed  with  three  basic  ideas  in  mind: 

First,  the  project  must  be  VOLUNTARY  on  the  part  of  motor  carriers.    That  is, 
projects  must  involve  no  government  mandates  for  equipment  or  operations; 

Second,  the  project  must  be  COST-EFFECTIVE.  This  seems  obvious,  but  it  appears 
just  as  obvious  that  some  IVHS  proposals  have  not  undergone  the  cost-benefit  analysis 
required  to  promote  the  efficiencies  of  the  free  market;  and 

Third,  the  project  must  employ  technology  that  is  INTEROPERABLE  with  that  used 
in  other  ITS  projects.   Carriers  should  not  have  to  utilize  a  multitude  of  different  or 
conflicting  technical  devices  to  take  advantage  of  what  are  supposed  to  be  helpful 
innovations. 

ATA  urges  Congress  to  measure  all  future  ITS  appropriations  for  CVO  against  these 

jnt  nrinrinlft« 


important  principles 


IV.    REAUTHORIZATION-ATA'S  VISION  OF  THE 
FUTURE  HIGHWAY  PROGRAM 

ATA  would  like  to  outline  its  vision  of  the  future  highway  program  as  it  relates  to 
transportation  reauthorization  legislation. 

ATA  would  streamline  the  national  transportation  program  to  make  sure  the  revenues 
from  the  Highway  Trust  Fund  are  sp)ent  to  address  urgent  highway  and  bridge  needs.    ATA 
encourages  Congress  to  redefine  the  Federal  interest  in  the  national  transportation  program 
to: 

o       support  the  National  Highway  System  as  the  transportation  network  of  national 

significance  with  respect  to  interstate  commerce  and  personal  mobility,  international 
trade,  and  national  defense; 

o       support  existing  Federal  safety  and  research  programs  to  ensure  personal  safety  on  the 
nation's  highways  and  to  promote  efficiency  in  highway  maintenance  and 
construction; 

o       promote  economic  efficiency  in  freight  movement; 

o         realign  the  Federal  transportation  programs  to  include  the  National  Highway  System, 
the  Interstate  Maintenance  Program,  the  Federal  Bridge  Program,  and  the  highway 
and  Motor  Carrier  Safety  Assistance  Programs; 

o  give  States  the  flexibility  to  respond  to  changing  transportation  conditions  by  giving 
them  greater  control  over  intrastate  transportation  programs  and  other  transportation 
programs  that  are  not  directly  linked  to  the  Federal  program. 

V.    CONCLUSION 

ATA  urges  Congress  to  provide  the  Department  of  Transportation  with  appropriations 
adequate  to  maintain  the  nation's  highway  system.    The  inevitable  funding  shortfall  between 
investment  requirements  just  to  maintain  the  system  at  current  conditions  and  ISTEA 
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authorized  levels  requires  the  Congress  to  target  Federal  investment  to  those  programs  that 
are  clearly  national  in  scope  and  economic  significance.    That  shortfall  argues  strongly 
against  diverting  funds  from  the  highway  account  of  the  Highway  Trust  Fund  to  other 
transportation  purposes  or  not  fully  spending  annual  revenues. 

American  industry,  more  than  ever,  depends  on  reliable,  efficient,  and  timely  freight 
movement.    ATA  encourages  the  Congress  to  prioritize  Federal  investment  in  the  nation's 
transportation  program  and  consider  the  urgent  funding  needs  reported  by  FHWA  to  maintain 
the  nations  highways  and  bridges.    By  investing  in  the  NHS,  Congress  will  ensure  that  the 
nation's  infrastructure  is  able  to  support  a  growing  economy  into  the  twenty-first  century. 

ATA  urges  the  Congress  to  continue  funding  Federal  safety  and  research  programs  as 
integral  to  a  well-balanced  national  transportation  program. 

ATA  thanks  you  for  the  opportunity  to  provide  our  comments. 
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Chart  2 

Federal  Spending  on  Infrastructure 
Capital  as  a  Percent  of  GDP 
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CALIFORNIA  INDUSTRY  AND  GOVERNMENT  COALITION  ON  PM-10 

PREPARED  STATEMENT  OF  JAMES  D.  BOYD,  EXECUTIVE  OFFICER, 
CALIFORNIA  AIR  RESOURCES  BOARD,  ET  AL. 


Mr.  Chairman  and  Members  of  the  Subcommittee: 

On  behalf  of  the  California  Industry  and  Government  Coalition  on  PM-10,  we  are  pleased 
to  submit  this  statement  for  the  record  in  support  of  our  fiscal  year  1997  funding  request  of 
$100,000  for  the  California  San  Joaquin  Valley  Region  PM-10  Air  Quality  Study. 

The  San  Joaquin  Valley  of  California  and  surrounding  regions  exceed  both  state  and 
federal  clean  air  standards  for  small  particulate  matter,  designated  PM-10.  The  1990  federal 
Clean  Air  Act  Amendments  require  these  areas  to  attain  federal  PM-10  standards  by  December 
31 ,  2001 .  Attainment  of  these  standards  requires  effective  and  equitable  distribution  of  pollution 
controls  that  cannot  be  determined  without  a  major  study  of  this  issue. 

According  to  EPA  and  the  California  Air  Resources  Board,  existing  research  data  show 
that  air  quality  caused  by  the  PM-10  problem  has  the  potential  to  threaten  the  health  of  more 
than  3  million  people  living  in  the  region,  reduce  visibility,  and  impact  negatively  on  the  quality 
of  life.  Unless  the  causes,  effects  and  problems  associated  with  PM-10  are  better  addressed  and 
understood,  many  industries  will  suffer  due  to  production  and  transportation  problems, 
diminishing  natural  resources,  and  increasing  costs  of  fighting  a  problem  that  begs  for  a  soundly 
researched  solution. 
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PM-IO  problems  stem  from  a  variety  of  industry  and  other  sources,  and  they  are  a 
significant  problem  in  the  areas  that  are  characteristic  of  much  of  California.  Typical  PM-10 
sources  are  dust  stirred  up  by  vehicles  on  unpaved  roads,  and  dirt  loosened  and  carried  by  wind 
during  cultivation  of  agricultural  land.  Soil  erosion  through  wind  and  other  agents  also  leads 
to  aggravation  of  PM-10  air  pollution  problems. 

The  importance  of  this  study  on  PM-10  is  underscored  by  the  need  for  more  information 
on  how  the  federal  Clean  Air  Act  Amendments  standards  can  be  met  effectively  by  the  business 
community,  as  well  as  by  agencies  of  federal,  state  and  local  government  whose  activities 
contribute  to  the  problem,  and  who  are  subject  to  the  requirements  of  Title  V  of  the  Clean  Air 
Act.  There  is  a  void  in  our  current  understanding  of  the  amount  and  impact  each  source  of  PM- 
10  actually  contributes  to  the  overall  problem.  Without  a  better  understanding  and  more 
information  -  which  this  study  would  provide  ~  industry  and  government  will  be  unable  to 
develop  an  effective  attainment  plain  and  control  measures. 

This  research  has  direct  applications  to  the  Department  of  Transportation.  Specifically, 
Federal  Highway  Administration  research  funds  are  available  through  Caltrans  for  a  number  of 
targeted  proposals  under  discussion  by  officials  of  both  Caltrans  and  the  California  Air 
Resources  Board.    Included  among  the  priority  research  topics  are: 

1 .  Analysis  of  methodologies  for  estimating  emissions  of  PM-IO  from  California  roadways; 

2.  Characterization  of  the  sources  and  composition  of  PM-IO  emissions  from  roadway 
construction;  and 

3.  Tunnel  study 

These  studies  will  explore  the  effects  of  roadway  construction  and  use  on  ambient  PM-IO 
levels.  Other  proposals  under  review  would  address  problems  with  unpaved  road  shoulders  and 
roadway  dust  mitigation  strategies.  Currently  available  data  and  other  PM-IO  research  efforts 
do  not  adequately  address  transportation  concerns,  so  DOT  support  of  this  targeted  research  is 
essential. 

California  industry  wants  to  be  a  part  of  the  effort  to  solve  this  major  problem,  but  to 
do  so,  we  need  federal  assistance  to  support  research  and  efforts  to  deal  effectively  with  what 
is  essentially  an  unfunded  federal  mandate. 

Numerous  industries,  in  concert  with  the  State  of  California  and  local  governmental 
entities,  are  attempting  to  do  our  part,  and  we  come  to  the  appropriations  process  to  request 
assistance  in  obtaining  a  fair  federal  share  of  financial  support  for  this  important  research  effort. 
In  1990,  our  Coalition  joined  forces  to  undertake  a  study  essential  to  the  development  of  an 
effective  attainment  plan  and  effective  control  measures  for  the  San  Joaquin  Valley  of  California. 
This  unique  cooperative  partnership  involving  federal,  state  and  local  government,  as  well  as 
private  industry,  has  raised  more  than  $12  million  to  date  to  fund  research  and  planning  for  a 
comprehensive  PM-IO  air  quality  study.  Our  cooperative  effort  on  this  issue  continues,  and  our 
hope  is  that  private  industry,  federal,  state  and  local  governments  will  be  able  to  raise  an 
additional  $12  million  over  the  next  three  years  to  fund  this  important  study. 

To  date,  this  study  project  has  benefited  from  federal  funding  provided  through  USDA's 
DOD's  and  EPA's  budgets.  In  fiscal  year  1993,  $330,000  was  provided  through  an  EPA  grant. 
In  fiscal  year  1993,  a  total  of  $2.85  million  was  appropriated  for  the  study.  In  fiscal  year  1995, 
$1.14  million  was  appropriated  for  PM-10.  For  fiscal  year  1996,  a  total  of  $1.65  million  was 
appropriated. 

The  following  is  a  list  of  PM-IO  research  projects  which  are  in  progress: 
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•  PLANNING 

Development  of  products  for  emissions,  field  monitoring,  data  analysis 
and  modeling 

•  TECHNICAL  SUPPORT  STUDIES 

Suitability  of  data  base;  Winter/Autumn  intensive  study; 
micrometeorological  parameters;  fog  formation/dissipation;  ammonia 
from  soils 

•  MODELING 

Demonstration  of  modeling  system  for  application  in  SIP's 

•  DATA  ANALYSIS 

Analysis  of  existing  data  to  aid  project  planning 

•  DEMONSTRATION  STUDIES 

Almond,  fig,  walnut,  cotton,  harvesting;  unpaved  agricultural  roads; 
unpaved  public  roads;  unpaved  shoulders  of  paved  roads;  dairies, 
feedlots,  poultry,  dry  cereal  grain 

For  fiscal  year  1997,  our  Coalition  is  seeking  $100,000  in  federal  funding  through  the 
U.S.  Department  of  Transportation  to  support  continuation  of  this  vital  study  in  California.  We 
respectfully  request  that  the  Appropriations  Subcommittee  on  Transportation  provide  this 
additional  amount  in  the  DOT  appropriation  for  fiscal  year  1997,  and  that  report  language  be 
included  directing  the  full  amount  for  California. 

The  San  Joaquin  Valley  PM-10  study  will  not  only  provide  vital  information  for  a  region 
identified  as  having  particularly  acute  PM-10  problems,  it  will  also  serve  as  a  model  for  other 
regions  of  the  country  that  are  experiencing  similar  problems.  The  results  of  this  study  will 
provide  improved  methods  and  tools  for  air  quality  monitoring,  emission  estimations,  and 
effective  control  strategies  nationwide. 

The  Coalition  appreciates  the  Subcommittee's  consideration  of  this  request  for  a  fiscal 
year  1997  appropriation  of  $100,000  for  DOT  to  support  the  San  Joaquin  Valley  Region  PM-10 
Air  Quality  Study. 


GEORGIA  DEPARTMENT  OF  TRANSPORTATION 
PREPARED  STATEMENT  OF  WAYNE  SHACKELFORD,  COMMISSIONER 

Mr.  Chairman,  Members  of  the  Committee,  I  am  Wayne 
Shackelford,  Commissioner  of  the  Georgia  Department  of 
Transportation.  Thank  you  for  the  opportunity  to  meet  with 
you  today,  and  share  with  you  our  concern  about  an 
undertaking  that  is  crucial  to  both  maritime  and  highway  safety 
in  Georgia,  as  well  as  the  economic  future  of  our  region  and 
nation. 
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As  you  will  recall,  last  year  I  came  before  this  committee 
and  requested  your  attention  on  the  Sidney  Lanier  Bridge 
Replacement  at  the  Port  of  Brunswick  in  Glynn  County, 
Georgia.  At  that  time,  I  pointed  out  ten  people  were  killed 
when  a  ship  struck  the  Sidney  Lanier  Bridge  in  1972,  and  that 
an  eleventh  life  was  lost  during  bridge  repair  work  following 
another  incident  in  1987. 

I  also  reminded  you  that  I  was  directed  by  Congress  in  the 
1990  Coast  Guard  Omnibus  Bill  to  remove  this  bridge.  The 
Commandant  of  the  Coast  Guard  issued  an  order  directing  the 
state  to  alter  the  bridge  by  reconstructing  it  on  the  same 
general  alignment. 

Under  the  provisions  of  the  Transportation  Appropriations 
Act  of  FY  1992, 1993, 1994, 1995,  and  1996  Georgia  has  received 
$21.75  million  in  federal  appropriations  to  begin  removal  and 
replacement  of  the  bridge.  The  State  of  Georgia  has  matched 
this  appropriation  with  $20.4  million,  demonstrating  our 
commitment. 

Under  the  direction  of  the  Coast  Guard,  these  funds  have 
been  used  to  advance  the  engineering  and  design  for  a  new  high- 
level,  fixed  span  bridge  that  will  remove  the  threat  to  public 
safety  and  provide  the  navigation  clearance  necessary  for  the 
Port  of  Brunswick  to  remain  competitive  in  the  rapidly  changing 
global  economy. 
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With  replacement  of  the  bridge  and  other  planned  port 
improvements,  the  port  will  be  capable  of  expanding  services 
and  competing  internationally.  ITie  Port  of  Brunswick  is  located 
in  a  region  of  the  United  States  that  has  the  potential  to  benefit 
from  both  NAFl'A  and  GATF.  Already,  the  Port  of  Brunswick 
is  exporting  automobiles  manufactured  by  the  General  Motors 
Saturn  Division  and  lumber  products  for  varied  uses  around  the 
world. 

The  Port  of  Brunswick  is  an  economic  generator  for  the 
southeastern  region  of  the  United  States.  The  Port  collected  over 
$48  milhon  in  U.S.  Customs  charges  in  federal  fiscal  year  1994. 
The  Port  also  generated  $543  milhon  in  revenue  for  Georgia  and 
is  directly  responsible  for  over  5,700  jobs  statewide. 

Georgia's  congressional  delegation  has  requested  $33.4 
million  in  FY  1997  to  advance  the  replacement  of  the  Sidney 
Lanier  Bridge.  This  will  allow  us  to  award  the  next  contract  for 
the  main  span,  and  pier  protection  for  the  replacement  bridge. 

This  request  represents  the  50  percent  federal  share 
provided  for  m  Section  302  of  the  Coast  Guard  Omnibus  Act  of 
1990.  Mr.  Chairman,  we  ask  that  funding  continue  to  be 
provided  under  the  Coast  Guard  appropriation,  and  that  the 
Coast  Guard  continue  to  be  the  federal  manager. 
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Our  deepwater  ports  at  Savannah  and  Brunswick  are  a 
valuable  asset  for  Georgia,  and  benefit  the  entire  nation  in  the 
global  economy  we  must  now  operate  in.  We  urgently  request 
your  help  in  getting  the  maximum  benefit  from  them  for  our 
state  and  the  nation. 

Thank  you. 

ElEQUEST  FOR  APPROPRIATION 

FOR 
THE  SIDNEY  LANIER  BRIDGE 

REPLACEMENT  PROJECT 

MILE  POINT  6.3,  TURTLE  RIVER 

BRl  INSWICK  GEORGIA 

1.  FEDERAL  APPROPRIATION  REQUESTED  $33,389,814 

2.  TOTAL  PROJECT  COST  $108,892,128 

3.  PREVIOUS  APPROPRIATION:  (See  Note) 

nSCAL  YEAR  1992  $      900,000 

nSCAL  YEAR  1993  5,000.000 

FISCAL  YEAR  1994  6,00U,UUU 

FISCAL  YEAR  1995  1,850,000 

nSCAL  YEAR  1996  8.000.000 

TOTAL  $21,750,000 

Note:       FY  1992.  FY  1993,  FY  1994  Funds  Appropriated  Through  Tniman  Hobbs  Act. 

FY  1995  FHWA  Demonstration  Fiinds.  FY  1996  Coast  Guard  Funding  per  HR-2002 
"Alterations  of  Bridges." 

.CRITICAL  NEED:  The  Sidney  Lanier  Bridge  has  been  hit  twice  in  the  past 
twenty-two  years  by  ships  navigating  the  channel,  and  ten  lives 
have  been  lost  because  of  these  collisions.  The  project  will 
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provide  increased  safety  clearance  for  shipping  and  lower  the 
risk  of  motorists  to  bridge/ship  collisions. 

4.  RESPONSIBLE  AGENCY 

State  of  Georgia 
Department  of  Transportation 
No.  2  Capitol  Square 
Atlanta,  Georgia  30334 
Telephone  404-656-5206 
FAX  404-656-3507 

Introduction: 

In  1972,  ten  people  were  killed  when  a  ship  struck  the  Sidney  Lanier  Bridge,  hitting  it  south  of  the 
lift  span  and  knocking  a  section  of  the  approach  roadway  into  the  river.  The  same  bridge  was  struck 
again  in  1987.  This  time  a  vessel  hit  the  south  pier  of  the  hft  span,  causing  severe  damage.  Although 
no  deaths  resulted  directly,  one  worker  lost  his  life  during  reconstruction  of  the  bridge.  In  both 
instances  costs  to  repair  the  bridge  amounted  to  or  exceeded  $1,300,000. 

The  Port  of  Brunswick  is  in  Glynn  County,  Georgia.  Brunswick  Port  is  one  of  the  two  primary 
seapxjrts  within  the  state.  The  Sidney  Lanier  Bridge,  constructed  in  1951,  spans  the  entrance  to  the 
Port  of  Brunswick's  harbor. 

The  Sidney  Linier  Bridge  has  been  hit  twice  in  the  past  twenty-one  years,  and  eleven  lives  have  been 
lost  because  of  these  collisions.  Congress  designated  this  bridge  a  hazard  to  navigation  in  the  1990 
Coast  Guard  Act.  The  Commandant  of  the  Coast  Guard  issued  an  order  directing  the  State  to  alter 
the  bridge  by  reconstructing  it  on  the  same  general  alignment.  The  Act  further  limits  the  federal  share 
of  costs  to  50  percent. 

From  the  Transportation  Appropriations  Acts  of  FY  1992  through  FY  1996,  Georgia  has  received 
a  total  of  $21,750,000  in  Federal  appropriations  to  begin  removal  and  replacement  of  the  Bridge. 
The  funds  allocated  firom  the  Coast  Guard  Budget  have  been  used  to  pay  one-half  of  the  cost  of 
advancing  the  engineering  and  design  for  a  new  high-level  fixed  span  bridge.  A  new  bridge  will 
reinove  the  threat  to  public  safety  and  provide  the  navigation  clearance  necessary  for  the  Port  of 
Bninswick  to  remain  competitive  in  the  future. 

The  State  let  an  initial  construction  contract  for  the  new  roadway  and  approaches  in  the  March  1995 
letting  for  $18,884,886.  To  further  advance  the  replacem.ent  of  the  Sidney  Lanier  Bridge,  in 
compliance  with  the  requirements  of  the  Truman-Hobbs  Act,  Georgia  will  need  additional  federal 
appropriations  to  initiate  construction  contracts  for  completing  the  bridge  main  span  and  for  removal 
of  the  old  bridge. 

The  total  cost  for  removing  and  replacing  the  Sidney  Lanier  Bridge  is  $108,892,128.  From  previous 
Truman-Hobbs  appropriations  and  state  matching  funds,  an  unfunded  balance  of  $66,779,628 
remains.  The  State  of  Georgia  requests  federal  appropriations  for  $33,389,814,  which  represents  the 
50  percent  Federal  share  established  in  the  Coast  Guard  Act  of  1990. 

Supporting  Informalion 

1.  Qualified  recipient  responsible  for  carrying  out  the  project. 

State  of  Georgia,  Department  of  Transportation. 
No.  2  Capitol  Square 
Atlanta,  GA  30334 
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2.  Design,  scope,  and  objectives  of  the  project,  including  the  phase  or  phases  proposed  for 

funding. 

a.  The  Sidney  Lanier  Bridge  Replacement  project  consists  of  several  phases: 

1)  MLP-25(66)  -  US  17/  SR  25  -  Construction  of  Roadway  and  Approaches  for 
Sidney  Lanier  Bridge  Replacement.  (See  the  attached  location  map) 

2)  CG-009-2(4)  -  US  17  /  SR  25  -  Sidney  Lanier  Bridge  Approaches 
Construction  Engineering  and  Inspection 

3)  CG-009-2(l)  -  US  17/  SR  25  -  Construction  of  Main  Span  of  High  Level 
Sidney  Lanier  Replacement  Bridge  and  removal  of  existing  bridge.  (Sec  the 
attached  location  map> 

4)  CG-009-2(3)  -  US  17  /  SR  25  -  Sidney  Lanier  Bridge  Main  Span  Construction 
Engineering  and  Inspection 

5)  CG-009-2(2)  -  US  17  /  SR  25  -  Removal  of  the  Old  Sidney  Lanier  Bridge. 

The  composite  of  these  phases  will  replace  the  obsolete  Sidney  Lanier  Bridge  across  the 
Turtle  River  in  Brunswick.  Beginning  at  the  Jekyll  Island  Causeway  (SR  50)  the  project  will 
extend  approximately  2700'  north  of  the  existing  bridge.  The  replacement  structure  will  be 
a  new  high-level  bridge  on  the  east,  or  downstream  side,  of  the  present  lift  span  bridge.  Total 
project  length  will  be  approximately  1.8  miles.  Base  year  traffic  (1996)  is  estimated  at  12,500 
•  ADT  and  design  year  traffic  (2016)  is  projected  to  be  18,000  ADT  with  a  posted  speed  limit 
of  55  mph. 

The  existing  bridge  provides  a  width  of  55'  and  a  vertical  clearance  of  18'  for  the  roadway. 
Horizontal  clearance  under  the  bridge  for  shipping  is  250'  and  venical  clearance  for  ships  is 
only  139'.  The  present  bridge  is  4,471'  long  and  has  a  sufficiency  rating  of  54.0  out  of  a 
possible  100. 

The  proposed  typical  section  for  the  approaches  w\l  include  two,  12'  lanes  in  each  direction 
with  a  raised  median  that  varies  from  6.5'  to  20'  in  width.  Design  speed  will  be  55  MPH.  The 
cable  stayed  bridge  will  provide  two,  12'  lanes  in  each  direction,  with  8'  outside  shoulders  and 
2'  inside  shoulders,  with  a  median  barrier.  Both  concrete  and  steel  design  alternates  will  be 
considered  for  the  cable  stayed  portion  of  this  bridge.  Traffic  will  be  maintained  across  the 
existing  bridge  during  construction. 

b.  The  Sidney  Lanier  Bridge  Replacement  Project  is  a  large  scale  replacement  project 
designed  to  remove  a  serious  threat  to  public  safety. 

The  major  phases  of  this  project  are  to  design,  acquire  rights  of  way,  construct  a  high 
level,  fixed  span  replacement  bridge  and  approaches,  and  remove  the  existing  bridge. 

c.  The  principal  objective  of  this  project  is  to  replace  an  obsolete  liftspan  bridge  that 
poses  an  extreme  hazard  to  navigation  and  to  highway  motorists.  The  Sidney  Lanier 
Bridge  has  been  hit  twice  in  the  past  twenty-two  yej^r.,  "'^d  ten  live:  h-^vp  b^-.pp  lost 
because  of  these  collisions. 

The  new  high-level  bridge  will  provide  a  minimum  of  1 85'  vertical  clearance  and 
1,038'  of  horizontal  clearance  for  shipping,  which  will  allow  Br,<nswick  to  be 
developed  as  a  major  container  port.  The  1,038'  of  horizontal  clearance  will  also 
allow  the  deepening  of  the  channel  Ln  the  Turtle  River  to  45',  and  widening  to  a 
proposed  400'  channel  width.  The  new  bridge  will  improve  safety  for  shipping  and 
vehicular  traffic. 

d.  Phases  Proposed  for  funding. 
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FUNDING  PHASES 


Tabic  1 


PHASE 

YEAR 

TOTAL 

FEDERAL 

STATE 

Preliminary  Engineering 

FY  1992-1993 

SI  00,000 

$0 

$100,000 

Design 

FY  1994-1995 

S4.083.035 

$2,041,517 

$2,041,518 

Righi-of-Way 

FY  1995 

SI  00.000 

$0 

$100,000 

Bridge  Approaches 

FY  1995 

518,884.886 

$9,442,443 

$9,442,443 

Conslniction  Engineering 

FY  1996 

S5.700.000 

$2,850,000 

$2,850,000 

Main  Span  and  Pier 
Proleclion  * 

FY  1996 

S76.204,207 

$38,895,854 

$37,308,353 

Removal  of  Existing  Bridge 

FY  1998 

S3. 820.000 

$1,910,000 

$1,910,000 

Totals 

$108,892,128 

$55,139,814 

$53,752,314 

*  Includes  contingencies 

3.  Project  funding  eligibility: 

Congress  designated  this  bridge  an  unreasonable  hazard  to  navigation  in  the  1990  Coast 
Guard  bill,  and  called  for  its  replacement  under  the  Truman-Hobbs  Act.  The  roadway  and 
bridge  are  functionally  classified  as  a  Principal  Arterial  making  the  project  eligible  for  federal 
funds. 


Total  project  cost  and  source  of  funds: 

Estimated  design,  engineering,  rights-of-way  and  construction  costs  are  $108.9  million.  The 
total  estimated  annual  life  cycle  costs  for  a  high  level  fixed  span  bridge  are  $20,000  in  the 
early  years,  increasing  ?o  $70,000  pec  year  in  the_final  years,  v'"h  rvriodic  mairtr-nnce  of 
$335,000  every  10  years.  For  a  fifty-year  life  cycle,  the  estimated  annual  maintenance  cost 
is  $78,500  per  year. 

Funding  for  the  annual  maintenance  expenses  of  the  bridge  will  be  100%  state  funds. 

Pnvate  sector  funding:  Private  sector  funding  is  not  available  lor  the  project. 

Completion  costs  for  the  project:  The  $108.9  million  completion  costs  arc  not  anticipated 
to  exceed  the  amounts  requested  for  the  bridge  replacement. 


COMPLETION  C'^STS 

Tabic  2  (Phaies  in  FY  1994  and  Priof  Years  Have  Been  Funded; 

.  PHASE 

TOTAL 

Preliminary  Engineering 

100.000 

1    Design 

4.083.035 

Bridge  Approaches 

18,884.886 

Rightof-Way 

100.000 

Construction  Engineering 

5.700.000 

Main  Span  and  Pier  F^olcction 

76.204.207 

Removal  of  Existing  Bridge 

3.820.000 

Total 

108,892,128 
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Less  Previous  Federal  Appropriations  (1) 

(21.750,000) 

Less  Previous  Slate  Appropriations 

(20,362.500) 

Balance 

66,779,628 

Federal  Authorization  Requested  (50%) 

533,389.814 

(1)  Partially  funded  from  previous  Federal  appropriations: 


Fiscal  Year  1992 
Fiscal  Year  1993 
Fiscal  Year  1994 
Fiscal  Year  1995 
Fiscal  Year  1996 
Total 


$21,750,000 


Has  early  work,  such  as  preliminary  engineering  and  environmental  analysis,  been  done  on  the 
project? 

E'reliminary  engineering  is  complete.  The  Project  Concept  Report  was  approved  in  March 
of  1992.  Desi^  of  the  bridge  approaches  was  completed  in  1994.  Construction  or.  the  new 
roadway  and  approaches  is  underway. 

The  project  environmental  impact  statement  was  approved  November  1992  and  the  Section 
404  permit  has  been  approved. 

Proposed  schedule  and  status  of  work,  on  the  project: 

PROJECT  STATUS 

Table  3 


PHASE 

YE.\R 

STATUS 

Design  and  Right-of-Way 

FY  1992-1993 

Complete 

Environmental 

FY  1993 

Complete 

Bridge  Approaches 

FY  1995 

Underway 

Main  Span  and  Pier 
Protection 

FY  1996 

To  be  let  in  May 
1996 

Removal  of  Existing  Bridge 

FY  1998 

Construction  Engineering 
and  Inspection 

FY  1996-1998 

Underway 

9.         Is  the  project  included  in  metropolitan  and  State  transportation  improvement  plans? 

Both  the  main  span  and  bridge  approach  projects  are  included  in  the  Bmnswick  Metropolitan 
Transponation  Improvement  F*rogram  and  the  State  Transponation  Improvement  Program 
(STIP).  (See  attached  sheets) 


10. 


Is  the  project  considered  by  State  and  regional  transportation  officials  as  critical  to  their 
needs? 

The  Coast  Guard  declared  the  bridge  an  unreasonable  hazard  to  navigation  in  1990.  The 
Bridge  is  included  as  part  of  Brunswick  Transportation  Plan,  and  is  included  in  Georgia's 
Statewide  Plan  prepared  in  1991.  Georgia  Ports  Authority  expansion  plans  also  include  the 
replacement  bridge. 
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11.  Critical  Need: 

Ten  lives  have  been  lost  in  the  past  twenty-one  years  because  of  shipA^ridge  collisions. 

-Following  the  1987  accident,  the  Georgia  Department  of  Trar.:  ponation  l>'j;.an  urgently  • 

seeking  funding  to  remedy  this  hazardous  situation.   It  is  critical  that  funds-are  received  so 

that  construction  of  the  main  span  and  removal  of  the  old  bridge  can  proceed  on  schedule. 

12.  Has  the  proposed  project  encountered,  or  is  it  likely  to  encounter,  .."y  signifiranl  opposition 
or  other  obstacles  based  on  environmental  or  other  types  of  concerns? 

No  significant  opposition  has  been  encountered,  nor  is  it  expected.  A  project  environmental 
impact  statement  was  completed  and  approved  November  1992.  The  project  has  received 
strong  support  from  local  governments.  Both  the  main  span  and  bndge  approach  projects  are 
included  in  the  Brunswick  Metropolitan  Transportation  Improveinent  Program  and  the  State 
Transportation  Improvem.ent  Program  (STIP).  Construction  for  the  roadway  and  bridge 
approaches  is  underA'ay. 

13.  Attaining  project  objectives: 

The  principal  objective  of  the  Sidney  Lanier  Bridge  Replacement  is  to  provide  transportation 
infrastructure  that  will  result  in  the  safe  and  efficient  movement  of  people  and  goods 
throughout  the  US  17  corridor.  This  can  be  achieved  by  providing  a  high  level  fixed  span 
bridge  replacement  that  removes  the  potential  for  bridge/ship  collisions  that  continue  to 
expose  motorists  and  endanger  lives. 

14.  Describe  the  economic,  energy  efficiency,  environmental,  congestion  mitigation  and  safety 
effects  associated  with  completion  of  the  project? 

a)  Economic 

With  replacetnent  of  the  bridge  and  deepening  of  the  channel,  it  is  estimated  that  sales 
revenues  will  increase  by  $464  million  annu.illy;  personal  income  will  increase  by 
$107  million  annually;  tax  revenues  will  increase  by  $15.8  million  annually;  and  jobs 
will  increase  by  1,100  by  the  year  2010. 

The  value  of  increased  tonnage  into  the  Port  of  Brunswick  by  the  year  20)0  is 
estimated  at  $183,000,000  in  1991  dollars. 

b)  Energy  Efficiency 

Current  conditions  on  the  Sidney  Lanier  Bridge  are  a  50  mile  per  hour  speed  limit 
with  approximately  120  minutes  of  delay  over  a  24  hour  period  due  to  the  raising  and 
lowering  of  the  bridge.  Current  estimated  average  annual  daily  traffic  (AADT)  is 
9,100  vehicles  per  day.  Approximately  455  vehicles  traverse  the  bridge  during  peak 
hours.  At  this  rate,  the  delays  caused  by  the  raising  and  lowering  of  the  bridge  result 
in  approximately  150  vehicle  minutes  of  delay  for  each  raising.  With  an  average  of 
^0  raisings  per  day.  there  are  approximately  3,000  vehicle  minutes  of  Hpl-<y  per  24 
hour  period.  At  the  rate  of  $0.07  per  hour  of  vehicle  delay,  the  cost  associated  with 
this  delay  is  $27,375  annually. 

c)  Environmental 

Replacement  of  the  cunent  lift  span  bridge  by  a  high  level  fixed  span  bridge  will  result 
in  continuous  traffic  flow.  Air  quality  benefits  will  be  positive  but  negligible. 
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d)  Congestion  Mitigation 

Providing  a  high  level  fixed  span  bridge  will  result  in  continuous  flow  in  veiiicuiar 
traffic  and  adequate  safe  clearances  for  ships  navigating  the  channel. 

e)  Safety  Effects 

The  value  of  improved  safety  inprovements  are  estimated  at  $3.5  million  annually  by 
the  year  2010. 

15.  Will  the  project  require  an  additional  investment  in  other  infrastructure  projects?  If  .so,  how 
will  these  projects  be  funded? 

The  project  will  not  create  an  immediate  need  for  additional  investments  in  other 
infrastructure  projects.  Over  the  long  term,  additional  investments  may  be  needed  both  for 
navigation  channel  deepening  and  widening  and  for  port  infrastructure  improvements.  These 
would  be  funded  under  Corps  of  Engineers  authorizations  and  by  State  and  local 
governments. 

1 6.  In  lieu  of  the  proposed  project,  what  other  transportation  strategies  have  been  considered  by 
state  and  local  transponation  officials? 

Alternatives  considered  to  replacement  of  the  bridge  include: 

I.  Removal  of  the  bridge  without  replacement. 

a.  Improvement  to  existing  Interstate  Highway  System  bridges  and 
rerouting  of  traffic. 

b.  Adding  ferry  service 

II.  Bridge  replacement  alternatives  considered  included: 

a.  Replacing  the  liftspan  on  existing  towers. 

b.  Replacing  the  liftspan  and  towers  to  achieve  greater  clearances. 

c.  A  new  high  level  fixed  span  four-lane  structure. 

d.  A  new  high  level  fixed  span  two-lane  structure. 

e.  A  new  high  level  fixed  span  dual  bridge. 

f.  A  new  high  level  fixed  span  combined  approach  dual  bridge. 

g.  A  new  lift  bridge  at  an  upstream  location. 
h.  A  new  fixed  bridge  at  an  upstream  location. 

17.  Is  the  authorization  requested  an  increase  to  a  previously  authorized  amount  for  this  project 
or  would  this  be  the  first  authorization  for  this  project?  Has  this  project  previously  received 
federal  funding,  commitments  regarding  future  federal  funding  or  appropriations? 

Previous  federal  appropriations: 

Fiscal  Year  1992  $    900,000 

Fiscal  Year  1993  $5,000,000 

Fiscal  Year  1994  $6,000,000 

Fiscal  Year  1995  $1,850,000 

Fiscal  Year  1996  $8.000.000 

Total  $21,750,000 


1 8.        Support  for  general  fund  revenues  if  Highway  Trust  Funds  revenues  are  not  available  for  the 
project: 
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The  authorization  requested  for  the  Sidney  Lanier  Bridge  continues  a  prior  Federal 
commitment  for  Federal  funding  from  the  General  Fund  as  originally  provided  in  the  Coast 
Guard  Omnibus  Act  of  1990  (  and  reaffirmed,  by  funding  in  subsequent  Appropriations  Acts, 
and  Coast  Guard  Authorization  Acts)  for  bridges  that  are  unreasonable  hazards  to  navigation. 


Attachments 
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BRUNSWICK  AREA  TRANSPORTATION  STUDY 
TRANSPORTATION  IMPROVEMENT  PROGRAM 


JPROJECT  /^/lAfE.TsiDNEY  LANIER  BRIDGE 

IPROJECT  DESCRIPTION:       BRIDGE  REPLACEMENT 

IrEPLACE  existing  LIFT  SPAN  BRIDGE  WITH  A  HIGH  LEVEL  FIXED 

JSPAN  STRUCTURE. 


\lESGTH(MI/K):    0.47/0.75       \il'OF LANES  EXISTING:      _«  . \PLASNED:     4 


\TRAFFIC  VOLUMES(ADT): 


8,927(1994) 


(2015) 


LOCAL  RD.* 


\ ST JUS* 


{FUNDING:      CG-009-2(l) 


COMMENTS/REMARKS:        SR  25AJS  17  BRUNSWICK  ROADWAY.   MAIN  SPAN  OF  HIGH  LEVEL  SIDNEY 
LANIER  BRIDGE.   A  NEW  BIKE  PATH  IS  RECOMMENDED  FOR  THIS  PROJECT. 


Ill 


BRUNSWICK  AREA  TRANSPORTATION  STUDY 
TRANSPORTATION  IMPROVEMENT  PROGRAM 


LBNGTH(MiyK): 


WOF  LANES  EXISTING: 


I  PLANNED^ 


TRAFFIC  VOLUMES(ADT): 


I STJUS* 


\ 1^9*) 


(201S) 


LOCAL  RD.* 


[FUNDING:     CG-009-2(2) 


COMMENTS/REMAR  KS: 


PROJECT  PHASE    __    ..    js  SOURCE      f~    FY  96 


PRELIMTNAR  Y  ENG.fOOO'Sn 


RIGHT -OF  WAY(OOO'S) 


UTItmES  (OOP'S) 


CONSTRUCTION  (OOO'S) 


PROJECT  COST  (OOP'S) 


FEDERAL  COST  (OOO'S) 


STA  TE  COST  (OOO'S) 


J.OL-, 


S3,820|f 


S3,820 


S3.820 


LOCAL  COST  (OOP'S) 


DOT  DISTRICT: 


TlpONGRESSIONAI.  DIST: 


FUNDI  FOR  F/TTOTHER        PuNDI  FOR  P12 


TlfiPC: 


IFUNDI  FOR  P13: 


J'R  C  ^ECTLgCAJT?2^ 
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4.0    BRIDGE  COLLISION  ANALYSIS 

During  the  course  of  this  study,  maritime  interests  in  Brunswick  brought  a  major  issue 
to  the  attention  of  the  study  team  concerning  public  safety  and  economic  losses 
associated  with  potential  future  accidents  involving  the  Sidney  Lanier  Bridge  and 
commerciaL  ships.  While  this  issue  is  only  tangcntially  related  to  the  development 
potential  of  the  Port,  the  implications  of  the  collision  issue  on  any  decision  to  modify 
or  replace  the  Bridge  are  sufficiently  significant  to  warrant  at  least  a  cursory  analysis. 

The  Bridge  has  suffered  two  significant  accidents  since  its  construction  in  1957.  In 
1972,  a  vessel  struck  the  Bridge  south  of  the  lift  span,  knocking  a  portion  of  the 
approach  roadway  into  the  river.  Ten  persons  were  killed  and  the  cost  to  repair  the 
Bridge  was  SI. 3  million.  In  1987,  a  vessel  struck  the  south  pier  of  the  lift  span. 
Repair  costs  were  Si. 36  million  and,  while  there  were  no  deaths  as  a  direct  result  of 
Lbc  accidrnl.  one  jjiflrkcc-war.kiJJed  diniag-she  rcconit'-ction,  T4»e  ip:c:fic-caii5;^  o."^ 
these  accidents  have  been  studied  previously  and  will  not  be  discussed  further  here. 
However,  the  narrow  opening  of  the  Bridge  and  its  proximity  to  the  intersection  of 
the  East  River  and  Turtle  River  channels  was  a  contributing  factor  to  at  least  the 
second  accident. 

While  these  two  incidents  occurred  over  a  period  of  30  years,  maritime  interests  have 
pointed  out  that  the  numbers  and  sizes  of  ships  calling  at  the  Port  have  increased 
greatly  in  recent  years,  and  have  claimed  that  the  potential  for  additional  accidents 
has  dramatically  increased.  Based  on  these  discussions,  the  study  team  decided  to 
conduct  a  limited  further  analysis  of  this  possibility.  However,  it  must  be  stressed 
that  this  is  only  a  very  preliminary  analysis,  and  is  based  on  a  series  of  largely 
untested  assumptions.  It  is  presented  only  to  provide  the  reader  with  information  to 
be  used  in  determining  whether  a  more  rigorous  and  comprehensive  analysis  is 
warranted.  >■— 
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4.1        CHANGES  IN  VESSEL  DIMENSIONS 

While  the  long-term  history  of  the  Port  of  Brunswick  has  been  one  of  slow  growth, 
lines  !985;-tlicre  has-bcciv  a-sharp  incrcssc  in  vessel-calls  associated  piiiiiaiily  with  the 
initiation  of  automobile  shipments  through  facilities  at  Colonels  Island.  This  shift  has 
been  accompanied  by  a  dramatic  increase  in  the  size  of  vessels  calling  at  the  Port,  due 
again  primarily  to  the  addition  of  large  auto  carriers  to  the  fleet  mix.  The  impact  of 
these  large  vessels  on  fleet  statistics  is  illustrated  in  Exhibit  4-1.  The  dramatic 
increase  in  gross  registered  tonnage  is  reflective  of  a  particularity  of  the  auto 
carriers  -  their  extrcr^eiy  large  volvmc:  above- the  water  line,  a  feature  vhich  r<buUi 
in  large  broadside  areas.  The  statistics  concerning  "swept  paths"  listed  in  Exhibit  4-1 
will  be  explained  below. 

Based  on  discussions  with  harbor  pilots,  the  study  team  found  that,  due  to  (he  width 
of  the  Bridge  opening  and  the  fact  that  prevailing  currents  under  the  Bridge  are  not 
parallel  to  the  channel  alignment,  ships  must  "crab"  along  the  channel  centcrline  when 
transiting  the  bridge.  A  crab  angle  of  five  degrees  is  often  necessary  to  overcome  the 
effect  of  the  current.  However,  due  to  the  large  broadside  area  ol  the  auto  carriers 
(which  acts  as  a  sail),  during  periods  of  strong  winds,  the  crab  angle  for  these  large 

EXHIBIT  4-1 

CHANGES  IN  VESSEL  STATISTICS 
Brunswick  Harbor 


1985 

1986 

1987 

J?8? 

Average,  Gross  Tonnage 

8.691 

8.828 

12.133 

•    15.345 

Average  Length 

431  ft. 

440  ft. 

487  ft. 

501  ft. 

Average  Width 

63  ft. 

65  ft. 

72  ft. 

75  ft. 

Average  5*  Swept  Path' 

97  ft. 

99  fu 

110  ft. 

116  ft. 

Number  of  Vessels  with 
9*  Swept  Path  over 
180  ft.2 

1 

4 

37 

53 

'Excludes  tug-barge  traffic. 
'■^Scc  Exhibit  4-2. 
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vessels  may  be  8  to  10  degrees.  The  impact  of  these  necessary  maneuvers  on  vessel 
clearances  in  passing  under  the  Bridge  is  illustrated  in  Exhibit  4-2. 

For  ships  such  as  the  salt  carrier  Cccile  Erikson.  which  has  historically  bccr!_thc  most, 
frequent  caller  at  the  Port,  the  five  degree  crab  still  permits  the  "swept  path",  or 
effective  width,  of  the  ship  to  be  restricted  to  the  center  40  percent  of  the  200-foot 
channel.  However,  for  a  very  large  car  carrier  (650  ft.  in  length.  106  ft.  in  width),  the 
swept  path  of  the  vessel  during  windy  conditions  may  be  equal  to,  or  exceed,  the 
width  of  the  channel.  While  si:ch  conditions  may  no;  exist  3L  all  times,  it  is  clear  that. 
the  margin  for  navigational  variation,  and  the  margin  of  safety,  is  extremely  limited 
for  auto  carriers  transiting  the  Bridge. 

The  increase  in  average  5  degree  swept  path  for  the  Brunswick  fleet  from  1985  to 
1988  appears  in  Exhibit  4-1.  These  statistics  were  developed  by  identifying  the 
lengths  and  widths  of  all  vessels  calling  at  Brunswick  durinc  that  period  and 
calculating  the  effective  widths  of  each  vessel  under  various  angles  of  correction  for 

IIISTOIMC  AND  rilOJECTED  SHIP  TnAFFlC 
AND  SlllP-nniDCE  INCIDENTS 


Historic  Ship  Calls 

-•-  Fuluffl  Ship  Calls  based  on  Cargo  Prolacllons 

Future  "Ship  Calls'  od|uslod  lor  Vassal  Size 

4  Historic  Shlp-Bridoo  Collision 
•  Pfojoclnd   Ship-Grldoo  Incldoni 


/ 

11 


y 


/ 


^ 


yi   1  I   I  I   M   M   I  I   I   M   I   I   I 


2000 


U..^ 


YEAR 
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current  and  wind.  Also  shown  is  the  dramatic  increase  in  the  number  of  vessels 
which,  under  the  right  conditions,  would  have  an  effective  width  exceeding  90  percent 
of  the  total  channel  width.  Since  the  market  analysis  indicates  that  automobiles  will 
remain  an  important  component  of  the  future  cargo  mix,  it  was  assumed  for  this 
analysis  that  the  mix  of  vessel  types  and  sizes  will  remain  similar  to  that  existing  in 
1988  for  the  remainder  of  the  study  period. 

<J         PROJECTED  SHIP-BRIDGE  ACCIDENTS  AND  COSTS 

During  a  recent  study  of  the  possible  deepening  of  Brunswick  Harbor,  the  Savannah 
District,  Corps  of  Engineers  developed  a  simplified  analysis  of  the  annual-cost  of 
ship-bridge  collisions  involving  the  Sidney  Lanier  Bridge.  Using  the  extremely 
imitcd,  but  only  available,  data  base  of  the  two  previous  accidents,  the  Corps 
calculated  that  the  average  structural  repair  cost  of  each  accident  is  $2.3  million  in 
1987  dollars,  the  average  cost  of  traffic  rerouting  during  repairs  is  $8.1  million  and 
*.he  average  time  between  accidents  is  15  years  based  on  completion  of  the  Bridge  in 
1957  and  accidents  in  1972  and  1987. 

Using  an  average  total  accidenr  cost  of  SIO.4  million,  and  a  return  period  of  IS  years,- 
the  Corps  projected  the  average  annual  cost  of  ship-bridge  accidents  to  be  $340,000. 
However,  such  accidents  are  not  related  to  the  passage  of  time,  but  to  events  such  as 
ship  transits  which  occur  during  a  period  of  time.  With  this  in  mind,  it  was 
::^lculated  that  the  two  previous  accidents  occurred  following  approximately  1,800  and 
2,200  ship  calls,  each  call  representing  two  ship  transits. 

(f  a  return  period  is  established  based  on  an  average  of  2.000  ship  calls,  the  accident 
return  period  for  the  Bridge  decreases  from  15  years  to  approximately  three  years  by 
the  year  2010  due  to  the  increase  in  numbers  and  sizes  of  vessels.  This  is  illustrated 
in  Exhibit  4-3,  where  intervals  of  2,000  ship  calls  based  on  the  "size-corrected" 
projection  are  indicated.  Using  this  decreasing  average  return  period,  the  Corps' 
analysis  was  then  repeated  and  the  annual  risk  exposure  costs  associated  with  ship- 
bridge  collisions   were   projected.     These  costs   range   from   approximately  5700,000   in 
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1990  to  nearly  S3^  million  in  2010  and  arc  shown  in  Exhibit  4-4.  They  are  discussed 
further  in  the  chapter  addressing  the  cost-effectiveness  analysis. 

While  the  number  of  ship  transits  and  the  size  of  vessels  are  certainly  contributors  to 
projections  of  the  number  and  severity  of  accidents,  there  arc  many  diverse  factors 
v^hich  must  come  together  to  cause  an  individual  incident.  Such  factors  include 
human  performance,  mechanical  operations  and  failures,  meteorological  conditions. 
and  other  factors.  As  a  result,  the  projections  included  in  Exhibit  4-3  should  not  be 
interpreted  as  specific  predictions  of  accidents. 

4.4        DISCUSSION 

It  cannot  be  over-emphasized  that  many  factors  have  not  been  taken  into  account  in 
this  cursory  analysis.  Potential  improvements  in  vessel  maneuverability  and 
navigation,  or  restrictions  on  vessel  operations  could  reaucc  collision  hazards,  but 
human  factors  such  as  possible  vessel  crew  or  pilot  error  will  remain.  In  addition,  the 
potential  cost  in  human  lives  and  in  disruption  of  maritime  traffic  was  not 
considered.  Therefore,  the  projected  annusi  costs  indicated  in  Exhibit  4-4  were 
included  in  the  cost-crfcctivcncss  analysis  with  a  great  deal  of  caution. 

It  is  apparent,  however,  that  the  potential  for  additional  accidents  involving  the 
Bridge  is  very  real.  The  size  of  vessels  in  the  world  fleet  continues  to  increase.  The 
number  and  size  of  vessels  calling  at  Brunswick  have  already  increased  and  are 
projected  to  continue  to  increase.  As  a  result,  the  study  tea.n  suggests  that, as  part  of 
the  design  of  a  replacement  for  ihc  Sidney  Lanier  Bridge,  a  more  rigorous  analysis  of 
potential  bridge  collision  costs,  and  bridge  and  pier  protection  design  benefits  be 
considered. 

EXHIBIT  4-4 

PROJECTED  ANNUAL  COSTS  ASSOCIATED  WITH 
SHIP-BRIDGE  COLLISIONS  FOR  EXISTING  BRIDGE 

Annual  Cost 
X£3S.  Projection 

•990  "  S    692,467 

•991  750,491 
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1992  813.377 

1993  881.537 

1994  955.398 

1995  1. 035.454 

1996  1.122,217 

1997  1.216,251 
1993  1. 318. 164 

1999  1.428,617 

2000  1.548.325 

2001  1.678,064 

2002  1,818.674 

2003  1.971.066 

2004  2.136.228 

2005  2,315.228 

2006  2.509.228 

2007  2.719.484 

2008  2,947.357 

2009  3,194.325 

2010  3,461,987 

In  developing  such  a  study,  it  must  be  noted  that,  in  one  of  the  two  previous  accidents 
involving  the  Bridge,  the  collision  occurred  well  outside  the  main  span  and  channel. 
Due  to  the  uniform  river  depth  at  the  location  of  the  existing  structure,  impact  of  a 
ship  with  the  Bridge  is  physically  possible  across  a  wide  portion  of  the  approach 
causeway.  The  recommended  design  study  would  include  developing  a  projection  of 
ship  impact  probabilities  for  each  portion  of  the  Bridge  for  each  possible  class  of 
vessel  using  Ihc  Port,  determining  the  forces  which  such  collisions  might  involve, 
determining  the  cost  of  protection  needed  to  prevent  bridge  damage  at  each  location, 
and  comparing  the  costs  and  benefits  of  protecting  each  part  of  the  structure  to  the 
costs  and  benefits  of  extending  the  central  span  of  the  Bridge  across  that  portion  of 
the  river.  Only  after  such  an  analysis  can  the  most  cost-effective  combination  of  span 
length  and  pier  protection  be  determined. 
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PREPARED  STATEMENT  OF  THE  RUBBER  PAVEMENTS  ASSOCIATION 


Thank  you  for  allowing  the  Rubber  Pavements  Association  to  submit  testimony  this  year.  We 
represent  companies  which  use  crumb  rubber  to  modify  asphalt  pavements.  Within  our  Association  are 
some  of  the  most  innovative  and  successful  road-building  companies  in  America. 

During  the  past  several  years,  the  use  of  crumb  rubber  modified  asphalt  has  grown  slowly  in  the  United 
States.  Growth  has  been  slow  because  of  institutional  barriers  to  change  within  the  asphalt  paving 
industry,  among  State  Departments  of  Transportation,  and  within  the  pavement  contracting  system 

State  Departments  of  Transportation  are  slowly  learning  how  to  use  crumb  rubber  modifier  to  build 
longer  lasting  roads  Despite  popular  belief,  the  federal  crumb  rubber  requirement  was  not  adopted  to 
dispose  of  scrap  tires.  Instead,  it  was  originally  intended  to  help  overcome  institutional  barriers  to 
using  innovative,  performance-based  paving  materials. 

Congress  chose  not  to  enforce  the  federal  crumb  rubber  requirement.  Because  of  Congress' 
uncertainty  over  this  mandate,  our  industry  ultimately  supported  repeal  of  the  mandate  in  NHS. 

Congress'  uncertainty  over  whether  to  require  States  to  use  crumb  rubber  modifier,  however,  has  not 
prevented  several  States  from  using  crumb  rubber  technologies  routinely.  The  FHWA  recently 
published  a  summary  of  how  three  States—Arizona,  California  and  Florida—  are  using  crumb  rubber 
modifier  to  build  longer  lasting  roads  in  a  cost-effective  way.  This  summary  documents  how  all  States 
can  use  crumb  rubber  in  cost-effective  applications. 

When  the  Congressional  authorizing  Committees  repealed  the  federal  crumb  rubber  requirement  in 
NHS,  they  established  a  small  grant  program  to  encourage  Slates  to  continue  developing  their  use  of 
crumb  rubber  modifier.  Funding  that  program,  which  was  authorized  under  Section  327  of  Public  Law 
104-59,  is  essential  to  overcome  the  barriers  to  innovation  which  still  3xist  in  our  road  building  system. 

There  are  three  purposes  of  the  grant  program  established  under  Section  327  of  NHS.  One  is  to  help 
States  to  develop  performance-based  applications  for  crumb-nibber  modifier,  the  second  is  to  foster 
badly-needed  technology  transfer  among  States,  and  the  third  is  to  stimulate  State  advancements  in 
innovative  uses  of  crumb  rubber  modifier.  In  our  judgment,  these  are  all  very  worthy  purposes 

Chairman  Hatfield,  many  States  have  made  a  significant  investment  in  experimenting  with  crumb 
rubber  materials.  Several  of  these  States  would  like  to  continue  developing  crumb  rubber  programs. 

Similarly,  many  States  are  beginning  to  adopt  Strategic  Highway  Research  Program  (SHRP) 
specifications  for  asphalt  binders.  Efforts  are  currently  underway  to  adjust  SHRP  test  methods  to 
enable  crumb  rubber  modified  asphalt  to  meet  SHRP  performance  grade  classifications  The  Oregon 
Department  of  Transportation  has  experimented  with  crumb  rubber  modifier  on  a  relatively  small  scale 
Mr.  Chairman,  your  state  already  uses  CRM  in  crack  and  joint  sealant  in  highway  maintenance 
applications. 

Congress  should  continue  to  encourage  States  to  use  asphalt  modifiers,  including  crumb  rubber,  to 
build  cost-effective,  longer  lasting  roads.  Exploring  the  use  of  new,  innovative  technologies  takes  a 
commitment  to  change   It  also  takes  financial  resources. 

The  Rubber  Pavements  Association  is  requesting  that  this  Committee  appropriate  $10  million  for  fiscal 
year  1997  for  States  to  develop  programs  to  use  crumb  rubber  fi-om  scrap  tires  to  modify  asphalt 
pavements  Several  State  Departments  of  Transportation  have  already  informally  expressed  that  this 
funding  would  assist  them  in  utilizing  CRM  technologies  in  their  current  asphalt  paving  programs. 

RPA  thanks  you  for  considering  our  Associations'  request  for  funding  for  this  important  program. 


119 

RAIL-RELATED  TESTIMONY 

AMERICAN  PASSENGER  RAIL  COALITION 

PREPARED  STATEMENT  OF  HARRIET  PARCELLS,  EXECUTIVE 

DIRECTOR 

Mr.  Chairman  and  Members  of  the  Subcommittee  on  Transportation 
Appropriations,  the  American  Passenger  Rail  Coalition  (APRC)  expresses  Its 
appreciation  for  the  opportunity  to  provide  testimony  to  the  Transportation 
Appropriations  Subcommittee  on  the  FY  1997  Appropriations  for  Amtrak.  APRC 
an  association  of  rail  suppliers  committed  to  working  for  a  healthy  and  efficient 
U.S.  intercity  passenger  rail  system. 

The  "Blizzard  of  '96"  that  blasted  the  Northeast  with  heavy  snowfall  and 
freezing  temperatures  in  January  provided  citizens  and  policy  makers  with  a 
clear  reminder  of  the  importance  of  maintaining  a  balanced  transportation 
system-one  that  includes  Amtrak,  the  nation's  passenger  railroad,  as  an 
integral  element.  While  airports  and  highways  were  immobilized  by  the  heavy 
snows,  Amtrak  trains  never  stopped  running  and  delivered  rail  passengers 
safely  to  their  destinations. 

Amtrak  is  an  essential  part  of  the  U.S.  transportation  system,  providing 
mobility  in  all  kinds  of  weather  for  citizens  and  visitors  of  all  ages.  Amtrak 
provides  this  mobility  in  a  manner  that  supports  other  goals  of  the  country:  a 
cleaner  environment  and  increased  energy  efficiency.  The  investments  the 
country  makes  in  Amtrak  and  high  speed  rail  service,  create  and  sustain 
thousands  of  jobs  in  communities  large  and  small,  as  Amtrak  purchases  the 
goods  and  materials  needed  to  operate  and  improve  its  national  rail  service. 
These  purchases  include  capital  investments  in  new  railroad  cars  and 
locomotives,  advanced  signal  and  communications  systems,  brakes,  railroad 
ties,  grade  crossing  technologies,  planning  and  design  services,  food,  fuel,  oil 
and  many  other  services.    The  growth  in  U.S.  rail  travel-intercity,  commuter 
and  rail  transit-is  fueling  a  resurgence  in  a  U.S.  rail  manufacturing  industry  that 
generates  and  supports  thousands  of  jobs  in  cities  and  communities  across  the 
country. 

Travel  by  Amtrak  remains  one  of  the  safest,  if  not  the  safest,  means  of 
intercity  passenger  travel.    The  rail  accidents  that  have  occurred  in  recent 
months  on  both  passenger  rail  and  freight  rail  systems,  however,  send  a  clear 
message  that  the  federal  and  state  governments  and  the  private  freight 


120 


railroads  must  constantly  work  to  Improve  rail  safety  and  ensure  that  the  U.S. 
passenger  and  freight  rail  networks  are  the  safest  possible. 

Amtrak  Takes  Actions  to  Improve  Its  Financial  Outlook 

Amtrak  has  taken  significant  actions  over  the  past  year  to  reduce  its 
costs,  operate  more  efficiently  and  provide  a  higher  quality  service  to  its 
customers.  The  Strategic  Business  Plan,  adopted  by  Amtrak's  Board  of 
Directors  in  December  1994,  provides  the  framework  and  actions  needed  to 
put  Amtrak  on  track  to  a  financially  sound  future.    Some  of  the  actions,  called  for 
in  the  Plan,  have  been  neither  welcome  nor  easy,  such  as  the  significant 
reductions  in  Amtrak's  work  force  and  reductions  in  rail  service.  Other  measures 
require  action  by  Congress  to  change  laws  governing  Amtrak  service  and 
provide  Amtrak  with  the  means  to  operate  more  cost-effectively  and  to  make 
needed  capital  investments. 

Taken  together,  the  actions  in  Amtrak's  Strategic  Business  Plan  put 
Amtrak  on  the  path  to  eliminating  its  need  for  federal  operating  assistance  by 
the  year  2002  and  to  attracting  substantial  new  ridership  and  revenues.  Actions 
Amtrak  has  taken  thus  far  have  yielded  positive  financial  results:     Amtrak's 
financial  forecasts  in  late  1994  had  projected  a  cash  shortfall  of  $240  million  by 
September  1995.   Instead,  Amtrak  closed  1995  without  requiring  any  short-term 
borrowing. 

Adequate  Federal  Investment  in  Capital  and  Operations  in  FY  97  is 
Key 

Amtrak  is  committed  to  pursuing  greater  efficiency  and  financial 
improvement.  Fundamental  to  this  success,  however,  is  adequate  federal 
investment  in  Amtrak  in  FY  1997  and  the  years  following  and  changes  in  federal 
law  to  allow  Amtrak  to  operate  more  efficiently. 

APRC  asks  the  Subcommittee  to  appropriate  a  total  of  $1 ,066  million  for 
Amtrak  in  FY  1997,  as  requested  by  Amtrak  in  its  grant  request  to  Congress,  for 
needed  capital  improvements,  continued,  but  declining  levels  of,  operating 
support  and  for  investment  in  high  speed  trainsets  and  infrastructure 
improvements  in  Amtrak's  Northeast  Corridor. 
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Increased  investment  in  capital  is  essential  to  Amtrak's  ability  to  reduce 
operating  costs.  Last  year.  Amtrak  testified  before  Congress  that  continued 
operation  and  maintenance  of  old  equipment  costs  Amtrak  $150-200  million 
annually.  Amtrak  has  retired  some  200  older  railcars  and  locomotives.    It  must 
now  invest  in  new,  more  efficient  railroad  cars,  locomotives  and  in  other 
infrastructure  improvements.    We  ask  Congress  to  appropriate  $360  million  for 
Amtrak  general  capital  and  $214  million  for  the  Northeast  Corridor  High  Speed 
Rail  Improvement  Project  (NECIP).  In  addition,  we  urge  you  to  support  Amtrak's 
request  for  a  one-time  $100  million  appropriation  to  contribute  to  the  investment 
in  the  maintenance  facilities  for  the  high-speed  trains.  For  Amtrak  operating 
assistance,  we  urge  you  to  appropriate  $250  million,  which  is  $35  million  less 
than  in  FY  1996  (operating  assistance  and  transition  costs  combined)  and  $142 
million  or  36%  less  than  in  FY  1995;  for  mandatory  excess  railroad  retirement 
payments,  $142  million. 

Investment  in  High  Speed  Trainsets  and  Infrastructure  in  Northeast  Corridor: 

Investments  in  the  Northeast  Corridor  to  bring  travel  times  between  New 
York  City  and  Boston  to  less  than  three  hours  and  reduce  trip  times  along  the 
entire  Corridor,  through  acquisition  of  high  speed  trainsets,  electrification  and 
other  infrastructure  improvements,  are  wise  federal  investments  and  essential 
to  assuring  Amtrak's  future  economic  health.     We  thank  the  Subcommittee  for 
its  support  and  funding  to  date  for  the  high  speed  trainsets  and  essential  NECIP 
infrastructure  investments  and  to  express  particular  appreciation  for  the  long- 
standing leadership  of  Senator  Frank  Lautenberg  on  this  wise  investment. 
APRC  strongly  supports  Amtrak's  decision,  announced  March  15th,  to  proceed 
with  the  high  speed  trainset  procurement. 

The  high  speed  rail  investment  will  yield  substantial  benefits  to  Amtrak 
and  the  country.   High  speed  rail  service  will  attract  an  additional  2.6  million 
riders  per  year  to  Amtrak.  This  will  provide  relief  to  heavily  congested  airports 
and  highways  in  the  New  York  and  Boston  regions,  alleviate  the  need  for  costly 
airport  infrastructure  investments  and  yield  substantial  new  revenues  for 
Amtrak.  The  investment  will  contribute  to  cleaner  air  and  greater  transportation 
energy  efficiency,  reducing  transportation  fuel  use  by  14  million  gallons 
annually.    The  high  speed  rail  investment  will  have  important  economic 
benefits.  It  will  create  thousands  of  new  jobs  and  open  up  new  business 
opportunities  by  linking  cities  and  communities  throughout  the  Northeast  more 
closely  together  and  to  other  parts  of  the  country.  And,  the  successful 


122 


implementation  of  high  speed  rail  in  the  Northeast  will  open  opportunities  for 
developing  high  speed  rail  in  other  key  corridors  of  the  country. 

Railroad  Safety.  Research  and  Development 

Efforts  to  improve  the  safety  of  our  nation's  intercity  passenger  rail  and 
freight  rail  systems  must  continue  to  be  a  top  priority  of  the  Federal 
Railroad  Administration.    APRC  urges  Congress  to  provide  FRA  adequate 
funding  in  FY  1997  to  continue  its  essential  rail  safety  work.     We  also  urge 
Congress  to  fund  the  railroad  research  and  development  and  next  generation 
high  speed  rail  programs  to  advance  work  on  positive  train  separation, 
advanced  train  control,  grade  crossing  safety,  research  and  implementation  of 
advanced  grade  crossing  technologies  and  other  key  research  and 
development  critical  to  improving  the  safe  operation  of  the  nation's  passenger 
and  freight  trains  and  providing  the  safest  possible  environment  for  passenger 
train  operations  at  higher  speeds. 

Changes  in  Federal  Law  to  Improve  Amtrak's  Efficiency  and  Ability  to 
Fund  Capital  Investments 

APRC  knows  that  significant  budget  constraints  face  this 
Subcommittee  and  others.  We  believe,  however,  that  these  investments  in 
Amtrak,  coupled  with  changes  in  federal  Amtrak  law  that  will  allow  Amtrak  to 
operate  more  efficiently  (contained  in  the  Amtrak  reauthorization  legislation) 
will  put  Amtrak  on  a  financially-sound  footing  and  a  steadily  declining  reliance 
on  federal  operating  assistance. 

The  establishment  of  a  dedicated  source  of  funding,  supported  by 
earmarking  1/2  cent  of  existing  federal  gasoline  tax  for  intercity  passenger  rail 
capital  needs,  would  provide  Amtrak  with  a  stable  stream  of  capital  to  fund 
needed  capital  investments  and  greatly  enhance  Amtrak's  position  in  securing 
loans  in  the  private  market.     APRC  urges  Congress  to  take  action  this  year  to 
create  an  Intercity  Passenger  Rail  Trust  Fund  that  would  make  a  strategic 
difference  in  Amtrak's  future  and  the  quality  of  rail  service  it  provides  across  the 
country. 

APRC  also  believes  it  would  be  wise  federal  policy  to  allow  states  to 
spend  their  flexible  surface  transportation  dollars  on  Amtrak,  as  they  can 
presently  do  on  a  wide  range  of  other  transportation  modes.  The  Senate's 
strong  64:36  vote  in  favor  of  such  flexibility  as  part  of  the  Senate  action  on  the 
National  Highway  Designation  Act  was  a  strong  statement  of  Senate  support  for 
making  action  on  this  sensible  policy.  As  states  are  called  upon  to  increase 
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their  contributions  to  intercity  passenger  rail  service,  they  should  not  be  denied 
the  ability  to  use  flexible  transportation  dollars  for  improved  rail  service  if  they 
deem  this  the  best  investment  of  those  funds. 

At  a  series  of  forums  held  around  the  country  last  spring,  a  broad 
spectrum  of  citizens-Governors,  local  officials,  businessmen,  rail  passengers, 
labor  representatives  and  others--  spoke  out  about  the  importance  and  many 
benefits  of  intercity  rail  passenger  service  and  their  desire  and  support  for 
improved  rail  service. 

On  corridors  across  the  country,  where  steps  have  been  taken  to 
improve  rail  service  ( ie,  actions  that  increase  speeds,  improve  equipment  and 
quality  of  service),  rail  ridership  has  responded  and  grown.   High  speed, 
reliable  rail  service  between  Washington  D.C.  and  New  York  City  has  made 
Amtrak  the  #1  carrier  between  these  two  points.  Amtrak  carries  more 
passengers  than  any  of  the  airlines  serving  this  corridor.  On  the  San  Diego 
Corridor  in  California  (San  Diego-Los  Angeles-Santa  Barbara)  increased  train 
service  over  the  years  has  dramatically  increased  rail  ridership.  Annual 
ridership  on  the  corridor  has  grown  to  nearly  1 .7  million  riders  (with  9  round- 
trips/day),  up  from  608,000  in  1976  when  5  round-trips  per  day  were  provided. 
In  the  Pacific  Northwest,  the  states  of  Oregon  and  Washington  are  working  with 
Vancouver,  B.C.  to  tie  the  "Cascadia  Corridor"  more  closely  together  through 
implementation  of  improved,  high  speed  passenger  rail  service.  The  1995  rail 
ridership  on  the  Pacific  Northwest  Corridor  was  33.5%  higher  than  in  1994 
(390,476  in  '95  vs.  292,500  in  '94)  and  72.5%  higher  than  in  1993.  Operation  of 
the  Spanish  Talgo  train,  which  operated  under  contract  to  provide  intercity 
passenger  rail  service  between  Seattle  and  Portland,  attracted  a  great  deal  of 
public  attention  and  contributed  to  the  substantial  ridership  growth  that 
occurred  on  the  corridor.  Commitment  by  Washington  and  Oregon  to  continued 
incremental  rail  service  improvements  on  the  corridor  will  continue  the  growth  In 
rail  ridership  and  provide  a  cost-effective  and  environmentally-sound  means  of 
relieving  congested  highways  and  airports  in  the  region. 

APRC  is  convinced  that  improved  Amtrak  service  is  a  wise  investment  for 
the  country  and  a  vital  part  of  the  nation's  transportation  infrastructure.  We 
thank  the  Chairman  and  Subcommittee  Members  for  the  opportunity  to  provide 
this  testimony. 


124 


PREPARED  STATEMENT  OF  THE  COALITION  OF  NORTHEASTERN 

GOVERNORS 

The  Coalition  of  Northeastern  Governors  (CONEG)  is  pleased  to  submit  this  testimony  to  the 
Subcommittee  on  the  issue  of  funding  for  FYI997  U.S.  Department  of  Transportation  appropriations. 

CONEG  is  an  organization  of  the  nine  Northeastern  Governors  that  works  together  to 
communicate  the  region's  mutual  interests  and  identifies  innovative  solutions  to  the  challenges  facing 
the  Northeast  as  we  enter  the  2Ist  century.   The  Northeastern  United  States  is  unique  among 
America's  regions  for  its  geographic  compactness  and  the  diversity,  scope  and  energy  of  its  industry 
and  population.    Transportation  and  its  relationship  to  the  economic  and  social  vitality  of  our  states  is 
a  key  issue  for  the  CONEG  Governors.    In  our  densely  populated  transportation  corridors,  more  rural 
areas,  as  well  as  in  suburban  areas,  an  integrated  transportation  network  provides  essential  mobility  for 
both  people  and  goods. 

Congress  faces  two  fundamental  questions  as  it  begins  to  craft  funding  for  the  federal  share  of 
the  nation's  transportation  system  for  fiscal  year  1997.    First,  what  is  the  appropriate  federal  role  in 
transportation,  and  second,  how  best  to  ration  diminishing  financial  resources?   TTie  debate  continues 
on  the  relationship  among  all  levels  of  government.    What  is  to  devolve  from  the  federal  government 
to  the  state  government  and  from  the  states  to  local  government?   While  there  is  no  precise  answer  at 
this  time  to  all  of  the  institutional  questions,  the  movement  is  toward  greater  authority  and 
responsibility  by  state  and  local  levels  of  government.    Many  of  these  funding  and  program  structure 
issues  as  they  affect  transportation  will  be  addressed  in  the  coming  months.    However,  it  is  important 
to  complete  the  funding  strategy  envisioned  in  the  Intermodal  Surface  Transportation  Efficiency  Act  of 
1991. 

The  US  DOT  report  to  Congress,  1995  Status  of  the  Nation's  Surface  Transportation  System: 
Condition  and  Performance,  concludes  that  "Although  all  units  of  government  and  private  industry  are 
currently  investing  at  record  levels  to  maintain  transport  services  and  efficiency,  demands  continue  to 
outpace  investment."   In  this  regard,  we  commend  Congress  in  general,  and  this  subcommittee  in 
particular,  for  its  overall  commitment  to  transportation  funding.   This  federal  financial  partnership  has 
been  critical  to  preserving  and  modernizing  the  region's  transportation  systems.   This  level  of  federal 
commitment  must  continue  in  order  to  maintain  the  positive  gains  which  have  been  accomplished  over 
the  past  five  to  ten  years.   The  system's  age  and  conditions,  density  of  use  and  interregional 
dependence  have  a  major  effect  upon  both  the  national  and  global  mobility  and  economic  growth. 
These  federal  investments,  together  with  state,  local,  and  private  resources,  are  the  engine  which  drives 
the  economy  of  the  Northeast  region.    Indeed,  the  federal  role  in  maintaining  a  national  transportation 
system  that  integrates  highways,  rail  and  transit  into  a  seamless  system  is  essential  to  promoting  this 
nation's  position  in  the  global  economy.   CONEG  looks  forward  to  working  with  the  Congress  on  this. 

Because  federal  funding  is  limited,  and  a  national  transportation  system  is  vital,  the  federal 
program  needs  to  focus  available  resources  on  preserving  and  modernizing  transportation  assets  which 
enhance  national  mobility  and  economic  growth.    Federal  investments  should  add  value  to  the  asset. 
The  allocation  of  federal  resources  should  be  needs  driven,  and  address  the  problems  associated  with 
aging  infrastructure  and  restricted  capacity,  as  in  the  Northeast.   Public  investment,  together  with 
streamlining  costly  and  time-consuming  regulations,  will  aid  in  increasing  the  values  of  regional  and 
national  assets  which  are  being  depleted. 

The  Northeast,  like  every  other  region  in  the  country,  relies  on  its  road  and  bridge  system  to 
provide  the  broadest  range  of  mobility.   Congestion  throughout  the  region  is  a  hidden  tax  on  the 
essential  movement  of  people  and  goods.   The  existing  highway  and  bridge  system  should  be 
maintained  and  improved  and,  where  necessary,  new  projects  built  to  provide  sufficient  capacity, 
access  and  safety  to  meet  the  region's  travel  needs.   To  that  end,  highway  user  fees  should  be  devoted 
to  the  construction,  operation  and  maintenance  of  properly  located  and  designed  roads  and  bridges,  and 
not  to  non-transportation  purposes.    We  seek  Congress'  assurance  that  the  baseline  for  highway 
funding  in  FY  1997  will  be  the  authorized  ISTEA  level. 

Mass  transit  is  an  important  component  of  the  nation's  intermodal  transportation  system,  and 
nowhere  is  transit  more  essential  to  a  region  than  in  the  Northeast.   Transit  service  is  vital  to  support 
the  economies  of  many  of  our  states  and  cities,  where  it  is  the  most  efficient  way  to  move  the  large 
numbers  of  daily  riders.   In  order  to  maintain  our  essential  transit  networks  in  safe  and  useable 
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condition,  we  need  to  ensure  at  least  FY  1996  levels  of  federal  investment  in  financing  transit  operating 
and  capital  investments.    State  and  local  governments  have  already  increased  their  investment  in 
transportation  to  offset  past  federal  reductions.    We  are  rapidly  exhausting  our  capacity  to  provide 
additional  state  and  local  resources  to  make  up  for  the  withdrawal  of  federal  funding.    We  ask  the 
Subcommittee  to  appropriate  the  transit  funds  authorized  in  ISTEA  to  allow  states  and  localities  to 
upgrade  the  quality  and  level  of  service  of  these  vital  facilities. 

Research,  development  and  deployment  of  new  transportation  technologies  are  also  an 
important  area  for  consideration.  Tlie  efforts  of  the  1-95  Corridor  Coalition  are  particularly  important 
to  the  region  in  providing  a  safer,  more  efficient  stewardship  of  our  regional  transportation  capacity. 
I'his  broad  range  of  technologies  known  collectively  as  "intelligent  transportation"  holds  the  potential 
to  allow  greater  reliability  and  dependability  in  both  the  movement  of  people  and  goods,    federal 
funding  plays  a  key  role  in  this  process  by  providing  a  forum  that  might  not  otherwise  be  available  to 
the  region  for  the  coordination  of  planning  and  investment  strategies.   Of  special  interest  to  the 
Governors  is  the  potential  of  these  technologies  to  enhance  coordination  among  various  transportation 
modes  -  both  passenger  and  freight.    For  example,  New  York  State  has  received  Federal  Highway 
Administration  funding  to  develop  an  advanced  rail/highway  communications  system  design  which 
should  significantly  improve  safety  at  railroad  grade  crossings.   An  important  feature  is  the  integration 
of  crossing  systems  with  the  train  control  system  and  linkage  to  highway  traffic  control  system  in  that 
state. 

The  provision  of  adequate  capacity  within  our  transportation  system  is  the  key  to  our 
continued  commitment  to  intercity  passenger  rail  service.    A  healthy  passenger  rail  system  is  a  basic 
element  in  an  effective  intermodal  transportation  system.    We  believe  that  investments  in  passenger 
rail  service  and  the  Northeast  Corridor  (NEC)  and  its  feeder  system  are  necessary  for  a  strong  regional 
economy.    The  regionali/ntion  of  economic  development  and  transportation  can  be  clearly  seen  in  the 
enthusiasm  expressed  at  the  Federal  Railroad  Administration's  High  Speed  Rail  Policy  Outreach 
meeting  in  Richmond  for  the  idea  for  extending  the  NEC  from  the  Northeast's  megalopolis  through 
Richmond  to  Charlotte,  North  Carolina. 

The  Northeast  Corridor  and  its  feeder  system  provide  intercity,  commuter,  and  freight  service 
in  one  of  the  most  heavily  traveled  corridors  in  the  world.    In  this  Corridor  and  its  feeder  system,  the 
National  Railroad  Passenger  Corporation  (Amtrak),  commuter  rail  authorities,  state-supported  trains 
and  freight  trains  share  a  critical  national  transportation  asset.  The  relationship  be^veen  commuters 
and  intercity  travelers  is  mutually  supportive,  with  each  relying  on  the  other  for  essential  operating  and 
maintenance  services.    States  have  made  significant  investments  in  the  system.   For  example.  New 
Jersey  has  invested  $100  million  in  capital  improvements  in  the  Amtrak-owned  track  in  the  state; 
while  Connecticut,  which  owns  much  of  the  rights  of  way  in-state,  has  invested  more  than  $1  billion. 
In  addition.  Amtrak  provides  many  essential  services,  such  as  signals  and  shared  dispatching  for  all 
users  of  the  Corridor.    Investments  which  improve  the  quality  of  passenger  rail  service  improve  the 
capacity  of  the  modal  users  of  the  Corridor  and  enhance  passenger  safety.    A  partnership  of  state  and 
federal  investment  in  this  system  contributes  to  reduced  congestion  of  highways  and  airports.    Strong 
continued  federal  investment  in  the  Northeast  Corridor  Improvement  Project  is  essential  for  this  vital 
work  to  continue,  and  it  complements  ongoing  investments  in  the  National  Highway  System. 

We  believe  that  the  pending  procurement  of  new  train  sets  will  begin  the  essential  process  of 
recapitalizing  Amtrak.   This  major  equipment  procurement  is  essential  to  the  economic  development  of 
the  railroad  supply  industry.    Federal  Railroad  Administration  funds  from  the  Next  Generation  High 
Speed  Rail  Technology  Demonstration  have  initiated  cooperation  among  states,  private  industry-  and 
Amtrak.    An  important  example  is  the  upgrading  of  existing  turbo  equipment  to  demonstrate  high 
speed  service  in  New  York's  non-electrified  corridor.    The  use  of  new  equipment  in  the  corridor 
fulfills  one  of  the  NEC  and  its  feeder  system's  roles:   test  track  for  the  nation. 

Amtrak  funding  should  be  maintained  at  levels  adequate  to  provide  Amtrak  the  opportunity  to 
implement  cost  efficiencies  and  explore  new  approaches  for  developing  services.   Funding  must  be 
accompanied  by  Congressional  action  to  improve  efficient  and  safe  operation  for  all  passenger 
railroads  in  the  United  States. 

Finally,  as  Amtrak  prepares  for  the  21st  century,  through  procurement  of  new  equipment  and 
reorganization  of  its  business  structure,  it  is  important  to  develop  a  funding  strategy  that  also  reflects 
the  realities  of  the  next  century.    The  key  is  capital  formation.    A  properly  capitalized  rail  system  that 
operates  at  a  state  of  good  repair  dramatically  reduces  the  need  for  operating  subsidies.   Capital 
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formation  is  an  impoitant  area  for  federal-stale  cooperation.    States  have  demonstrated  their 
willingness  to  increase  the  capacity  of  the  region's  rail  system  to  move  people  and  goods.   They  have 
done  so  by  investing  their  own  resources  in  the  operation  and  infrastnicture  of  passenger  rail  in  the 
Northeast. 

It  is  in  the  best  interest  of  the  region's  and  the  Nation's  transportation  assets  to  have 
technology,  business  structures,  and  financing  which  are  suited  for  the  21st  century.    The  United  States 
needs  to  invest  properly  in  the  nation's  transportation  infrastructure  to  provide  a  seamless  passenger 
and  freight  transportation  system.    It  is  through  an  efficient  transportation  system  that  this  nation  will 
maintain  its  position  in  the  global  economy. 


HIGH  SPEED  RAIIVMAGLEV  ASSOCIATION 
PREPARED  STATEMENT  OF  RICHARD  A.  GEIST,  PRESIDENT  AND  CEO 

Mr.  Chairman  and  Members  of  the  Committee,  my  name 
is  Richard  Geist.   I  represent  the  79th  District  in  the 
Pennsylvania  House  of  Representatives  where  I  am  the 
Chairman  of  the  Transportation  Committee.   Thanl<  you  for 
the  opportunity  to  submit  testimony  in  my  other  capacity  as 
President  of  the  High  Speed  Rail/Maglev  Association. 

The  High  Speed  Rail/Maglev  Association  would  like  to 
focus  on  three  issues  as  you  deliberate  the  Fiscal  1997 
Budget:  (1)  Continued  funding  of  the  Swift  Rail  Development 
Act;  (2)  Funding  of  Amtrak,  particularly  the  Northeast  Corridor 
Improvement  Project;  and  (3)  modest  funding  for  Maglev 
research  and  development,  based  on  findings  of  a  study 
currently  underway  at  DOT  to  determine  short-term 
applications  of  the  technology. 
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We  are  concerned  that  because  authorization  for  the 
Department  of  Transportation's  Unified  Transportation 
Infrastructure  Investment  Program  (UTIIP)  did  not  happen,  the 
DOT'S  omission  of  a  specific  budget  request  for  state  planning 
funds  authorized  by  the  Swift  High  Speed  Ground 
Transportation  Development  Act  resulted  in  the  FY  96 
sacrifice  of  a  significant  portion  of  the  authorized  funding 
level.   This  was  a  set-back  for  the  states  who  want  to  plan  for 
balanced  transportation. 

The  Conference  Committee  appropriated  $1  million  for 
states'  corridor  planning  activities  in  FY  96.   We  are  seeking 
to  reinstate  commitment  to  the  states,  requesting  $40  million 
for  corridor  planning  and  $45  million  for  ongoing  research  & 
development  activities,  especially  in  the  area  of  safety,  such 
as  Positive  Train  Control. 

Full  funding  of  the  Swift  Rail  Development  Act  will  help 
interested  states  optimize  use  of  their  own  funds,  as  well  as 
local  and  private  resources. 

The  Swift  Act  received  solid  bi-partisan  support  when  it 
was  passed  in  the  fall  of  1994.   Those  who  helped  craft  it 
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view  it  as  a  prototype  for  federal  support  of  initiatives  largely 
driven  by  the  states  and  regions.   As  support  for  the  states, 
the  Association  has  created  a  "State  and  Regional  Council," 
whose  membership  comprises  a  growing  number  of  states 
who  are  committed  to  developing  high-speed  rail  systems. 

The  federal  government's  authorized  commitment  to  this 
program  is  relatively  modest.   To  put  the  federally  authorized 
funding  level  in  perspective,  consider  the  state  of  Florida, 
which  has  committed  general  revenue  funds  at  the  level  of 
$70  million  per  year,  for  the  next  twenty-five  years,  for  high- 
speed rail. 

In  February  Florida  Secretary  of  Transportation  Ben  Watts 
announced  the  winning  consortium.   The  Florida  Overland 
Xpress  (FOX)  team  responded  to  the  RFP  with  a  TGV-style 
high  speed  rail  technology. 

I  note  that  general  estimates  of  private  sector 
contributions  to  development  of  high-speed  rail  In  the  United 
States  already  exceed  $175  million. 
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Although  the  federal  commitment  to  high-speed  ground 
transportation  does  not  match  the  level  of  some  states,  it 
does  represent  a  chance  to  jump-start  an  emerging  industry. 
Please  help  encourage  the  states  by  funding  public  law  #103- 
440  at  the  levels  intended. 

Second,  the  Association  supports  Amtrak's  funding 
requests.     We  realize  the  need  to  maintain  and  improve  a 
passenger  rail  option  in  America  upon  which  high-speed  rail 
can  be  built.    Of  particular  importance  to  the  Association  are 
the  Northeast  Corridor  Improvement  Project  and  the  Section 
1010  Corridors  where  high-speed  rail  has  been  projected  to  be 
operationally  self-sufficient. 

Completion  of  the  Northeast  Corridor  Improvement 
Project  is  vital  to  America.   The  completion  of  the 
electrification  and  the  acquisition  of  the  high-speed 
trains  will  reduce  trip  times,  ease  traffic  congestion  on  the 
highways  and  at  airports,  improve  air  quality,  and  reduce 
energy  and  land  consumption. 

Completion  of  the  NECIP  will  allow  us  to  reap  economic 
benefits  from  the  substantial  investments  already  made. 
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Investment  in  the  Northeast  Corridor  is  critical  to  the  self- 
sufficiency  of  Amtrak  and  the  future  of  U.S.  passenger  rail. 

Finally,  despite  an  unappropriated  U.S.  Maglev  Prototype 
Development  Program,  many  states  such  as  my  own  state  of 
Pennsylvania,  California,  Nevada,  Florida,  Maryland  and  New 
York  continue  to  demonstrate  strong  interest  in  maglev. 

The  National  Maglev  Initiative  final  report  was  positive;  it 
was  issued  in  September  1993  but  In  February  1994  DOT 
slashed  research  funds  from  $20  million  to  $3  million  and  has 
not  requested  funds  for  maglev  until  now,  at  $1  million  for  a 
cooperative  venture  with  several  other  U.S.  agencies, 
including  the  Department  of  Defense.   Maglev  is  now  at  a 
critical  juncture. 

If  maglev  dies  now  for  lack  of  modest  appropriations,  it 
would  mean  the  foreclosing  of  any  chance  for  U.S.  leadership 
in  development  of  an  entirely  new  transportation  mode.     A 
modest,  federally-managed  research  program  is  needed  now 
to  galvanize  the  U.S.  private  sector. 
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On  the  issue  of  safety,  let's  look  to  the  success  of 
passenger  rail  in  other  industrialized  nations.   Japan  has  had 
"bullet"  trains  running  for  over  three  decades,  without  a  single 
enroute  passenger  fatality.   The  high-speed  rail  system  in 
France,  in  operation  since  1981,  has  not  had  a  single 
passenger  fatality.    In  the  U.S.,  Amtrak's  metroliner  high- 
speed service  in  the  Northeast  Corridor  has  had  no  passenger 
fatalities  since  it  began  125  mile  service  in  1986. 

England  and  France  have  made  history  with  the  Channel 
Tunnel  high-speed  rail  operation  -  an  engineering  marvel  -  and 
Europe  continues  to  develop  an  international  high-speed  rail 
system.    Meanwhile,  Japan  continues  to  expand  its  network 
while  other  Pacific  Rim  countries  are  developing  systems. 
High-speed  ground  systems  currently  represent  a  $9.2  billion 
world  market  annually  (not  including  North  America.) 

In  1993  and  1994  when  the  Swedish,  German  and 
Spanish  trains  toured  the  United  States,  Americans  got  a 
taste  of  what  could  be  and  should  be  a  part  of  our 
transportation  future.    The  technology  was  demonstrated  here 
to  rave  reviews.    With  our  highways  become  increasingly 
congested  and  airports  backed  up,  we  can  not  afford  to  delay. 
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For  more  than  thirteen  years  our  Association  has 
advocated  the  development  of  advanced  high-speed  ground 
transportation  for  Americans.    For  intermediate  distances,  this 
newest  transportation  technology  is  simply  the  safest,  most 
efficient  mode  invented.    I  believe  America  is  worthy  of  it. 

The  High  Speed  Rail/Maglev  Association  has  formed  a 
diverse  membership  that  includes  state  and  local 
governments,  railway  suppliers,  labor  organizations,  electrical 
utilities,  aerospace  corporations,  engineering  firms,  law  firms, 
universities,  and  others  who  are  supportive. 

The  membership  continues  to  grow  because  of  a 
conviction  that  the  time  has  arrived  for  high-speed  rail  in  the 
United  States,  the  "missing  link"  in  our  transportation  system. 
High  Speed  Rail  offers  the  chance  to  ease  wingiock  as  well  as 
gridlock,  create  thousands  of  highly-skilled  jobs  and  provide 
major  economic  opportunities  to  regions  who  implement  such 
systems. 

I'd  like  to  invite  the  Members  of  the  Transportation 
Subcommittee  to  join  me,  other  state  officials,  and 
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transportation  and  financial  industry  experts,  at  the  High 
Speed  Rail/Maglev  Association's  13th  Annual  Convention  and 
Exposition  on  High  Speed  Rail  and  Maglev,  May  12  -  15  in  Ft. 
Lauderdale. 

Mr.  Chairman  and  distinguished  Members  of  the 
Committee,   thank  you  for  your  support  of  high  speed  ground 
transportation,    I  respectfully  request  that  this  testimony  be 
entered  into  the  record,  and  I  Invite  your  questions. 


NATIONAL  ASSOCIATION  OF  RAILROAD  PASSENGERS 
PREPARED  STATEMENT  OF  ROSS  B.  CAPON,  EXECUTIVE  DIRECTOR 

Thank  you  for  this  opportunity  to  present  the  views  of  our  non-profit 
organization,  which  for  29  years  has  been  promoting  "balanced  transportation." 

I.  FUNDING 

We  strongly  support  Amtrak's  FY  1997  funding  request-both  operating  and 
capital  are  vital~and  transit  appropriations  at  least  equal  to  the  1996  level.   Amtrak's 
request  includes  $250  million  for  operations,  $142  million  for  mandatory  excess 
retirement  and  unemployment,  $360  million  for  general  capital,  $214  million  for  the 
Northeast  Corridor  project  and  $100  million  for  high-speed  rail  maintenance 
facilities. 

Our  members  naturally  were  disappointed  that  the  1996  appropriation 
reflected  an  increase  in  highway  funding  and  sharp  cuts  in  both  Amtrak  and  transit. 

During  fiscal  1995,  Amtrak  cut  service  19%  (measured  in  train-miles  -  one 
train  traveling  one  mile),  received  increased  support  from  states  for  many  surviving 
services,  retired  about  200  of  the  oldest  cars  and  locomtives,  and  cut  employment  a 
net  8%. 

However,  now  Amtrak  has  reached  a  point  where  its  very  existence  could  be 
threatenecd  by  funding  below  its  requested  level.    Matters  have  not  been  helped,  of 
course,  by  the  watering-down  or  elimination  of  many  of  the  concepts  contained  in 
the  original  authorization  bills,  and  by  the  delay  in  getting  a  reauthorization  enacted. 
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Amtrak's  financial  situation  has  worsened  in  recent  weeks  due  to  the  severity 
of  the  winter  (which  particularly  hurt  revenues  in  the  Northeast  where  many  potential 
travelers  could  not  get  to  the  stations)  and  by  the  competitive  impact  of  airlines 
temporarily  freed  from  the  \0%  ticket  tax  and  thus  able  to  offer  even  more  attractive 
fares  (or,  in  the  case  cf  Southwest,  to  pocket  the  10%).   As  The  New  York  Times 
reported  April  23,  "In  the  first  two  months  after  the  10%  tax  on  domestic  airline 
tickets  expired,  the  Air  Transport  Association  reports,  bookings  have  risen  9%." 

It  would  be  an  appalling  disservice  to  the  nation  if  Amtrak  were  forced  to  end 
service  on  some  routes  because  due  to  a  cash  squeeze  forced  by  temporary  problems 
such  as  tax-free  airline  competition  and  cost-saving  labor  negotiations  delayed  by 
passage  of  the  authorization  bill  that  will  set  new  ground-rules  for  key  labor  issues. 

II.  AMTRAK  AND  COMMUTER  RAIL  -  SAFE  TRANSPORTATION 

In  the  wake  of  the  tragedies  in  New  Jersey  and  Maryland,  it  is  important  to 
remember  that  passenger  trains  are  far  safer  than  auto  travel  at  all  times  and,  during 
inclement  weather,  safer  and  usually  more  reliable  than  airplanes  and  buses. 

Passenger  trains  are  far  safer  now  than  they  were  just  ten  or  twenty  years  ago, 
largely  because  of  the  number  of  Safety  Board  recommendations  which  Amtrak  has 
implemented,  and  the  efforts  in  various  states—partly  spearheaded  by  Amtrak— to 
improve  grade-crossing  safety. 

Public  transportation  is  so  safe  that  individual  accidents  can  skew  the 
statistics.   Therefore,  ten-year  rolling  averages  provide  more  useful  comparisons. 
Given  Secretary  Pena's  statement  that  highway  safety  has  worsened  in  recent  years, 
it  would  appear  that  the  following  table— based  on  data  through  1993  or  1994- 
understates  rail's  safety  advantage. 

AVERAGE  PASSENGER  FATALITIES  PER  10  BILLION  PASSENGER-MILES 
(Ten- Year  Rolling  Averages) 
Ten  Years 
Ending...  Automobile  Amtrak     Commuter  Rail  Airlines 

1986  116.63  2.86  7.66  3.74 

1994  100.92(a)  11.36(b)         5.23(a)  3.84 

(a)  1993  data— most  recent  data  we  have. 

(b)  Excluding  the  Mobile  maritime/train  disaster,  this  number  would  be  4.02. 

There  have  been  no  Amtrak  passenger  fatalities  since  September,  1993,  when 
the  Sunset  Limited  ran  off  the  bayou  bridge  that  had  been  damaged  by  a  barge. 
About  1 10  people  a  day-40,000  a  year-lose  their  lives  on  U.S.  highways. 

III.  OTHER  BENEFITS  OF  AMTRAK 

Amtrak  is  41%  less  energy-intensive  than  the  domestic  airlines  (2,646  btu's 
per  passenger-mile  vs.  4,482;  1993  data  in  Transportation  Energy  Data  Book- 
Edition  15,  May  1995,  prepared  by  Oak  Ridge  National  Laboratory  for  the  U.S. 
Department  of  Energy). 
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Amtrak  also  is  important  for: 

o  using  land  more  efficiently  than  do  highways  and  aviation; 

o  serving  communities  where  alternative  transportation  does  not  exist,  is  not 
affordable  or  only  serves  different  destinations; 

o  those  who  cannot  fly  for  medical  reasons; 

o  those  for  whom  physical  and  fmancial  considerations  rule  out  driving  long- 
distances; 

o  its  ability  to  "anchor"  intermodal  terminals  and  enhance  their  visibility; 

o  helping  mass  transit  and  downtown  areas  by  generally  serving  more  transit- 
accessible  locations,  increasing  the  economic  viability  of  those  locations  and,  in  some 
cases,  sharing  costs  through  jointly  used  terminals  and  tracks; 

0  and  for  its  potential  to  increase  capacity  of  the  overall  transportation  system 
at  minimal  financial  and  environmental  cost. 

IV.  WHAT  THE  PUBLIC  WANTS 

Last  year,  we  commissioned  a  nationwide  telephone  poll  by  the  independent 
research  firm.  Bruskin  Goldring  Research,  to  assess  public  support  for  earmarking 
one  penny  of  the  federal  gasoline  tax  for  Amtrak  and  to  give  states  the  flexibility  to 
spend  part  of  their  gasoline-tax  funds  on  intercity  rail  passenger  service.   Both 
questions  produced  63%  support.   The  exact  text  of  the  questions  asked  is  on  the 
next  page. 

QUESTION  ONE 

Amtrak  was  created  by  Congress  to  provide  intercity  rail  passenger  service.  Amtrak  currently 
receives  passenger  fares  and  federal  grants.  You  currently  pay  a  federal  fuel  tax,  most  of  which 
goes  to  the  Highway  Trust  Fund  to  be  spent  on  roads  and  mass  transit.  The  need  for  a  more  stable 
funding  source  for  Aintrak — comparable  to  the  highway  and  aviation  trust  funds — has  prompted  a 
proposal  that  one  penny  of  the  fuel  tax  be  used  to  create  a  trust  fund  to  pay  for  long-term  Amtrak 
improvements.  This  would  not  result  in  your  paying  any  additional  taxes,  but  would  reallocate  a 
small  percentage  of  the  total  funds  to  Amtrak.  Please  tell  me  which  of  the  following  best  describes 
your  feelings  about  this  proposal. 


Support 
63%   < 


No  Opinion 
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QUESTION  TWO 


It  also  has  been  suggested  that  states  be  allowed  to  use,  for  intercity  rail  passenger  service,  a  portion 
of  their  federal  transportation  funds  now  restricted  to  highways,  mass  transit  and  recreational  trails. 


Support 
63%    < 


No  Opinion 


NEW  HAVEN,  CT,  NORTHEAST  HIGH  SPEED  RAIL  IMPROVEMENT  PROJECT 
PREPARED  STATEMENT  OF  JOHN  DeSTEFANO,  JR.,  MAYOR,  ET  AL. 

Wc  write  Willi  rcgnrd  lo  (lie  Tiscal  1^97  appropriation  for  Amiraks  Nonhcasl  High  Speed  Rail  Improvement 
Project    On  behalf  of  Ihc  Cii>  of  New  Ha\eii.  Yale  Uni\ersil>.  and  the  Grcaicr  New  Haven  Chamber  of  Commerce 
wc  Ihnnk  you  for  endorsing  Ihis  projecl  in  Ihe  fiscal  19%  appropriaiions  and  «c  hope  Ihal  you  will  endorse  a  fiscal 
l')97  appropriation  that  will  enable  Ihc  coniplction  oflhis  vital  economic  development  initiative 

To  demonstrate  our  united  support  for  Ihe  inlrodtiction  of  high-speed  trains  between  New  York  and  Boston,  wc  arc 
taking  the  tmusual  step  of  combining  our  testimony  to  underscore  three  basic  points  about  this  projecl 

First,  the  project  is  criliciil  lo  Ihc  economic  well  hcinffof  Ihi.s  region    The  high  speed  rail  project  will  cut  down 
the  trip  from  New  Haven  to  Nev\  York  from  I  hour  and  4.'i  minutes  to  about  I  hour  and  the  trip  from  New  Haven  to 
Boston  from  2  hours  and  45  minutes  to  less  than  2  hours    This  will  dramatically  enhance  New  Haven's 
attraclivcness  for  regional  branches  of  nniional  companies  and  for  firms  seeking  a  strategic  location  in  southern 
New  England    The  ease  of  reaching  New  Haven  by  rail,  once  this  project  is  complete,  will  make  il  a  natural 
stopping  point  for  meetings  between  Boston  and  New  York 

Wc  are  acutely  aware  of  Ihe  iniportaiicc  of  a  modern  iransporialion  system  to  link  urban  centers  and  attraci 
commerce  and  industry     In  Connccticiil.  the  loss  of  manufacluring  jobs  has  taken  a  heavy  toll,  and  in  the  last  five 
years  the  number  of  jobs  in  New  Haven  has  dropped  by  IK  percent.   However,  the  New  Haven  region  is  perfectly 
positioned  for  growth  in  the  diverse  new  economy  that  is  replacing  this  region's  historic  manufacluring  focus 
With  a  modcrni/cd  transportation  infrastnjciurc.  New  Haven  will  be  able  lo  turn  its  pivotal  location  between  New 
York  and  Boston  into  a  real  advantage  and  attract  developing  new  industries  in  bionicdicinc  and  biotechnology 
communications,  scnices.  and  tourism    High-speed  rail,  like  highway  and  airpon  improvemcnls.  coniniuler  rail. 
and  the  redevelopment  of  New  Haven's  deep-water  port,  arc  all  necessary  lo  Ihis  region's  economic  sunivnl 

Second,  thi.s  project  is  a  critical  component  in  developing!  a  viable,  cnvironmcnially  sound  Iransporialion 
network.  A  recent  report  on  the  .''-stale  metropolitan  area  from  central  New  Jersey  lo  Litchfield.  CT.  by  the 
Regional  Plan  Association,  a  private  research  group  based  in  Manhattan  predicts  a  bleak  future  for  ihis  region 
without  major  improvements  in  transponation  and  infrastniciurc-onc  ofcnimbling  urban  cores,  increasingly 
isolated  wealth  enclaves,  transportation  paralysis,  deteriorating  air  and  water  quality  and  feeble  economic  grovvih." 

The  Northeast  Corridor  project  will  have  a  saluiarv  effect  on  the  broader  regional  transportation  system,  relieving 
highway  gridlock  and  ainvay  ■winglock"  surrounding  Logan  Airport  in  Boston  and  Ihc  three  New  York  airports. 
Il  will  also  channel  Ihe  development  sprawl  that  continues  to  consume  niral  areas  of  southern  Connecticui  into 
urban  /ones,  preserv  ing  open  land  and  sen  ing  a  long-term  env  ironmciital  objective    Finally,  it  will  bring  the  New 
Haven  region  into  Ihe  metropolitan  New  York  commuier  housing  market,  which  has  already  reached  Ihe  southern 
edge  of  New  Hav  en  county 
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Finally,  federal  role  is  appropriate  and  necessary    The  Nonhcasl  Corridor  Improvements  Project  will  have 
signincanl  bcncfils  for  the  economy  and  qualit>  of  life  in  soulhcrn  New  England,  but  is  clcarlv  too  large  a  project 
to  be  completed  without  the  federal  go\erninenls  assistance    This  is  a  good  example  of  how  the  federal 
go\cmment  can  work  with  the  private  sector  and  state  govcrniiicnts  to  encourage  economic  rcviialization 

We  arc  pleased  to  note  that  this  project  enjoys  the  support  of  three  state  governments-Massachusetts.  Rhode 
Island,  and  Connecticut    We  would  like  to  sce-instcad  of  "cnimbling  urban  cores,  increasingly  isolated  wealthy 
cncla\cs.  transportation  paralysis,  deteriorating  air  and  water  quality  and  feeble  economic  growlh" —  an  alternalne 
vision  of  interstate  trains  speeding  between  rejuvenated  urban  centers  that  arc  attractive  and  healthy  places  to  work 
and  live    We  hope  that  the  Subcommittee  will  recommend  a  fiscal  year  1997  appropriation  that  will  permit  the 
completion  of  this  very  importanl  project. 


Smccrel 


M"^^  h'*'^'^ 


John  DeStefano.  Jr 
Mavor.  Cilv  ofNew  Haven 


bw  Nemerson 
E\cViiiiv  c  Director 
Greaw  New  Haven  Chamber  of  Commerce 
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NATIONAL  HIGHWAY  TRAFFIC  SAFETY  COMMISSION-RELATED  TESTIMONY 

AMERICAN  SLEEP  DISORDERS  ASSOCIATION 

PREPARED  STATEMENT  OF  DR.  BARBARA  PHILLIPS,  CHAIRMAN, 
COMMITTEE  ON  GOVERNMENT  AFFAIRS  AND  PUBLIC  POLICY 

I  am  Dr.  Barbara  Phillips  and  I  am  pleased  to  have  the  opportunity 
to  submit  testimony  on  behalf  of  the  American  Sleep  Disorders 
Association.  A  medical  and  scientific  society,  the  ASDA  represents 
more  than  2,200  physicians  and  researchers.  Part  of  the  ASDA's 
mission  is  to  foster  research  in  the  field  of  sleep  medicine  and  to 
educate  both  the  public  and  health  care  professionals  about  sleep 
disorders  and  how  they  affect  peoples  lives.  The  ASDA  appreciates 
this  opportunity  to  present  its  comments  on  funding  for  sleep 
awareness  within  the  Department  of  Transportation  for  fiscal  year 
1997. 

First  of  all  I  would  like  to  thank  the  subcommittee  for 
appropriating  $1  million  to  the  National  Highway  Traffic  Safety 
Administration  in  its  FY96  budget  to  assist  in  research,  data 
collection  and  public  awareness  efforts  relating  to  fatigue  and 
transportation.  These  funds  are  desperately  needed  and  will  be 
wisely  spent. 

As  recommended  by  the  National  Commission  on  Sleep  Disorders 
Research,  Congress  established  the  National  Center  for  Sleep 
Disorders  Research  when  it  passed  the  NIH  Revitalization  Act  in 
1993.  For  the  first  time,  a  federal  agency  has  the  authority  and 
responsibility  to  address  significant  health  and  safety  issues 
associated  with  sleep  disorders  and  sleep  deprivation.  During  the 
last  two  years,  because  of  the  leadership  of  NHLBI,  the  initial 
phases  of  the  development  of  the  National  Center  have  progressed 
admirably  despite  a  severe  lack  of  funds.  The  Advisory  Board  has 
held  scheduled  meetings  and  have  developed  a  research  and  education 
plan.  In  addition,  they  have  issued  request  for  applications  and 
are  granting  sleep  academic  awards.  The  ASDA  continues  to  firmly 
support  the  National  Center  and  believes  that  with  adequate  support 
the  widespread  consequences  of  untreated  sleep  disorders  will  be 
markedly  reduced. 

Forty  million  American  adults  suffer  from  chronic  sleep  disorders, 
such  as  insomnia  and  sleep  apnea,  and  another  20  to  30  million  have 
intermittent  sleep  problems;  millions  more  at  any  given  time  have 
not  obtained  sufficient  sleep.  The  consequences  of  sleep  disorders 
and  sleep  deprivation  are  not  trivial:  they  include  reduced 
productivity;  lowered  cognitive  performance;  an  increased 
likelihood  of  accidents,  behind  the  wheel,  on  the  job,  and  at  home; 
increased  morbidity  and  mortality;  and  a  decreased  quality  of  life. 

More  specifically,  sleep-related  motor  vehicle  accidents  continue 
to  take  the  lives  of  young  and  old  citizens  at  great  emotional  and 
financial  cost.  According  to  the  National  Highway  Traffic  Safety 
Administration,  in  1992  there  were  an  estimated  50,000  crashes  in 
which  driver  drowsiness  or  fatigue  was  indicated  as  a  contributing 
factor  on  the  Police  Accident  Report.  Drowsiness  and  fatigue 
probably  play  an  even  greater  role,  as  many  drivers  do  not  admit  to 
being  sleepy,  or  even  recognize  that  they  were  sleepy  at  the  time 
of  the  accident.  Further,  in  many  states,  police  accident  reports 
do  not  include  sleepiness,  drowsiness  or  fatigue  as  a  possible 
cause.  Recent  studies  have  revealed  that  20%  of  the  population  of 
the  United  States  admits  to  having  fallen  asleep  while  driving. 
Individuals  with  moderate  or  severe  sleep  apnea  have  a  250% 
increased  likelihood  of  having  an  auto  accident  as  compared  to  the 
average  driver.  In  1991  in  this  country,  "single-vehicle  roadway 
departure  crashes"  accounted  for  20.8%  of  all  crashes  and  37.4%  of 
all  fatalities.   The  fact  that  in  66.8%  of  all  "single-vehicle 


139 


roadway  departure  crashes"  there  was  no  corrective  action  taken  by 
the  driver,  indicates  that  a  large  percentage  of  these  accidents 
may  be  sleep  related.  Furthermore,  the  interaction  of  alcohol  and 
disturbed  sleep  increases  drowsiness  and  compounds  the  impairment 
of  driver  performance. 

A  recent  finding  as  a  result  of  an  NHLBI-supported  sleep  research 
study  indicate  that  sleep  apnea,  or  periodic  cessation  of  breathing 
during  sleep,  increases  a  driver's  risk  of  automobile  accidents. 
These  results  suggest  that  a  significant  fraction  of  motor  vehicle 
accidents  could  be  preventable  through  recognition  and  treatment  of 
this  common  disorder. 

The  ASDA  is  thrilled  that  $1  million  from  the  FY96  budget  will  be 
used  to  begin  to  address  many  of  these  concerns.  The  Center  is 
excited  about  assisting  NHTSA  in  its  efforts  to  wisely  use  these 
funds  for  research,  data  collection  and  public  awareness.  It  is 
not  by  chance  that  the  number  of  alcohol-related  motor  vehicle 
accidents  has  declined  over  recent  years;  this  change  has  occurred 
in  conjunction  with  forceful  measure  to  educate  the  public  about 
the  consequences  of  driving  while  intoxicated.  The  same  must  now 
be  done  about  the  hazards  of  driving  while  drowsy.  The  Center  is 
making  a  concerted  effort  in  this  area  but  the  current  low  level  of 
funding  will  continue  to  hamper  serious  progress. 

The  legislation  establishing  the  National  Center  authorized  the 
Center's  collaboration  with  various  federal  agencies  including  the 
Department  of  Transportation.  The  Center's  Advisory  Board  includes 
a  representative  of  the  National  Highway  Traffic  Safety 
Administration.  The  Center  looks  forward  to  continued 
collaboration  with  NHTSA  to  make  our  country's  highways  safe. 

A  strong  National  Center  is  crucial  to  our  nation,  as  problems  with 
sleep  affect  so  many  and  often  have  dire  consequences.  As  I  am 
sure  you  are  aware,  there  has  been  a  great  deal  of  press  coverage 
lately  about  specific  fatigue  related  accidents,  two  of  which 
recently  occurred  in  the  Washington,  DC  area.  The  first  was  South 
of  Washington  on  395  where  traffic  was  stalled  for  hours  after  an 
18  wheeler  crashed.  The  other  in  suburban  Maryland,  where  several 
pedestrians  were  killed  after  a  driver,  later  diagnosed  with  sleep 
apnea  fell  asleep  at  the  wheel.  Given  appropriate  resources,  the 
National  Center,  in  collaboration  with  the  Department  of 
Transportation,  can  do  much  to  reduce  these  preventable  accidents. 
We  believe  that  with  the  resources  provided  by  this  subcommittee, 
a  very  effective  public  awareness  campaign  can  be  launched  in 
collaboration  with  the  National  Center.  Clearly,  the  DOT  is  also 
committed  to  working  with  the  National  Center  toward  this  end. 
They  have  demonstrated  their  concern  about  this  issue  in  the 
establishment  of  the  "Drive  Alert,  Arrive  Alive"  campaign  that  was 
conducted  in  New  York  State  in  collaboration  with  the  local 
Department  of  Transportation.  The  campaign  was  an  enormous  success 
and  discussions  are  in  the  works  to  initiate  similar  campaigns  in 
California  and  Texas. 

The  ASDA  strongly  encourages  the  subcommittee  to  continue  its 
commitment  to  safe  roads  by  appropriating  $2  million  for  Fy97  for 
the  purpose  of  continued  public  awareness  activities  concerning  the 
impact  of  disturbed  sleep  on  transportation  safety. 

Again,  we  thank  the  subcommittee  and  especially  Chairman  Hatfield 
for  your  recognition  of  the  enormous  problem  of  fatigue  and 
transportation  by  its  FY96  appropriation. 

Thank  you  for  giving  the  ASDA  the  opportunity  to  submit  testimony 
to  your  subcommittee,  and  for  your  commitment  to  helping  the 
millions  of  Americans  who  suffer  from  sleep  disorders  and  the 
millions  more  who  have  been  or  may  be  victims  of  sleep-related 
accidents. 
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AMERICAN  TRAUMA  SOCIETY 
PREPARED  STATEMENT  OF  HARRY  TETER,  EXECUTIVE  DIRECTOR 

Mr.  Chairman,  Members  of  the  Committee,  I  appreciate  the  opportunity  to  provide 
testimony  in  support  of  the  FY  1997  appropriations  for  the  National  Highway  Traffic  Safety 
Administration  (NHTSA).    This  outstanding  program  has  provided  superior  leadersiiip  in 
making  our  liighways  and  our  automobiles  safer.   Tlie  American  Trauma  Society  particularly 
supports  the  work  being  done  on  Emergency  Medical  Services  and  the  initiative  to  generate 
greater  use  of  seat  belts,  the  proper  use  of  child  restraints,  and  the  reduction  of  drunk 
driving. 

We.  in  the  trauma  community,  see  daily  the  human  devastation  due  to  reckless 
driving  and  car  crashes.    Everyday  this  is  reported  in  every  newspaper  --  giving  grueling 
reports  and  pictures  of  car  crashes.    What  we  often  do  not  learn  is  the  lives  saved  due  to 
effective  Emergency  Medical  Services,  those  persons  who  daily  race  to  accident  scenes  and 
rescue  victims.   The  training  of  the  EMS  Squads  is  guided  by  the  work  put  forth  by  NHTSA. 

Since  its  inception,  NHTSA  has  worked  diligently  to  reduce  death  and  disability  from 
highway  crashes  and  negligent  driving.    Its  work  has  resulted  in  better  highway  construction, 
automobile  construction  that  emphasizes  safety,  and  laws  that  mandate  safety,  such  as 
motorcycle  helmet  laws  and  seat  belt  laws. 

Thousands  of  people  are  alive  today  because  of  the  work  done  by  NHTSA. 

NHTSA  has  begun  some  national  initiatives  that  must  continue.    These  include  seat 
belt  usage,  transporting  children  safely,  and  making  our  communities  safer.    All  of  these  will 
reduce  injuries,  save  lives  and  money. 

Of  critical  importance  to  our  communities  is  an  effective  Emergency  Medical  Services 
System.   Thanks  to  NHTSA  most  of  our  communities  have  some  form  of  EMS.    Having  it  in 
place  is  just  the  first  step.   These  systems  need  constant  attention.    Each  system  must  have 
up-to-date,  well-trained  Emergency  Medical  Technicians.   These  are  the  rescuers-the  ones 
who  initially  care  for  injured  victims.    Training  and  certification-schooling  EMT's— is  a 
continuous  job.    NHTSA  sets  the  standard  for  this  training  and  certification.    It  must 
constantly  re-examine  the  role  of  the  pre-hospital  care  personnel.    For  instance,  in  a 
changing  health  care  environment,  ambulance  attendants  may  provide  more  care  in  homes- 
avoiding  the  need  to  transport  a  patient  to  an  ER  and  consequently,  expensive  treatment. 
This  home  care  may  become  very  important  to  managed  care.    We  will  look  to  NHTSA  for 
standards  for  this. 

Regardless  of  what  changes  we  see  in  our  health  care  systems,  car  crashes  will  still 
continue  and  people  will  suffer  life-threatening  injuries  due  to  crashes  and  careless  drivers. 
When  this  happens,  the  EMS  System  in  place,  can  make  the  difference  between  life  and 
death  for  many  victims.   These  systems  do  not  just  happen.    Many  people  assume  this  care  is 
everywhere.    We  see  television  programs,  such  as  "ER"  and  "Chicago  Hope"  and  believe  the 
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same  quality  care  is  everywhere.    It  isn't.    Every  community  must  have  this  as  a  priority 
service.    Who  would  want  to  live  in  a  community  that  could  not  provide  immediate  help 
should  an  emergency  happen  to  them?   NHTSA  works  to  have  these  systems  in  place 
nationwide. 

NHTSA  is  looking  at  all  communities  but  paying  particular  attention  to  rural  areas. 
Here  great  distances  and  fewer  resources  make  rescue  operations  a  challenge. 

Several  years  ago,  I  suggested  to  this  Committee  that  attention  should  be  paid  to 
arming  our  cars  with  devices  that  will  automatically  send  a  distress  signal  should  the  vehicle 
be  in  a  crash.  Using  the  advances  we  have  made  in  electronic  sensors  and  the  Intelligent 
Vehicle  Highway  Safety  Program,  we  could  possibly  know  immediately  when  and  where  a 
crash  takes  place.    This  would  trigger  an  immediate  rescue  operation.    Time  is  critical  in 
rescuing  a  trauma  victim.   The  "golden  hour"  --  the  time  between  the  crash  and  when  a 
victim  needs  to  be  in  a  medical  facility  capable  of  treating  him--can  be  a  hard  requirement  in 
rural  areas.    Technology  can  serve  us  well  here. 

NHTSA  is  our  national  leader  in  EMS  and  highway  safety.    It's  work  is  vital  and 
deserves  to  be  supported.   The  cost  benefit  has  been  proven.    Safety  and  good  care  reduces 
health  care  costs.    Far  more  important  though  is  the  fact  that  safety  and  good  care  saves 
liscs.    Americans  depend  on,  and  daily  use,  cars.    Every  day,  every  hour,  there  arc  several 
car  crashes  that  can  be  and  often  are  devastating.    No  one  is  immune  from  this  danger.    All 
of  us  must  address  this.    We  need  the  good  work  done  by  NHTSA.    Each  of  their  programs 
contributes  to  increasing  safety  for  all  of  us.    We  urge,  especially  that  the  EMS  request  of 
$2,389,000  be  granted  as  well  as  the  other  various  programs,  totalling  $352  million. 

Thank  you. 


AMERICAN  TRUCKING  ASSOCIATIONS,  INC. 

PREPARED  STATEMENT  OF  THOMAS  J.  DONOHUE,  PRESIDENT  AND  CHIEF 

EXECUTIVE  OFFICER 

EXECUTIVE  SUMMARY 


ATA  asks  the  Transportation  and  Related  Agencies  Subcommittee  to  evaluate  the 
Federal  investment  in  transportation  and  target  spending  on  those  programs  that  are 
clearly  national  in  scope  and  economic  significance.   Recognizing  that  severe 
constraints  on  discretionary  spending  will  limit  funding  levels,  ATA  encoui^ges  the 
Subcommittee  to  define  the  national  interest  in  transportation  by  supporting  those 
programs  that  contribute  the  most  to  interstate  and  international  travel  and  commodity 
flows,  national  defense,  safety,  and  research. 

Specifically,  we  urge  the  Subcommittee  to  fund  the  Federal-aid  highway  program 
at  the  ISTEA-authorized  level  of  $20  billion.   These  amounts  should  be  spent  at 
authorized  funding  levels  for  the  National  Highway  System  GVHS),  Interstate 
maintenance  program,  Federal  bridge  program,  FHWA  highway  safety  and  R&D 
programs,  and  the  motor  carrier  safety  assistance  program  (MCSAP).   This  is  the 
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minimum  level  of  funding  to  prevent  deterioration  of  the  core  highway  system  that  the 
nation's  economy  depends  upon  for  mobility,  productivity,  economic  growth,  and 
highway  safety. 

o  The  importance  of  properly  funding  the  NHS  cannot  be  overstated.   The  NHS 

represents  only  4%  of  the  nation's  total  highway  miles  but  carries  40%  of  all  trafTic 
and  75%  of  all  commercial  trafric.   The  core  of  the  NHS  is  the  Interstate  system. 
Sadly,  the  FHWA  finds  that  over  35%  of  urban  Interstates  and  30%  of  rural 
Interstates  are  in  poor  or  mediocre  condition,  while  over  24%  of  Interstate  bridges  are 
classified  as  deficient.   These  deplorable  conditions  can  only  be  remedied  through  full 
funding  of  the  NHS,  Interstate  maintenance  program,  and  a  separate  bridge  program. 

o  The  trucking  industry  is  committed  to  safety  and  has  demonstrated  that  commitment 

through  heavy  investments  in  safety  equipment,  driver  training,  research,  public 
education,  and  programs  to  weed  out  bad  drivers  and  vehicles.   The  commitment  has 
paid  off:    from  1984  to  1994,  the  fatal  accident  rate  for  accidents  involving 
medium  and  heavy  trucks  dropped  37%  despite  a  38%  increase  in  miles  driven  by 
those  trucks.   To  maintain  these  gains,  we  urge  the  Subcommittee  to  continue 
funding  MCSAP  at  least  at  the  FY  1996  level  of  $77.2  million  and  to  continue 
funding  a  variety  of  research  by  FHWA's  Office  of  Motor  Carriers. 

o  The  U.S.  economy  and  the  Highway  Trust  Fund  both  depend  on  trucking.   The 

trucking  industry  is  the  prime  mover  of  American  freight  and  is  three  times  larger 
than  all  other  freight  transportation  modes  combined.    In  1994,  shippers  moved  5.5 
billion  tons  of  freight  by  truck,  spending  78%  of  their  freight  dollars  on  trucking. 
That  $362  billion  outlay  represented  about  5%  of  gross  domestic  product. 
Furthermore,  commercial  trucks  pay  37%  of  Highway  Trust  Fund  taxes.    The  vital 
role  of  trucking  in  the  economy  as  well  as  its  strong  contribution  to  the  Trust 
Fund  both  dictate  that  outlays  be  adequate  and  be  directed  to  the  most 
productive  programs. 

I.    INTRODUCTION 

A.   ATA  Represents  the  Trucking  Industry 

The  American  Trucking  Associations,  Inc.  (ATA)  is  the  national  trade  association  of 
the  trucking  industry.   The  ATA  federation  includes  over  4,400  carriers,  affiliated 
associations  in  every  state,  and  14  specialized  national  associations.   Together,  ATA 
represents  every  type  and  class  of  motor  carrier  in  the  country.    Combined  with  ATA's 
direct  membership,  we  are  a  federation  of  over  34,000  member  trucking  companies  and 
represent  an  industry  that  employs  over  9  million  people.    All  across  the  country,  ATA 
represents  businesses  whose  survival  depends  upon  a  high  quality  and  productive  work  place 
-  the  highway  network. 

ATA  appreciates  the  opportunity  to  submit  testimony  to  the  Appropriations 
Transportation  and  Related  Agencies  Subcommittee.    We  applaud  the  Committee  for  its 
strong  commitment  to  good  highways  and  encourage  the  Committee  to  fund  the  Federal-aid 
Highway  Program  at  the  ISTEA  authorization  level  of  $20  billion  for  1997. 


B.  The  Trucking  Industry  Works  to  Improve  Highway  Safety 

The  trucking  industry  continues  to  work  to  make  travel  on  the  nation's  highways 
safer.   Truck  safety  has  improved  dramatically  because  thousands  of  trucking  companies 
across  the  country  have  made  safety  their  number  one  priority.    Over  the  1984-94  decade, 
while  the  number  of  miles  driven  by  medium  and  heavy  trucks  increased  38%,  the  fatal 
accident  rate  dropped  37%.    Safety  related  legislative  and  other  battles  we  have  fought  for 
and  won  include: 
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0       creation  of  a  single,  national  Commercial  Driver's  License  with  stringent  standards  to 
test  and  license  commercial  drivers; 

o       a  more  than  ten-fold  increase  in  the  number  of  inspections  of  heavy  trucks; 

o       cost-effective  drug  and  alcohol  testing  to  ensure  that  truck  drivers  are  free  of 
substance  abuse  when  they  are  behind  the  wheel; 

0       elimination  of  commercial  zones  in  which  trucks  and  drivers  were  allowed  to  operate 
without  having  to  comply  with  Federal  safety  regulations;  and 

o       a  ban  on  radar  detectors  in  trucks. 

To  make  sure  that  the  latest  technical  improvements  are  fully  employed  to  improve 
truck  safety,  as  an  industry,  we  are  investing  an  additional  $6  billion  over  the  next  ten  years 
to  equip  our  trucks  with  anti-lock  brake  systems. 

We  are  prepared  to  do  even  more.   For  example,  we  are  redoubling  our  efforts  to 
mderstand  and  prevent  safety  problems: 

o       ATA,  in  partnership  with  the  Federal  government  and  several  universities,  is 

investing  millions  of  dollars  through  its  research  foundation  to  investigate  fatigue- 
related  questions.   One  of  the  research  findings  was  a  shortage  of  highway  rest  areas, 
a  situation  which  ATA  worked  with  Congress  to  address  in  the  recent  National 
Highway  System  legislation.   Those  safety  areas  are  now  eligible  for  100%  Federal 
funding. 

o       ATA  is  working  with  the  AAA  Foundation  for  Traffic  Safety,  the  National 

Association  of  Truck  Stop  Operators,  and  the  National  Private  Truck  Council  to 
distribute  crucial  safety  information  and  best  practices  to  all  highway  users. 

o       We  created  and  recently  expanded  the  America's  Road  Team,  a  group  of 

professional  truck  drivers  who  help  teach  motorists  how  to  share  the  road  safely  with 
trucks.   We  are  sponsoring  40  communications  programs  annually  in  major  cities  to 
convey  highway  safety  education,  through  the  local  media,  schools,  and  community 
groups. 

C.   The  Trucking  Industry  Pays  Its  Fair  Share  in  Highway-User  Taxes 

Commercial  trucks  paid  $9.1  billion  in  Federal  highway-user  taxes,  or  37%  of  all 
revenue  paid  into  the  Federal  Highway  Trust  Fund  in  1993,  but  account  for  just  15%  of  all 
motor  vehicle  miles  traveled.   Commercial  trucks  paid  $22.3  billion  in  combined  Federal  and 
state  highway-user  taxes.    Per  gallon,  the  Federal  diesel  fuel  tax  is  24.3  cents  and  average 
state  diesel  fuel  tax  is  20.53  cents  as  of  January  1,  1996. 

Fuel  costs  account  for  anywhere  from  4%  to  20%  of  a  trucking  company's  operating 
revenue,  depending  on  the  nature  of  the  company's  vehicles,  customers,  and  length  of  haul. 
The  burden  the  highway-user  taxes  placed  on  individual  truckers  would  be  easier  to  bear  if 
truckers  were  able  to  recapture  that  expenditure  through  the  increased  productivity  that 
results  when  highway  user-tax  revenues  are  spent  for  their  intended  purpose:  to  improve  the 
highway  system.    But  moneys  from  the  Highway  Trust  Fund  have  been  increasingly  siphoned 
off  for  non-highway  purposes,  including  the  4.3  cents  of  the  Federal  fuel  tax  that  is  deposited 
into  the  general  fund  which  alone  accounts  for  an  estimated  revenue  loss  to  the  Highway 
Trust  Fund  of  $6  billion  per  year. 
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D.   The  Trucking  Industry  Plays  a  Vital  Role  in  the  U.S.  Economy 

American  industry  depends  on  reliable  and  efficient  freight  movement  to  distribute 
American-made  goods  and  services  to  expanding  markets  worldwide.   The  trucking  industry 
is  the  prime  mover  of  American  freight  and  is  3  times  larger  than  all  other  transportation 
modes  combined.  In  1994,  shippers  moved  5.5  billion  tons  of  freight  by  truck,  spending 
78%,  or  $362  billion  of  their  freight  dollars  on  trucking.'  Trucking  revenues  equal  5%  of 
the  GNfP.   Trucking  firms  employ  9  million  people,  providing  1  out  of  10  civilian  jobs. 

The  annual  Freight  Transportation  Forecast  prepared  by  DRI/McGraw  Hill  defines  the 
size  and  structure  of  the  United  States  freight  transportation  market  and  forecasts 
fundamental  changes  for  each  freight  mode  for  the  10-year  period  ending  in  2004.   The 
baseline  forecast  uses  a  moderate  Gross  Domestic  Product  (GDP)  annual  growth  rate  of 
2.6%  and  finds  that  the  volume  of  freight  moved  by  the  trucking  industry  will  increase 
19.1%  by  2004,  from  5.5  billion  tons  in  1995  to  6.5  billion  tons,  and  the  value  of  freight 
moved  will  increase  20.6%,  from  $362  billion  to  $437  billion.'   See  Chart  1  (attached). 
Other  research  reports  an  additional  600,000  trucks  will  be  on  the  road  by  the  year  2000. 
More  optimistic  growth  in  the  annual  GDP  would,  of  course,  result  in  more  goods  being 
shipped  by  truck. 

Economic  research  finds  that  the  rate  of  return  from  investing  in  the  nation's  highway 
is  large.  Much  of  the  economic  gains  from  investing  in  the  nation's  highway  system  is  due 
to  improvements  in  trucking  productivity.  The  Economic  Importance  of  the  National  Highway 
System^  shows  how  individual  firms  have  used  precisely  timed  and  frequent  trucking  services 
to  reduce  product  cycle  times,  reduce  inventory  costs,  and  other  broad  cost-effective  plans  to 
expand  markets  and  tap  into  new  resources. 

Recent  productivity  gains  for  American  industry  result,  in  large  measure,  from  the 
following  structural  and  other  operational  changes  which  show  an  increasing  dependence  on 
reliable  and  efficient  trucking  operations: 

o        To  stay  competitive,  many  businesses  had  to  downsize  and  restructure.    New 

knowledge-based  manufacturing  industries  produce  higher-valued  goods  with  shorter 
product  cycles,  using  processes  that  quickly  conform  to  rapidly  changing  demand. 
This  often  results  in  the  need  for  more  frequent  and  precisely  timed  low-volume, 
high-value  shipments. 

o       To  cut  costs,  goods  manufacturers  have  reduced  inventories  at  all  stages  of 

production.    Rather  than  warehousing  goods,  they  rely  on  a  steady  stream  of  well- 
managed  truck  deliveries  to  ensure  ready  access  to  raw  materials,  parts,  and  final 
goods.    In  a  sense,  the  trucking  industry  has  converted  the  Interstate  highway  system 
to  a  moving  warehouse  able  to  adjust  inventories  quickly  to  shifts  in  domestic  and 
international  demand  for  U.S.  goods  and  services. 

o       Shipping  of  U.S.  manufacturing  inputs  has  been  decentralized,  with  parts  and  partially 
assembled  goods  coming  from  all  over  the  world  to  the  U.S.  for  final  assembly. 
Distribution  of  finished  products  has  become  more  centralized.    Manufacturers  depend 
on  fewer  distribution  centers  to  serve  the  entire  nation.    Both  changes  increase  the 
demand  for  efficient  freight  movement. 


'  U.S.  Freight  Transportation  Forecast. ..to  2004.  DRl/McGraw  Hill,  Executive  Summary, 
February,  1996.  p  6. 

'  Ibid,  pp  9-10. 

'  The  Economic  Importance  of  the  National  Highway  System  with  Case  Examples.    Apogee 
Research,  Inc.   February,  1994. 
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o       The  doubling  of  international  trade  from  12%  to  25%  of  GDP  in  the  last  25  years  has 
contributed  strongly  to  U.S.  economic  growth.    International  trade  with  Canada 
reached  $195.9  billion  in  1994  and  $83  billion  with  Mexico  in  1993.  Ninety  percent 
of  the  goods  crossing  U.S.  land  borders  are  shipp)ed  by  truck. 

o       Expansion  of  the  service  industry  requires  faster  and  improved  freight  services.  The 
distribution  of  ingredients  to  fast  food  outlets,  merchandise  for  retail  outlets,  and 
documents  for  the  financial  and  information  services  industry  all  increase  the  demand 
for  truck  deliveries. 

ATA  is  concerned  that  at  present  levels  of  investment,  the  nation's  highway  system 
will  not  be  sufficient  to  support  the  freight  movement  required  to  sustain  economic  growth. 
With  net  profit  margins  slipping  to  1.8%  and  operating  expenses  increasing  6%  over  the 
previous  year  in  the  third  quarter  of  1995*,  the  trucking  industry  cannot  afford  the  increased 
costs  associated  with  poorly  maintained  highways  or  the  delays  in  delivery  due  to  lack  of 
sufficient  highway  capacity.    Nor  can  the  consumers  and  industries  it  serves. 

E.   Conditions  and  Performance  of  the  Nation's  Highway  System 

The  Intermodal  Surface  Transportation  Efficiency  Act  (ISTEA)  recognized  that  a  well 
maintained  highway  system  is  key  to  American  industrial  growth  as  highly  competitive 
economic  forces  sweep  the  globe.    ISTEA  calls  for  a  productive  and  well  connected  highway 
system  linking  all  modes  together  to  form  a  seamless  transportation  network  that  will 
"enhance  the  nation's  economic  competitiveness  in  an  increasingly  global  economy." 

Although  all  categories  of  highway  traffic  are  increasing,  little  new  highway  capacity 
has  been  added  in  recent  years  through  construction.  According  to  FHWA's  report,  1995 
Sta/us  of  the  Nation's  Surface  Transportation  System:   Conditions  and  Performance,  the  goals 
of  good  highways  are  in  jeopardy:' 

o       Over  35%  of  urban  Interstates  and  30%  of  rural  Interstates  are  in  poor  or  mediocre 
condition.  (Poor  conditions  require  immediate  improvement  and  mediocre  require 
improvement  in  the  near  future.) 

o       Over  24%  of  the  bridges  on  the  Interstate  system  are  classified  as  deficient.   Twenty- 
eight  percent  of  the  bridges  on  all  other  arterial  highway  systems  are  deficient. 

The  number  of  trips  taken  by  all  Americans  has  doubled  over  the  last  decade,  with 
total  trips  growing  three  times  faster  than  the  population.*  Yet  highway  capacity  has 
remained  relatively  constant.so  congestion  has  increased.   In  1990,  the  total  costs  for 
congestion  for  the  50  urban  areas  studied  was  approximately  $43.2  billion.'  Congestion 
costs  can  be  determined  per  vehicle.    In  Washington,  DC  congestion  costs  $1,420  per 
vehicle,  in  San  Bernardino,  CA  $1,320,  and  in  New  York  City,  NY  $1,090.'   Each  year 
more  travelers  in  more  areas  are  affected  by  congestion. 


*  Motor  Carrier  Quarterly  Report.  Trucking  Information  Services,  Inc.  Third  Quarter  Edition 
1995. 

'   1995  Status  of  the  Nation's  Surface  Transportation  System:  Conditions  and  Performance, 
Federal  Highway  Administration,  pp.  101-153. 

'  Conditions  and  Performance,   p.  xii. 
'  Conditions  and  Performance,  p  104. 

•  Roadway  Congestion  Estimates  and  Trends-1990.  Texas  Transportation  Institute.  March  1993. 
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The  FHWA  1995  Conditions  and  Performance  Report  estimates  an  annual  investment 
from  all  levels  of  government  of  $65  billion  is  required  to  improve  the  nation's  highway 
system,  with  half  of  the  total  investment  needed  to  improve  capacity  on  urban  Interstates. 
The  Conditions  and  Performance  Report  estimates  a  $2.60  return  for  every  $1  investment  for 
their  recommended  total  annual  investment  of  $65  billion.  The  Congressional  Research 
Service  reports  that  each  $1  billion  invested  in  our  nation's  highway  infrastructure  is 
associated  with  24,300  jobs.    Of  these,  10,640  jobs  are  created  in  highway  construction  and 
13,660  jobs  are  due  to  increased  output  and  private  sector  growth.' 

ATA  believes  the  Federal  government  is  under-investing  in  the  nation's  key 
highways.    At  present,  the  United  States,  a  world  class  economy,  is  investing  less  than  one 
half  of  one  percent  of  the  GNP  in  the  public  capital  stock,  primarily  highways.   This  is  down 
50%  since  the  1960-64  period.    Failure  to  invest  in  public  capital  stock  will  seriously 
constrain  future  economic  growth,  limit  productivity,  and  contribute  to  a  continued  trend  of 
limited  wage  growth  for  American  workers.   See  Chart  2  (attached). 

ATA  urges  the  Congress  to  invest  in  the  nation's  highways  to  promote  economic 
growth,  improve  productivity,  and  create  more  jobs  and  higher  wages. 

F.    1995  Conditions  and  Performance  Report  Understates  Highway  Travel  Forecasts 

The  magnitude  of  the  highway  investment  requirements  reported  in  FHWA's  1995 
Conditions  and  Performance  Report  is  staggering  when  compared  to  available  Federal  funds. 
However,  if  the  report  had  not  used  ad  hoc  methods  to  shift  travel  demand  from  highway  to 
mass  transit,  the  annual  investment  requirements  to  maintain  or  improve  the  nation's  highway 
system  would  be  even  higher. 

Investment  requirements  reported  in  FHWA's  1995  Conditions  and  Performance 
Report  are  based  on  the  assumption  that  the  traveling  public  in  the  33  largest  urbanized  zones 
will  reduce  travel  by  30%  below  State  DOT  forecasts  (1.5%  compared  to  2.2%)'"  and 
below  the  rate  of  growth  in  highway  travel  for  the  jjeriod  1966  to  1993  (1.5%  compared  to 
3.4%)".   The  report  goes  on  to  state  that  these  reductions  in  highway  travel  would  only 
occur  if  "aggressive"  transportation  demand  strategies  are  implemented  and  successful  in 
achieving  their  goal  of  getting  people  out  of  their  cars  and  on  to  mass  transit.   The  report 
also  identifies  trends  that  clearly  show  the  American  public  has  changed  the  way  it  chooses 
to  travel  "in  ways  that  are  difficult  to  serve  with  transit  or  other  alternatives  to  driving 
alone"'^  a  finding  that  directly  contradicts  the  report's  basic  assumption  that  30%  of 
highway  travel  can  be  diverted  to  mass  transit. 

n.   TRANSPORTATION  FUNDING-DIITICULT  CHOICES 

A.    ATA  Recognizes  Serious  Funding  Pressures 

The  American  Trucking  Associations  recognizes  serious  funding  pressures  that  constrain 
all  federal  discretionary  spending.    In  light  of  these  constraints,  ATA  encourages  the 
Subcommittee  on  Appropriations  Transportation  and  Related  Agencies  to  set  two  priorities 
when  considering  the  Federal  Highway  Program. 

•  Highway  Construction:   Its  Impact  on  the  Economy.   Congressional  Research  Service.   Library 
of  Congress,  #93-21E,  January  6,  1993. 

'"  Exhibit  5.2,  Conditions  and  Performance,  p  164. 

"   Conditions  and  Performance,  p.  163. 

"  Conditions  and  Performance,   p.  xvi. 
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First,  funding  the  basic  highway  programs  that  are  cleariy  national  in  scope  and 
economic  significance  should  take  priority.  FHWA  estimates  that  $49.7  billion  is  required 
from  Federal,  state,  and  local  governments  just  to  keep  the  highway  system  from  further 
deterioration  and  $65  billion  is  required  to  improve  the  system.  In  light  of  these  urgent 
highway  needs,  ATA  encourages  the  Committee  to  continue  to  retain  the  integrity  of  the 
Highway  Trust  Fund  by  appropriating  funds  to  the  basic  highway  programs  in  accordance 
with  annual  incoming  revenues. 

Second,  ATA  encourages  the  Committee  to  spend  annual  incoming  revenues  to  the 
Highway  Trust  Fund.  Last  year,  only  92.1%  of  FY  1995  income  to  the  Highway  Trust  Fund 
highway  account  was  actually  spent.    Final  figures  for  FY  1995  show  that  income  to  the 
Highway  Trust  Fund  highway  account  amounted  to  $20.9  billion-versus  a  total  disbursement 
of  $19.5  billion.   The  annual  surplus  of  $1.4  billion  brings  the  total  surplus  in  the  highway 
account  of  the  Highway  Trust  Fund  to  $9.4  billion  at  the  close  of  the  1995  fiscal  year,  or  a 
17.5%  increase. 

The  Highway  Trust  Fund  surpluses  will  continue  to  increase  now  that  2.5  cents  of  the 
fuel  tax  that  was  diverted  to  the  General  Fund  for  deficit  reduction  has  been  returned  to  the 
Highway  Trust  Fund,  with  2  cents  dedicated  to  the  highway  account  of  the  Trust  Fund.  The 
Treasury  Department's  FY  1996  Mid-Session  Review  estimates  $21.2  billion  in  highway-user 
tax  revenue  will  be  deposited  in  the  highway  account  of  the  Highway  Trust  Fund  in  FY 
1996.    ATA  does  not  believe  that  the  highway  account  surplus  should  be  allowed  to  continue 
to  accumulate  at  the  current  rate. 


ATA  asks  the  Subcommittee  to  reevaluate  the  diversion  of  highway-user  fees  to  non- 
highway  purposes  in  light  of  the  current  fiscal  realities. 


III.    ATA  SUPPORTS  WELL-TARGETED  INVESTMENT  IN  THE 
NATION'S  INFRASTRUCTURE 

We  encourage  the  Subcommittee  to  fund  the  Title  I  Federal-aid  Highway  Program  at 
the  level  of  the  ISTEA  $20  billion  authorization.    In  light  of  current  budget  constraints  and 
urgent  highway  needs,  ATA  encourages  the  Committee  to  retain  authorized  funding  levels 
for  core  highway  programs:  the  National  Highway  System,  the  Interstate  Maintenance 
Program,  the  Faleral  Bridge  Program,  and  FHWA  Highway  Safety  (402)  Program,  the 
FHWA  Highway  R&D  (403)  Program,  and  the  Motor  Carrier  Safety  Assistance  Program 
(MCSAP). 

A.   National  Highway  System 

ATA  encourages  the  Subcommittee  to  target  scarce  Federal  dollars  to  fund  the 
National  Highway  System  (NHS).   The  NHS  represents  only  4%  of  the  nation's  total 
highway  miles  but  carries  40%  of  all  traffic  and  75%  of  all  commercial  traffic.   The  Federal 
Highway  Administration  reported  to  Congress  on  December  9,  1993  "the  National  Highway 
System  (NHS)  will  serve  as  the  backbone  of  a  national  intermodal  transportation  network." 
The  NHS  program  ad  'resses  the  problem  of  movement  within  cities  -  reflected  in  the  fact 
that  25%  of  all  NHS  miles  are  within  urban  areas.   Just  as  important,  these  areas  must  be 
linked  together  and  bound  to  our  rural  and  suburban  areas  and  our  NAFTA  partners  by  a 
system  of  roads,  highways,  and  bridges  which  are  interconnected  to  the  appropriate  rail, 
airport,  and  port  facilities. 

The  National  Highway  System  is  a  program  that  maximizes  the  efficiency  of  past 
highway  investment.    In  fact,  only  2%  of  the  NHS  involves  newly  constructed  roadways. 
The  program  calls  for  the  maintenance,  preservation,  and  improvement  of  159,0(X)  miles  of 
road  deemed  by  FHWA  and  the  Congress  as  most  critical  in  meeting  America's  future  civil 
and  defense  transportation  needs. 
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FHWA's  1995  Conditions  and  Performance  Report  states  that  the  annual  cost  to 
maintain  the  NUS  is  $23.8  billion  and  to  improve  the  NHS,  $31.9  billion  is  needed.    ATA 
encourages  the  Committee  to  fund  the  National  Highway  System  at  the  ISTEA  authorization 
level  of  $3.6  billion,  which  is  only  15%  of  what  is  needed  just  to  maintain  the  system 
without  further  deterioration. 

B.  The  Bridge  Program 

ATA  supports  a  separate  appropriation  for  the  bridge  program.    Maintaining  our 
nation's  bridges  is  imperative  for  safe  and  efficient  highway  travel  for  both  passengers  and 
freight.    A  total  of  1 1,035  bridges  on  the  rural  Interstate  System  are  classified  as  deficient, 
as  are  28,063  of  the  bridges  on  the  Urban  Interstate  System.    Here  in  the  Washington  area 
we  see  the  safety  and  congestion  problems  created  by  the  old  and  deficient  Woodrow  Wilson 
Bridge. 

FHWA  estimates  an  annual  investment  over  the  next  20  years  of  $5.1  billion  is 
needed  to  ensure  that  the  nation's  bridges  deteriorate  no  further.  ISTEA  authorizes  $2.76 
billion  for  the  bridge  program.    ATA  encourages  funding  the  nation's  bridge  program  at  least 
at  this  level. 

C.  Innovative  Finance  and  State  Infrastructure  Banks 

ATA  recognizes  that  current  Federal  budgetary  conditions  limit  Federal  investment  in 
the  nation's  highway  system.   The  ability  to  leverage  Federal  funds  may  increase  the  number 
of  projects  a  State  can  fund  in  a  given  time  period.    ATA  cautions  that  private  sector 
investment  is  not  a  substitute  for  government  funding  and  that  the  rate  of  return  for  some 
projects  deemed  essential  to  the  national  interest  will  not  be  sufficient  to  attract  private 
investors.    ATA  also  believes  that  the  maintenance  of  the  Interstate  system  is  a  shared 
Federal  and  state  responsibility  so  that  the  Interstate  system  should  remain  toll-free. 

States  have  asked  for  the  freedom  to  use  innovative  financing  techniques  to  leverage 
Federal  grant  money.    ATA  supports  the  pilot  program  for  State  Infrastructure  Banks  created 
in  the  recent  NHS  legislation.    However,  no  further  changes  should  be  made  in  the  program 
until  Congress  has  had  the  opportunity  to  review  the  results  of  those  pilot  activities. 

D.  Truck  Safety  and  Related  Research 

ATA  supports  full  funding  at  authorized  levels  of  the  FHWA  Highway  Safety  (402) 
Program,  and  the  FHWA  Highway  R&D  (402)  Program  as  integral  to  the  national  interest  in 
safe,  efficient,  and  well  designed  highway  system.    ATA  continues  to  support  the  following 
programs. 

—  Motor  Carrier  Safety  Assistance  Program  (MCSAP) 

The  trucking  industry  has  long  been  a  strong  supporter  of  efforts  to  improve  highway 
safety.   The  trucking  industry  continues  to  promote  and  invest  in  highway  safety  programs. 
ATA  fully  backs  funding  of  efforts  to  get  to  the  root  causes  of  highway  safety  issues.    We 
have  fully  supported--and  we  appreciate—efforts  of  this  Subcommittee  to  fund  safety 
initiatives,  such  as  the  Motor  Carrier  Safety  Assistance  Program  (MCSAP),  which  pays  for 
state  inspectors  and  roadside  inspection  programs.    ATA  encourages  the  Subcommittee  to 
fund  MCSAP  at  full  authorization  level  of  $85  million,  as  proposed  in  the  Adminstration's 
FY  1997  budget. 

—  Office  of  Motor  Carriers 

ATA  supports  the  Office  of  Motor  Carrier  (OMC)  research  goal  of  using  human 
factors  research,  built  upon  data  collection  and  analysis,  to  reduce  commercial  vehicle 
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accidents,  fatalities,  and  injuries.   ATA  applauds  the  Congressionally-directed  studies  related 
to  sleep  apnea,  in-cab  fitness  for  duty,  and  driver  fatigue  and  alertness. 

Trucking  company  management,  dispatchers,  and  drivers  themselves,  as  well  as  the 
regulators,  need  more  information  about  fatigue  in  commercial  operations.    Each  group  needs 
to  know  how  the  factors  under  their  control  affect  the  fatigue  impairment  risk.    Simple 
predictive  techniques,  diagnostic  tools,  and  decision  aids  can  and  should  be  developed  to 
permit  the  operational  community  to  use  scientifically  sound  information  in  making  decisions 
about  scheduling  work  and  rest  in  commercial  driving. 

ATA  recommends  OMC  extend  fatigue  research  to  find  methods  that  apply  real  time 
and  continuous  motoring  of  driver  fitness  for  duty.   Current  research  on  driver  fatigue  and 
alertness  do  not  help  the  trucking  industry  apply  existing  monitoring  methods  and 
technologies  efficiently  in  commercial  vehicles. 

The  involvement  of  the  trucking  industry  in  all  phases  of  the  current  research  has 
contributed  immeasurably  to  the  applicability  and  value  of  the  results  and  will  greatly 
increase  industry  understanding  of  fatigue.   The  trucking  industry's  involvement  in  OMC 
research  should  be  continued  and  expanded  as  the  benefits  of  industry  and  government 
working  together  are  realized. 

ATA  believes  that  OMC  should  continue  to  educate  motor  carriers  about  its  safety 
programs  and  should  turn  to  draconian  penalty  measures  only  when  the  carrier  has  not 
responded  to  education  and  training. 

—       Intelligent  Transportation  Systems 

ATA  supports  a  targeted  Federal  investment  to  fund  selective  deployment  of  ITS 
components  for  Commercial  Vehicle  Operations  (CVO)  that  meet  established  standards. 
Deployment  of  ITS  technologies  in  the  commercial  vehicle  sector  will  largely  be  achieved  by 
private  sector  firms  and  through  innovative  public-private  infrastructure  partnerships. 

ATA  believes  that  Federal  funds  should  be  used  for  ITS  deployment  should  be 
invested  only  where: 

0       a  government  role  is  indispensable; 

o       the  technology  is  proven  and  reliable;  and 

o       institutional  barriers  to  deployment  can  be  resolved  equitably. 

Without  imposing  rigid  deployment  mandates  on  the  states,  any  Federal  ITS 
deployment  plan  should  be  developed  with  three  basic  ideas  in  mind: 

First,  the  project  must  be  VOLUNTARY  on  the  part  of  motor  carriers.   That  is, 
projects  must  involve  no  government  mandates  for  equipment  or  operations; 

Second,  the  project  must  be  COST-EFFECTIVE.  This  seems  obvious,  but  it  appears 
just  as  obvious  that  some  IVHS  proposals  have  not  undergone  the  cost-benefit  analysis 
required  to  promote  the  efficiencies  of  the  free  market;  and 

Third,  the  project  must  employ  technology  that  is  INTEROPERABLE  with  that  used 
in  other  ITS  projects.    Carriers  should  not  have  to  utilize  a  multitude  of  different  or 
conflicting  technical  devices  to  take  advantage  of  what  are  supposed  to  be  helpful 
innovations. 

ATA  urges  Congress  to  measure  all  future  ITS  appropriations  for  CVO  against  these 
important  principles. 


150 


IV.   REAUTHORIZATION-ATA'S  VISION  OF  THE 
FUTURE  HIGHWAY  PROGRAM 

ATA  would  like  to  outline  its  vision  of  the  future  highway  program  as  it  relates  to 
transportation  reauthorization  legislation. 

ATA  would  streamline  the  national  transportation  program  to  make  sure  the  revenues 
from  the  Highway  Trust  Fund  are  spent  to  address  urgent  highway  and  bridge  needs.    ATA 
encourages  Congress  to  redefine  the  Federal  interest  in  the  national  transportation  program 
to: 

o       support  the  National  Highway  System  as  the  transportation  network  of  national 

significance  with  respect  to  interstate  commerce  and  personal  mobility,  international 
trade,  and  national  defense; 

o       support  existing  Federal  safety  and  research  programs  to  ensure  personal  safety  on  the 
nation's  highways  and  to  promote  efficiency  in  highway  maintenance  and 
construction; 

o       promote  economic  efficiency  in  freight  movement; 

o         realign  the  Federal  transportation  programs  to  include  the  National  Highway  System, 
the  Interstate  Maintenance  Program,  the  Federal  Bridge  Program,  and  the  highway 
and  Motor  Carrier  Safety  Assistance  Programs; 

o  give  States  the  flexibility  to  respond  to  changing  transportation  conditions  by  giving 
them  greater  control  over  intrastate  transportation  programs  and  other  transportation 
programs  that  are  not  directly  linked  to  the  Federal  program. 

V,    CONCLUSION 

ATA  urges  Congress  to  provide  the  Department  of  Transportation  with  appropriations 
adequate  to  maintain  the  nation's  highway  system.   The  inevitable  funding  shortfall  between 
investment  requirements  just  to  maintain  the  system  at  current  conditions  and  ISTEA 
authorized  levels  requires  the  Congress  to  target  Federal  investment  to  those  programs  that 
are  clearly  national  in  scope  and  economic  significance.   That  shortfall  argues  strongly 
against  diverting  funds  from  the  highway  account  of  the  Highway  Trust  Fund  to  other 
transportation  purposes  or  not  fully  spending  annual  revenues. 

American  industry,  more  than  ever,  depends  on  reliable,  efficient,  and  timely  freight 
movement.    ATA  encourages  the  Congress  to  prioritize  Federal  investment  in  the  nation's 
transportation  program  and  consider  the  urgent  funding  needs  reported  by  FHWA  to  maintain 
the  nations  highways  and  bridges.    By  investing  in  the  NHS,  Congress  will  ensure  that  the 
nation's  infrastructure  is  able  to  support  a  growing  economy  into  the  twenty-first  century. 

ATA  urges  the  Congress  to  continue  funding  Federal  safety  and  research  programs  as 
integral  to  a  well-balanced  national  transportation  program. 

ATA  thanks  you  for  the  opportunity  to  provide  our  comments. 
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Federal  Spending  on  Infrastructure 
Capital  as  a  Percent  of  GDP 
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PREPARED  STATEMENT  OF  THE  NATIONAL  ASSOCIATION  OF  GOVERNORS' 
HIGHWAY  SAFETY  REPRESENTATIVES 

I.  Introduction 

The  National  Association  of  Governors'  Highway  Safety  Representatives  (NAGHSR)  is  the  national 
association  of  state  highway  safety  offices.  Its  members  are  appointed  by  their  Governors  to  develop  and 
implement  state  highway  safety  programs  and  to  administer  the  federal  highway  safety  grant  programs  for 
their  respective  states.  The  Association  is  primarily  concerned  with  driver  behavior  issues  (such  as  impaired 
driving,  occupant  protection,  pedestrian,  bicycle,  and  motorcycle  safety)  as  well  as  traffic  records,  roadway 
safety,  emergency  medical  services,  and  safety  management  systems. 

II.  NHTSA  402  Program 

The  U.S.  Department  of  Transportation  has  requested  level  funding  of  $123  million  for  the  National 
Highway  Traffic  Safety  Administration  (NHTSA)  portion  of  the  Section  402  State  and  Community  Highway 
Safety  grant  program  in  FY  97.  NAGHSR  supports  this  request.  We  greatly  appreciated  the  increase  in 
402  funding  for  FY  96,  and  we  urge  the  Appropriations  Committee  to  fund  the  program  at  the  requested 
level. 

The  402  program  provides  seed  money  to  states  to  help  them  develop  and  implement  state  and  community 
highway  safety  programs.  The  program  has  been  a  major  contributor  to  increased  safety  belt  use,  reduced 
impaired  driving,  improved  traffic  records  systems  and  emergency  medical  services  as  well  as  reductions  in 
pedestrian,  motorcycle,  and  bicycle  fatalities  and  injuries.  The  402  program  has  also  helped  states  support 
the  passage  of  state  laws,  improved  enforcement  of  existing  laws,  and  has  been  a  major  contributor  to 
changed  public  attitudes  about  safety  through  state  safety  educational  programs.  The  402  program 
enabled  states  to  collect  data  to  develop  state  and  local  programs  which,  in  turn,  have  led  to  substantial 
reductions  in  health  care  costs. 

Even  though  402  program  funding  is  less  than  1%  of  the  entire  federal-aid  highway  program,  it  has  been  a 
highly  successful  one.  According  to  NHTSA's  recent  report,  The  Highway  Safety  Assessment:  An  Interim 
Report,  the  highway  safety  program  is  "a  textbook  example  of  how  a  small  amount  of  Federal  funding  can 
catalyze  significant  changes  in  the  nation's  approach  to  safety."    The  report  evaluated  highway  safety 
programs  in  four  states  that  were  implemented  from  1980-1993.  The  study  found  that  402  funding  was  the 
catalyst  for  new  programs  in  90%  of  the  projects  evaluated;  that  75%  of  the  safety  projects  eventually 
obtained  partial  or  complete  funding  from  non-federal  sources;  and  that  78%  of  the  projects  were 
expanded  to  other  areas  of  the  state.  The  study  found  that  45%  of  the  projects  would  never  have  been 
started  or  would  have  been  discontinued  in  the  absence  of  402  funds. 

Program  management  for  the  402  program  has  been  changed  over  the  last  year,  making  it  an  even  better 
one.  NHTSA,  with  considerable  input  from  NAGHSR  members,  has  redesigned  the  program  so  that  the 
administration  is  performance-based.  Under  a  pilot  program  that  was  initiated  this  current  fiscal  year,  states 
set  their  own  highway  safety  performance  goals  which  are  approved  by  the  NHTSA  regional  office.  Each 
state  develops  a  planning  document  which  specifies  how  it  will  reach  its  goals  and  submits  the  document  to 
the  NHTSA  regional  office  for  information  purposes  only.  The  states  implement  their  planned  programs 
and  then  evaluate  them  to  see  if  they  have  been  successful.    If  the  state  has  not  met  its  goals  in  a 
particular  program  area,  the  regional  office  staff  will  work  with  the  state  to  suggest  approaches  that  might 
be  more  successful.  The  regional  offices  also  offer  training  and  technical  assistance  to  help  states  develop 
and  implement  their  programs. 

The  revised  402  program  management  allows  the  states  to  develop  and  implement  their  own  highway 
safety  programs  in  partnership  with  the  federal  government  rather  than  heavy-handed  federal  oversight. 
This  new  approach  gives  the  states  the  flexibility  to  meet  their  own  performance  goals  without  dictating  how 
those  goals  should  be  met.  The  sixteen  states  that  are  participating  in  the  FY  96  pilot  program 
overwhelmingly  support  this  more  flexible  approach.  Forty  states,  three  territories,  and  the  District  of 
Columbia  have  already  indicated  that  they  intend  to  participate  in  the  pilot  for  FY  97.  It  is  anticipated  that  all 
the  states  and  territories  will  be  participating  in  the  redesigned  402  program  by  FY  98. 

NHTSA  estimates  that  the  402  program  has  resulted  in  potential  costs  savings  of  $8.8  billion  as  a  result  of 
lives  saved.  The  Agency  also  estimates  that  total  benefits  of  traffic  safety  programs  (driver  behavior  and 
certain  roadway  safety  programs)  exceed  their  costs  by  31  to  1.  The  economic  benefits  (excluding  factors 
for  pain  and  suffering  or  loss  of  life)  of  traffic  safety  programs  exceed  their  costs  by  9  to  1 .  These  ratios  are 
ones  shared  by  few,  if  any,  other  federal  programs. 

Since  the  402  program  is  the  basis  for  everything  the  state's  do  in  highway  safety.  NAGHSR's  first  priority  is 
to  ensure  the  continuation  of  the  program.  Even  though  the  budget  deficit  has  made  it  difficult  to  fund 
federal  programs,  NAGHSR  firmly  believes  that  continued  funding  for  the  402  program  is  justified  and  very 
defensible  in  terms  of  human  and  economic  savings.  We  urge  you  to  fund  the  program  at  the  requested 
level. 


153 


III.  Safe  Communities 

The  U.S.  Department  of  Transportation  has  requested  an  additional  $23.5  million  in  402  funds  for  Safe 
Communities  programs  over  f^  96  levels.  The  intent  of  this  initiative  is  to  build  on  the  experiences  states 
have  in  developing  community  traffic  safety  programs  (CTSPs),  to  develop  programs  that  are  based  on 
community-level  data,  and  to  reach  out  to  new  partners,  particularly  public  health  organizations  and  private 
businesses. 

State  experience  has  shown  that  CTSPs  are  one  of  the  most  effective  ways  of  addressing  highway  safety 
problems.  Once  a  community  establishes  a  CTSP  and  has  coordinated  its  program  with  the  state,  it  is  likely 
to  become  institutionalized  within  the  local  bureaucracy  (such  as  city  or  county  government,  local  law 
enforcement  agency,  etc.)  and  has  a  greater  chance  of  surviving  after  federal  funding  has  run  out.  The 
federal  funds  help  the  local  government,  with  state  guidance  and  assistance,  to  test  their  ideas  on  highway 
safety  and  demonstrate  to  the  public  and  private  sectors  the  cost-effectiveness  of  such  programs. 

The  local  approach  gives  communities  the  flexibility  to  structure  highway  safety  programs  in  a  way  that 
meets  their  local  needs  yet  in  a  manner  consistent  with  the  state's  own  safety  program.  Communities  can 
more  effectively  mobilize  local  public  and  private  resources  and  target  those  at  highest  risk  in  their 
communities  since  they  have  the  greatest  familiarity  with  the  resources,  problems,  and  opportunities  within 
their  own  jurisdictions.  The  states  can  supplement  local  highway  safety  activity  by  providing  data, 
information,  training,  and  technical  assistance,  coordinating  programs,  helping  the  community  use  its 
federal  funds  to  leverage  local  and  private  resources,  serving  as  a  clearinghouse  for  community  safety 
programs  in  the  state,  coordinating  with  other  state  agencies  when  necessary,  and  maintaining  oversight  of 
the  program. 

We  believe  that  the  Safe  Communities  program  will  offer  many  benefits  and  will  do  so  in  a  manner 
consistent  with  the  402  program  and  current  community  traffic  safety  programs.  The  Safe  Communities 
program  is  Intended  to  bring  a  whole  new,  very  Important  set  of  players  --  the  public  health/injury  prevention 
community  -  to  the  table.  The  public  health  community  has  developed  and  implemented  community 
programs  for  years  (through  such  federal  programs  as  the  Community  Partnership  grant  program  funded 
by  the  U.S.  Department  of  Health  and  Human  Services),  so  their  expertise  may  help  ensure  the  success  of 
these  programs.  They  have  access  to  the  kind  of  injury  data  (e.g.  ambulance  run  reports,  hospital 
discharge  data,  trauma  registries)  that  could  be  linked  with  crash  data  to  develop  a  more  comprehensive 
picture  of  highway  safety  problems  and  potential  solutions.  They  have  access  to  resources  (both  public 
and  private)  that  have  been  relatively  untapped  for  highway  safety  purposes.  With  additional  resources  and 
demonstrated  successes  (funded  with  federal  seed  money),  the  chances  are  greater  that  the  community 
traffic  safety  programs  will  attract  public  health  dollars  and  become  self-sufficient. 

Involvement  of  the  public  health  community  will  also  help  control  health  care  costs  within  the  states.  Traffic 
crashes  are  extremely  costly:  NHTSA  estimates  that  crashes  cost  the  country  $137.5  billion  annually,  $14 
billion  of  which  is  direct  medical  costs  and  $50  billion  of  which  are  costs  to  employers.  By  preventing  those 
crashes  in  the  first  place,  enormous  health  care  savings  can  be  realized. 

Although  the  program  was  just  publicly  initiated  in  March,  and  it  is  far  too  soon  to  determine  its  success, 
there  appears  to  be  a  tremendous  amount  of  interest  in  It.  NHTSA,  NAGHSR  and  the  State  and  Territorial 
Injury  Prevention  Directors  Association  (STIPDA)  held  a  meeting  on  Safe  Communities  on  April  13-14.  One 
hundred  twenty  attendees  were  expected,  but  nearly  250  state  and  local  highway  safety,  public  health  and 
other  community  leaders  actually  attended. 

In  NAGHSR's  view,  Safe  Communities  is  one  of  the  most  promising  approach  to  highway  safety  that  has 
been  developed  in  many  years  and  sets  a  positive  course  for  the  future.  NAGHSR  strongly  supports  the 
Safe  Communities  initiative  and  urges  that  additional  funds  should  be  set  aside  for  the  program. 

IV.  FHWA  402  Program 

The  Administration  has  requested  $15  million  for  the  Federal  Highway  Administration  (FHWA)  portion  of  the 
402  program  and  has  sought  to  combine  the  NHTSA  and  FHWA  402  budget  into  a  single  budget  request. 
NAGHSR  very  strongly  supports  both  proposals. 

The  FHWA  402  program  functions  as  a  planning  program  for  roadway  safety.  The  program  provides  a 
critical  link  between  highway  construction  and  driver  behavior  by  ensuring  that  traffic  on  new  and  upgraded 
roadways  is  controlled  and  that  safety  information  is  provided  to  drivers  through  proper  signage.  It  also 
provides  funding  for  work  zone  safety,  accident  investigations,  traffic  records.  Safety  l\/1anagement  Systems 
(SMS),  and  a  variety  of  other  activities.  The  program  had  been  level-funded  at  $10  million  for  more  than  a 
decade. 

Although  Safety  Managment  Sytems  are  no  longer  required  of  slates,  FHWA  estimates  that  as  many  as  45 
will  continue  to  develop  SMS  plans.  The  FHWA  402  program  is  likely  to  be  the  main  source  of  funding  for 
state  SMS  planning  and  implementation  efforts,  despite  the  fact  that  the  program  is  a  comparatively  small 
one.  In  order  to  ensure  that  states  develop  and  implement  quality  SMS  plans,  more  resources  are  needed. 
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Additionally,  as  the  country's  population  ages  and  the  size  of  the  elderly  population  increases,  there  will  be 
tremendous  pressure  to  upgrade  traffic  control  devices  and  enlarge  traffic  signs  in  order  to  improve  safety 
for  the  aging  population.  More  FHWA  402  funds  will  be  needed  to  inventory  and  evaluate  traffic  signs  and 
traffic  control  devices. 

Further,  as  the  Interstate  program  shifts  away  from  construction  and  towards  repair  and  renovation,  more 
work  zones  will  be  established  and  more  work  zone-related  crashes  are  likely  to  occur.  Added  FHWA  402 
funds  will  be  needed  for  work  zone  safety  programs  as  a  result.  Additional  resources  are  also  needed  to 
help  states  implement  outreach  programs  such  as  the  successful  Red  Light  Running  campaign  initiated  by 
FHWA's  Office  of  Highway  Safety  last  year. 

In  the  previous  decade,  FHWA  402  allocations  to  slates  have  been  so  minimal  that  they  can't  implement 
programs  which  will  have  a  significant  impact.  Although  the  $15  million  request  is  still  below  the  authorized 
level,  it  IS  a  significant  step  in  the  right  direction.  NAGHSR  s'.rongly  supports  funding  this  program  at  the 
requested  level  of  $15  million. 

NAGHSR  also  believes  that,  by  combining  the  FHWA  and  NHTSA  402  accounts,  program  administration 
will  be  simplified  and  streamlined.  States  will  no  longer  have  to  wait  for  two  separate  annual  obligations 
from  two  separate  agencies.  Since  NHTSA  already  manages  402  fiscal  affairs,  it  makes  considerable 
sense  to  further  consolidate  the  fiscal  responsibilities  and  make  the  402  budget  a  single  line  item  in 
NHTSA's  account.  NAGHSR  supports  this  proposal. 

V.  Section  410  Impaired  Driving  Incentive  Grant  Program 

The  410  incentive  grant  program  provides  states  with  funds  to  address  the  problems  of  impaired  driving. 
Although  the  number  of  alcohol-related  fatalities  have  declined  over  the  last  decade,  alcohol-related 
fatalities  still  accounted  for  41%  of  all  motor  vehicle-related  fatalities  in  1994.  While  considerable  progress 
has  been  made  in  reducing  the  number  of  underage  drivers  and  deterring  Impaired  driving  by  the  general 
public,  there  still  remains  a  group  of  hard-core,  hard-to-reach  impaired  drivers,  including  repeat  offenders 
and  those  between  the  ages  of  21-34.  More  actions  need  to  be  taken  against  impaired  driving,  and 
therefore,  it  is  appropriate  that  additional  funds  be  dedicated  to  the  problem. 

States  use  the  funds  for  impaired  driving  prevention  programs  and  to  fund  such  activities  as  sobriety 
checkpoints,  saturation  patrols,  DUI  training  for  law  enforcement  officials,  and  DUI  education  programs. 
Unlike  402  funds,  410  monies  are  restricted  to  specific  uses,  are  not  allocated  to  all  states,  are  of  limited 
duration,  and  are  primarily  for  community-based  impaired  driving  programs. 

U.S.  DOT  has  requested  $25  million  for  the  410  program  for  FY  97.  NAGHSR  supports  this  request.  It 
should  be  noted,  however,  that  the  funding  level  has  been  and  will  continue  to  be  inadequate.  Since  the 
authorization  and  appropriations  levels  are  inadequate,  allocations  to  the  states  have  had  to  be  reduced 
from  the  full  amount  to  which  an  eligible  state  is  entitled.  Consequently,  some  of  the  positive  benefits  of  the 
410  program  have  been  and  will  be  diminished.  In  other  words,  the  program  has  been  more  successful 
than  originally  envisioned  which  has  caused  a  shortfall  in  annual  program  funds. 

Our  second  funding  priority  is  to  increase  funding  for  the  410  program  above  the  authorization  level.  In 
1994,  we  successfully  worked  with  the  authorizing  and  appropriations  committees  to  increase  funding  for 
the  program  as  part  of  the  High  Risk  Drivers  Act.  Unfortunately,  that  bill  died  on  the  last  day  of  the  session. 
NAGHSR  will  be  working  with  the  authorizing  committees  to  increase  funding  for  this  small  but  important 
and  effective  program  when  the  Intermodal  Surface  Transportation  Efficiency  Act  of  1991  (ISTEA)  is 
reauthorized  next  year. 

VI.  Research  Funding 

NHTSA  has  requested  $1 .5  million  for  data  linkage  grants  to  states  and  $365,000  for  data  linkage  technical 
assistance  to  states.  This  funding  would  follow  the  work  performed  under  the  Crash  Outcome  Data 
Evaluation  System  (CODES)  project. 

Section  1031(b)  of  ISTEA  directed  DOT  to  study  the  costs  and  benefits  of  mandatory  occupant  protection 
and  safety  belt  programs  using  crash  and  trauma  data  and  to  report  to  Congress  by  March,  1995.  It  also 
authorized  $5  million  for  the  study  design  and  implementation.  The  CODES  project  implemented  these 
provisions.  Seven  states  participated  in  CODES  and  successfully  linked  their  crash  and  medical  outcome 
data. 

CODES  confirmed  that  data  linkage  has  multiple  benefits.  Linked  data  can  help  states  evaluate  the 
effectiveness  of  their  highway  safety  countermeasures  and  assess  efficiency  of  the  emergency  medical 
systems.  Data  linkage  can  enhance  collaborative  planning  and  program  implementation  between  the 
highway  safety  and  public  health  communities.  Linkage  can  also  provide  states  with  the  data  needed  to 
develop  and  implement  meaningful  Safety  Management  Systems. 
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Linked  data  generates  population-based  statewide  crash/injury  data  not  available  from  any  other  source. 
Since  more  than  95%  of  all  crashes  result  In  non-fatal  injuries,  it  is  critical  that  the  federal  and  state 
governments  have  a  credible  injury  database  in  sufficient  volume  to  support  the  development  of  appropriate 
injury  prevention  programs. 

The  uniqueness  of  the  database  is  multiplied  when  the  financial  data  (e.g.  the  charge  for  specific  hospital 
services)  is  included  in  the  linkage.  When  this  occurs,  the  resulting  database  can  facilitate  the  identification 
of  high  cost  motor  vehicle  injuries  and  their  geographic  locations.  This,  in  turn,  can  assist  in  reducing  health 
care  costs  by  encouraging  the  highway  safety  and  public  health  communities  to  target  their  programs 
where  they  will  be  the  most  cost  effective.  Given  the  importance  of  reducing  national  health  care  costs,  it  is 
critical  that  the  tools  for  accomplishing  the  cost  reductions  be  fully  supported  and  implemented  nationwide. 

The  funds  for  state  grants  will  provide  support  to  states  (beyond  the  original  seven  CODES  states)  whose 
databases  are  ready  to  be  linked.  The  technical  assistance  funds  will  provide  support  to  those  states  who 
need  additional  assistance  before  their  databases  can  be  linked.  If  the  data  linkage  and  its  incumbent 
benefits  are  to  be  institutionalized  in  all  states,  additional  funds  are  needed  to  make  that  happen.  NAGHSR 
supports  the  addtional  funds  for  CODES. 

VII.  Highway  Safety  Program  Funding:  Operations  and  Research  Budget 

NHTSA  has  requested  $1.2  million  for  speed  enforcement,  management,  and  research  --  a  request  which 
NAGHSR  strongly  supports.  Since  Congress  repealed  the  National  Maximum  Speed  Limit,  states  have  had 
little  national  guidance  on  the  issue  of  speed. 

In  our  view,  considerable  work  needs  to  be  done  on  the  speed  Issue  as  a  result  of  the  Congressional  action. 
DOT  needs  to  reeducate  the  public  about  the  safety  risks  posed  by  excessive  speed  and  to  develop  a 
national  campaign  on  the  issue  that  is  similar  to  those  developed  for  impaired  driving  and  safety  belt  use. 
The  Department  needs  to  emphasize  to  states  the  importance  of  developing  speed  management  programs 
which  address  speed  problems  on  all  roads  in  a  comprehensive  manner.  DOT  needs  to  work  with  the 
enforcement  community  to  encourage  greater  compliance  with  all  posted  speed  limits.  DOT  needs  to 
continue  research  into  a  number  of  speed  issues,  e.g.,  the  role  of  speed  variance  in  crashes.  The 
Department  needs  to  continue  to  investigate  Intelligent  Transportation  System  (ITS)  technology  to 
determine  where  and  how  it  can  be  applied  to  speed  enforcement  without  infringing  upon  individual  privacy. 
In  effect,  DOT  and  the  safety  community  need  to  go  back  to  "square  one"  on  speed.  The  additional  funds 
will  help  the  Department  accomplish  that  goal. 

NHTSA  has  also  requested  $6.2  million  for  Campaign  Safe  and  Sober.  The  purpose  of  the  campaign  is  to 
increase  safety  belt  use  to  75%  by  1997,  reduce  impaired  driving  to  38%  of  total  motor  vehicle-related 
fatalities  by  1997.  and  encourage  compliance  with  posted  speeds.  With  the  requested  funds,  new  materials 
will  be  developed  to  help  states  implement  their  own  Campaign  Safe  and  Sober  programs,  additional 
targeted  enforcement  programs  will  be  implemented,  and  assistance  will  be  offered  to  states  to  help  them 
enact  primary  safety  belt  laws  and  upgrade  their  child  passenger  safety  laws. 

States  have  been  very  supportive  of  Campaign  Safe  and  Sober.  The  quarterly  planners  and  other 
materials  have  been  developed  with  state  Input  to  allow  for  state  flexibility  and  adaptation.  The  legislative 
technical  assistance  has  been  very  helpful  and  successfully  assisted  Louisiana  and  Georgia  in  enacting 
primary  belt  laws.  The  targeted  enforcement  grants  have  helped  states  develop  high  visibility  enforcement 
efforts  that  have  successfully  resulted  in  increased  belt  use  in  those  jurisdicitions  with  the  grants.  States 
have  found  that  Safe  and  Sober  has  increased  public  education  but  also  has  fostered  new  interagency 
partnerships  for  traffic  enforcement  efforts.  NAGHSR  supports  Campaign  Safe  and  Sober  and  urges  that  it 
be  funded  at  the  requested  level. 

Finally,  NHTSA  has  requested  $3  million  for  a  rail-grade  crossing  Incentive  grant  program,  which 
represents  a  new  activity  for  the  Agency.  The  funds  will  be  used  to  provide  incentive  grants  for  community- 
level  education  and  enforcement  efforts.  The  grants  will  be  used  to  Implement  and  research  successful 
education  and  enforcement  efforts. 

Approximately  half  of  all  grade  crossing  accidents  occur  at  crossings  with  an  activated  warning  signal. 
Drivers  often  ignore  the  warning,  believe  they  can  outrun  the  train,  or  traverse  the  crossing  impaired. 
Clearly,  there  is  a  tremendous  need  for  public  education  about  safe  behavior  at  grade  crossings  and  for 
greater  enforcement  of  grade  crossing  laws.  NAGHSR  supports  this  program  and  is  particularly 
appreciative  that  it  is  in  the  form  of  incentives.  We  believe  that  the  program  will  spur  the  development  and 
evaluation  of  new,  creative  approaches  to  grade  crossing  and  trespasser  problems. 

VIII.  Motor  Carrier  Safety  Assistance  Program 

U.S.  DOT  has  requested  $85  million  for  the  IVIotor  Carrier  Safety  Assistance  Program  (MCSAP).  NAGHSR 
supports  this  request.  The  increased  funds  will  be  targeted  to  the  ten  states  with  the  highest  motor  vehicle 
crash  problem  and  to  border  states  for  NAFTA  implementation. 


156 


MCSAP  funds  are  used  by  states  to  develop  and  implement  programs  for  improving  commercial  motor 
vehicle  (CMV)  safety.  States  primarily  use  funds  for  inspections  to  ensure  that  commercial  motor  vehicles 
are  operating  in  accordance  with  federal  safety  standards  and  to  take  unsafe  vehicles  out  of  service.  Since 
the  passage  of  the  Intermodal  Surface  Transportation  Efficiency  Act  (ISTEA),  states  are  also  allowed  to  use 
I^CSAP  funds  for  a  variety  of  other  safety-related  purposes  including  truck  weight  inspections,  drug 
interdictions,  hazardous  materials  training  and  commerical  motor  vehicle  traffic  enforcement. 

States  have  effectively  used  tWICSAP  funds  to  increase  the  number  of  trucks  that  are  subject  to  safety 
inspections  and  to  take  unsafe  trucks  out-of-service.  Both  the  number  of  inspections  and  the  number  of 
trucks  taken  out  of  service  have  increased,  according  to  the  Federal  Highway  Administration's  Office  of 
Motor  Carriers.  By  targeting  the  added  MCSAP  funds  to  states  with  the  greatest  commercial  motor  vehicle 
problem,  potentially  significant  reductions  can  be  made  in  CMV  fatalities  and  injuries.  NAGHSR  supports 
MCSAP  and  urges  that  it  be  funded  at  the  requested  $85  million  level. 

NAGHSR  appreciates  the  opportunity  to  express  our  views  and  concerns  to  the  Committee  on  FY  97 
appropriations  for  highway  safety  programs. 


NEW  JERSEY  MEDICAL  SCHOOL 
PREPARED  STATEMENT  OF  JOHN  H.  SIEGEL,  M.D.,  F.A.C.S.,  ET  AL. 

Mr.  Chairman,  I  respectfully  present  testimony  on  behalf  of  the  University  of  Medicine  and 
Dentistry  of  New  Jersey  -  New  Jersey  Medical  School.  The  University  of  Medicine  and  Dentistry 
of  New  Jersey  (UMDNJ)  is  the  largest  public  health  sciences  university  in  the  nation.  Its  New 
Jersey  Medical  School  (NJMS)  is  the  academic  medical  facility  for  all  of  Northern  New  Jersey 
and  its  University  Hospital  serves  as  the  Level  I  Trauma  Center  to  coordinate  the  entire  Northern 
region  of  the  State. 

This  testimony  requests  your  support  for  the  formation  of  a  National  Highway  Traffic  Safety 
Administration  (NHTSA)  Trauma  Network  composed  of  four  university  trauma  systems 
functioning  together  in  a  consortium  as  the  "Human  Crash  Injury  Project."  In  addition  to  the 
UMDNJ-New  Jersey  Medical  School,  the  consortium  includes  the  Charles  McC.  Mathias,  Jr., 
National  Study  Center  for  Trauma  and  Emergency  Medical  Services  (EMS)  of  the  University  of 
Maryland  in  Baltimore,  the  William  Lehman  Injury  Research  Center  of  the  University  of  Miami 
in  Florida,  and  the  Children's  National  Medical  Center  of  Washington,  D.C.  These  four  centers 
have  been  working  together  in  the  study  of  motor  vehicle  crash  injury  which  affects  adults  and 
children.  Individually  and  collectively,  these  studies  have  resulted  in  new  knowledge  which  has 
enabled  the  identification  of  the  patterns  of  specific  injuries  resulting  from  actual  motor  vehicle 
crashes.  They  have  pointed  the  way  toward  the  deployment  of  the  newer  safety  devices  and 
enabled  the  evaluation  of  their  impact  in  reducing  the  severity  of  these  injuries  or  preventing  their 
occurrence.  In  the  proposed  NHTSA  Trauma  Network  which  will  support  the  "Human  Crash 
Injury  Project",  three  additional  centers  designated  under  the  agreement  between  NHTSA  and  the 
General  Motors  Corporation  will  also  be  established  and  linked  to  the  already  existing  four 
operational  Trauma  Network  Centers.  These  three  additional  centers  will  be  totally  funded  by 
the  General  Motors  Corporation  under  the  aforementioned  agreement. 

Important  information  concerning  the  effect  of  motor  vehicle  crashes  on  car  structural  integrity 
has  been  learned  from  experimentally-staged  motor  vehicle  crashes  and  from  the  use  of  inert 
motor  vehicle  crash-dummies.  However,  as  recently  emphasized  by  an  article  in  the  May  1996 
issue  of  Discover  magazine,  it  is  necessary  to  go  beyond  the  behavior  of  crash-dummies  back  to 
the  scene  of  the  accident,  in  order  to  determine  the  real  mechanisms  of  injury  and  to  understand 
the  variability  of  the  impact  on  different  types  of  real  people.  For  instance,  the  sixty-year-old 
woman  who  has  some  degree  of  osteoporosis  will  likely  have  a  different  pattern  and  magnitude 
of  lower  extremity  and  pelvic  fracture  injuries  for  the  same  impact  velocity  of  crash  compared 
to  a  twenty-five  year-old  male. 

The  studies  carried  out  so  far,  beginning  initially  with  the  observations  which  we  made  when  I 
was  at  the  Maryland  Shock-Trauma  Center  and  then  carried  on  when  I  moved  to  the  New  Jersey 
Medical  School,  as  well  as  the  related  studies  initiated  at  the  Lehman  Trauma  Research  Center, 
have  enabled  the  identification  of  different  patterns  of  organ  and  extremities  injury  related  to 
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specific  sites  of  passenger  compartment  intrusion  and  have  shown  that  these  patterns  are 
significantly  different  as  a  function  of  the  direction  of  crash  and  its  impact  velocity  (Figure  1). 
Further  studies  in  Baltimore  and  New  Jersey  have  identified  subtle  but  important  aspects  of  sex 
and  body  habitus  related  driver  behavior  which  can  result  in  more,  or  less,  severe  injuries  to  the 
lower  extremities  resulting  from  the  sjune  crash  forces.  Moreover,  recognition  of  the  potential 
pattern  of  injury  provides  clues  to  occult  injuries  which  would  otherwise  be  missed  by  the 
emergency  medical  services  team  in  triaging  patients  from  severe  motor  vehicle  crashes.  These 
factors  have  important  implications  for  safety  design  and  creation  of  biomechanical  test 
instruments  to  ensure  driver  and  passenger  protection.  Also,  studies  carried  out  by  the  Children's 
Medical  Center  in  Washington.  D.C.,  have  focused  on  the  precautions  necessary  in  designing  and 
locating  children's  safety  seats  to  prevent  infant  injuries  in  motor  vehicle  crashes. 

Most  importantly,  the  net  result  of  these  studies  has  been  to  focus  on  the  development  of  motor 
vehicle  safety  measures  which  reduce  the  chance  of  injury  rather  than  concentrate  solely  on  the 
prevention  of  death.  For  it  is  injury  which  is  the  most  costly  aspect  of  the  motor  vehicle  crash, 
raising  health-care  costs  and  forcing  insurance  premiums  upward;  not  to  mention  the  catastrophes 
which  occur  daily  when  a  child  or  parent  is  severely  injured  and  goes  from  being  a  breadwinner, 
or  a  future  family  contributor,  to  being  a  lifelong  burden  on  the  family. 

The  studies  carried  out  by  the  present  Human  Crash  Injury  Group  have  already  identified 
important  characteristics  of  injury  which  were  not  previously  recognized.  Their  studies  have 
focused  on  the  importance  of  lower  extremity  injuries  and  pelvic  fractures  as  major  causes  of 
disability  and  cost,  and  they  have  focused  on  the  importance  of  the  air-bag  in  reducing  the 
severity  of  brain  injuries  in  high  impact  frontal  motor  crashes.  In  regard  to  this  last  observation 
as  shown  in  the  attached  graph,  investigations  carried  out  jointly  at  the  New  Jersey  Medical 
School  and  the  Charles  McC.  Mathias  Jr.,  National  Study  Center,  have  shown  that  air-bag 
deployment  in  frontal  motor  vehicle  crashes  significantly  (p<0.01 )  reduced  the  incidence  of  severe 
brain  injury  (GCS<12)  from  67%  to  29%  even  though  the  total  incidence  of  brain  injuries 
remained  unmodified  (Figure  2).  Air-bags  in  these  types  of  major  force  car  crashes  also  reduced 
the  incidence  of  shock,  face  fractures,  and  lower  extremity  fractures  and  as  a  consequence 
lowered  the  resulting  need  to  extricate  the  patient  from  the  motor  vehicle,  thus  speeding  the  time 
to  treatment.  This  type  of  study  emphasizes  how  the  "Human  Crash  Injury  Project"  and  the 
NHTSA  Trauma  Network  can  develop  information  about  the  effect  of  protective  devices  that 
cannot  be  obtained  from  crash-dummy  research,  since  crash-dummies  have  no  brains  and  the 
crash  impact  on  a  crash-dummy's  skull  produces  no  discemable  change  in  the  dummy's  intellect 
or  problem-solving  ability. 

The  prospective  detailed  medical-crash  injury  research  investigations  carried  out  under  the 
proposed  "Human  Crash  Injury  Project"  supplement  and  enhance  the  retrospective  statistical 
studies  now  carried  out  by  NHTSA  under  the  NASS  Program.  It  is  a  measure  of  the  importance 
with  which  this  project  is  viewed  nationally  that  the  present  Administrator  of  the  National 
Highway  Traffic  Safety  Administration.  Dr.  Ricardo  Martinez,  M.D.,  has  indicated  that  NHTSA 
wishes  to  integrate  these  research  efforts  into  a  national  Trauma  Network  to  include  UMDNJ-New 
Jersey  Medical  School.  The  Lehman  Center  at  Jackson  Memorial  Hospital  in  Miami,  the  McC. 
Mathias  National  Study  Center  in  Baltimore,  and  the  Children's  Medical  Center  in  the  District 
of  Columbia,  and  to  link  these  four  existing  centers  to  the  three  new  privately-funded  GM 
Centers. 

Finally,  there  is  a  major  new  initiative  occurring  in  the  Department  of  Transportation  which  is 
the  development  of  an  Intelligent  Transportation  System  (ITS).  The  ITS  program  is  in  the 
process  of  developing  an  automatic  crash  notification  microchip  which  could  be  inserted  into 
motor  vehicles  so  as  to  identify  the  location  and  nature  of  the  crash.  This  new  technology  has 
the  potential  to  enable  the  crash  forces  which  are  producing  specific  injuries  and  injury  patterns 
to  be  identified  and  quantified  so  that  improved  safety  measures,  including  motor  vehicle 
structural  modifications  and  the  deployment  of  additional  air-bags,  can  be  developed.  It  also 
seems  clear  to  all  of  us  who  are  the  program  directors  of  the  "Human  Crash  Injury  Project",  that 
the  proper  evaluation  of  the  potential  effectiveness  of  the  ITS  and,  more  importantly,  the  rate  at 
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which  this  new  technology  can  be  integrated  with  the  Emergency  Medical  Services  Systems  of 
this  Country  could  be  most  effectively  determined  by  integration  of  the  testing  aspects  of  the  ITS 
Program  with  the  proposed  Trauma  Network  and  its  "Human  Crash  Injury  Project."  Not  only 
can  this  combined  program  more  rapidly  evaluate  the  ITS  system,  but  it  will  also  result  in  its 
being  implemented  immediately  in  the  six  states  of  the  Trauma  Network,  plus  the  District  of 
Columbia,  as  a  first  phase  effort. 

The  NHTS  A  Trauma  Network  could  also  provide  a  mechanism  for  translation  of  this  techjiology 
into  true  state- wide  safety  programs,  since  all  of  the  regions  mentioned  and  all  of  the  participating 
trauma  centers  have  excellent  EMS  systems  which  are  closely  linked  to  their  network  of  trauma 
centers.  The  ITS  technology  has  the  potential  to  be  an  order  of  magnitude  increment  in  motor 
vehicle  safety.  I  would  like  to  emphasize  that  its  technical  development  and  independent  field 
testing  should  become  integrated  at  an  early  phase,  so  that  its  value  can  be  determined  and  a 
feedback  relationship  with  the  Department  of  Transportation's  Highway  Traffic  Safety  Programs 
and  the  state-wide  EMS  Trauma  Services  can  be  more  rapidly  accelerated.  The  value  of  allowing 
the  Trauma  Research  Centers  which  form  the  "Human  Crash  Injury  Project"  to  provide  this 
interactive  feedback  is  that  all  of  the  principal  investigators  are  not  only  experienced  trauma 
surgeons,  but  are  also  recognized  as  trauma  investigators  with  extensive  experience  in  studying 
the  mechanisms  of  motor  vehicle  crash  injury. 

Speaking  for  myself  with  the  concurrence  of  the  other  directors  of  these  afFiliated  programs 
as  indicated  in  the  accompanying  letters,  we  request  that  the  Senate  Appropriations 
Subcommittee  on  Transportation  and  Related  Agencies  designate  funding  at  the  level  of 
S500,000  per  center  to  each  of  the  four  present  NHTSA-funded  trauma  research  centers 
participating  in  the  "Human  Crash  Injury  Project"  for  a  total  of  S2  million.  We  also 
request  that  this  appropriation  be  established  on  a  multi-year  basis  to  extend  over  a  five- 
year  period  at  the  same  annual  rate  adjusted  for  inflation,  so  that  continuing  evaluation  and 
feedback  can  be  provided  by  the  Trauma  Network.  Finally,  we  request  that  a  mandate  of 
additional  funds  be  allocated  for  the  test  and  evaluation  of  the  Intelligent  Transportation 
System  by  the  Trauma  Center  Net>vork  multi-discip!inar>'  "Human  Crash  Injury  Project." 

This  latter  additional  support  should  allow  approximately  2.000  cars  per  core  center  to  be 
instrumented  with  appropriate  communications  equipment.  This  level  of  support  would  enable 
the  evaluation  of  the  effectiveness  of  the  ITS  Program  in  identifying  potential  serious  injuries  and 
in  facilitating  the  rapidity  with  which  Emergency  Medical  Services  Advance  Life  Support  Teams 
could  be  deployed  to  the  scene  of  the  crash.  It  is  felt  that  this  type  of  immediate  crash 
notification  and  localization  technology,  when  fully  developed  and  integrated  with  all  of  the 
Nation's  regional  Trauma  Centers,  could  have  a  major  impact  in  reducing  the  mortality  and  injury 
complications  resulting  from  rural  motor  vehicle  crashes  and  from  serious  crashes  occurring  in 
urban  areas  at  times  when  there  are  few  bystanders  to  request  EMS  91 1  services. 

In  closing.  I  would  like  to  express  my  personal  gratitude  for  the  past  support  of  the  Senate  and 
its  Appropriations  Subcommittee  on  Transportation  and  Related  Agencies  in  supporting  our 
group's  collective  research  which,  by  identifying  the  mechanisms  of  human  crash  injury,  has 
already  resulted  in  improved  safety  and  in  a  reduction  in  the  incidence  and  severity  of  motor 
vehicle  crash  injuries.  These  injuries  place  all  of  us  at  risk,  both  personally  as  well  as  financially, 
and  negatively  impact  on  major  segments  of  our  economy.  In  contrast,  the  development  of  safer 
cars  and  trucks  and  the  invention  of  new  and  imaginative  state-of-the-art  motor  vehicle  crash 
safety  devices  and  notification  systems  has  spawned  a  new  industry  with  enormous  growth 
potential,  which  has  already  begun  to  integrate  the  computer,  communications,  and  motor  vehicle 
industries.  I  feel  strongly  that  the  small  amount  of  national  resources  directed  into  this  type  of 
research  will  pay  enormous  dividends,  not  only  by  the  reduction  of  motor  vehicle  crash  injury 
costs,  but  also  by  creation  of  new  technologies  and  new  businesses  which  can  stimulate 
employment  and  national  growth. 

Respectfully,  I  turn  now  to  the  New  Jersey  Trauma  Care  Center  initiative  this  Subcommittee  has 
supported  and  developed,  with  testimony  being  provided  by  Dr.  Bart  Tortella  of  the  New  Jersey 
Trauma  Care  Center. 
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MOTOR  VEHICLE  CRASH  STUDY 

ASSOCIATED  INJURIES 
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LETTER  FROM  MARTIN  R.  EICHELBERGER,  M.D.,  PROFESSOR  OF  SURGERY 
AND  OF  PEDIATRICS,  GEORGE  WASHINGTON  UNIVERSITY  SCHOOL  OF 
MEDICINE 

Ricardo  Martinez,  M.D.  February  6,  1 996 

Administrator 

National  Higliway  of  Traffic  Safety  Administration 

400  7th  Street  S.W. 

Washington,  DC  20590 

Dear  Dr.  Martinez: 

As  Director  of  the  Childhood  Automotive  Crash  Injury  Research  Project  at 
Children's  National  Medical  Center,  I  enthusiastically  endorse  formation  of  a 
consortium  called  "The  Human  Crash  Injury  Project".  This  cooperative 
effort  is  a  unique  opportunity  to  improve  highway  traffic  safety  for  the 
American  public. 

I  participated  in  formulation  of  this  concept  in  cooperation  with  my 
colleagues.  Safety  of  American  children  depends  upon  development  of 
strategies  based  on  sound  research.  This  consortium  to  continue  human 
crash  injury  research  is  timely  and  relevant  to  the  health  of  the  American 
public.  I  look  forward  to  success  of  this  effort  with  great  anticipation. 


Sincerely, 


irtin  /R.  Eichelberger;>M.D.,  FACS,  FAAP 
rofessor  of  Surgery  and  of  Pediatrics 
George  Washington  University  School  of  Medicine 
Director  of  Emergency  Trauma  Services 
Children's  National  Medical  Center 
Washington,  DC 
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LETTER  FROM  JEFFREY  S.  AUGENSTEIN,  M.D.,  DIRECTOR,  THE  WILLIAM 
LEHMAN  INJURY  RESEARCH  CENTER 


Ricardo  Martinez,  M.D.  '         February  13.  1996 

Administrator, 

National  Highway  Traffic  Safety  Administration 

400  7th  Street,  S.W.  -  Rm  5220  (NOA  -  01) 

Washington,  DC  20590 

Dear  Dr.  Martinez: 

As  the  co-principal  investigator  of  the  Human  Crash  Injury  Project,  I  have  participated  in 
the  formulation  of  this  letter  and  I  and  my  colleagues  support  the  concepts  presented  within.  We 
are  ready  to  join  with  the  other  core  centers  in  the  common  projects  outlined  in  this  letter. 


Sincerely, 


trey  b.  Auge 

Associate  Professor  of  Surgery  and  Anesthesiology 
Principal  investigator,  U.S.,  Department  of  Transportation  "Crash  Study" 
Director,  The  William  Lehman  injury  Research  Center 


LETTER  FROM  BRAD  M.  CUSHING,  M.D.,  DIRECTOR,  NATIONAL  STUDY 
CENTER  FOR  TRAUMA,  UNIVERSITY  OF  MARYLAND  AT  BALTIMORE,  ET  AL. 


Dr.  Ricardo  Martinez,  Administrator 

National  Highway  Traffic  Safety  Administration 

US  Department  of  Transportation 

400  Seventh  Street,  SW 

Washington  DC  20590 

Dear  Dr.  Martinez: 


Februarys.  1996 


As  co-principal  investigator  of  the  Human  Crash  Injury  Project,  I  have  participated  in 
the  formulation  of  this  letter,  and  I  and  my  colleagues  support  the  concepts  presented 
within.  We  are  ready  to  join  with  other  core  centers  in  the  common  projects  outlined  in 
this  letter. 


Sincerely  yours, 


Brad  M.  Gushing,  MD,  Director  X 
National  Study  Center  for  Traunra* 
Senior  Investigator 


Howard  R.  Champion,  FRCS  (Edin),  FACS 
Visiting  Scholar 
Senior  Investigator 


Patricia  C.  Dischinger,  PhD 

Epidemiologist 

Senior  Investigator 


idrew  R.  Burgess,  MD,  Chief, 
Shock  Trauma  Dept  of  Orthopaedics 
Director,  Center  for  Occupant  & 

Pedestrian  Injuries 
Senior  Investigator 
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PREPARED  STATEMENT  OF  BARTHOLOMEW  J.  TORTELLA,  M.D.,  MEDICAL 
DIRECTOR,  UNIVERSITY  HOSPITAL  MEDICAL  SERVICES  AND 
NORTHSTAR  AIR  MEDICAL  PROGRAM,  NEW  JERSEY  TRAUMA  CENTER 

With  2,000  admissions  per  year,  the  New  Jersey  Trauma  Care  Center  is  one  of  the  largest  and 
busiest  trauma  care  centers  in  the  entire  nation.  It  is  the  largest  in  New  Jersey.  Based  within  an 
academic  medical  center  in  the  heart  of  the  State's  largest  city,  Newark,  the  New  Jersey  Trauma 
Care  Center  provides  comprehensive  trauma  care  services  to  a  very  large  inner-city  population, 
and  functions  as  well  as  both  a  statewide  and  multi-state,  regional  area. 

Our  NorthSTAR  Air  Medical  Helicopter  Service,  located  atop  the  State's  only  public  hospital, 
extends  the  reach  and  services  of  the  New  Jersey  Trauma  Care  Center  throughout  all  of  northern 
New  Jersey  and  into  the  entire  Tri-State  area. 

This  service  and  our  center  are  considered  a  distinctly  unique  public  safety  model,  based  on  a  $1 
surcharge  on  each  car  registered  in  New  Jersey,  in  contrast  to  most  other  programs  which  are 
private,  nonprofit  air  services. 

We  are  the  first  such  trauma  center  medical  group  to  provide  medical  support  to  the  FBI's  SWAT 
team.  We  are  the  first  in  the  nation  to  go  out  with  FBI  SWAT  teams,  providing  medical  support 
services  to  both  FBI  special  agents  and  innocent  bystanders,  hostages,  FBI  missions  and 
operations.  The  New  New  Jersey  Trauma  Care  model  is  being  looked  at  by  several  other 
agencies  throughout  the  country  and  at  several  levels  of  government  as  a  model  to  replicate. 

In  this  regard,  the  New  Jersey  Trauma  Care  Center  has  entered  into  a  long-term  partnership  with 
both  the  National  Highway  Safety  Administration  and  the  State's  Highway  Traffic  Safety 
Administration  to  provide  them  with  a  comprehensive  data  flow  on  fatal  accident  reporting  and 
trauma  care  reporting.  The  vast  majority,  1,500  of  our  2.000  trauma  care  admissions  annually, 
are  related  to  motor  vehicle  crashes  each  year,  and  are  related  to  the  lack  of  use  of  airbags,  other 
restraints,  and  unfortunately,  to  the  use  of  alcohol  or  drugs.  We  estimate  that  these  1,500 
admissions  cost  anywhere  from  $20,000-40,000  each,  with  some  extending  into  the  $250,000- 
500.000  cost  range.  We  can  also  report  that  we  see  only  a  20-cent-on-the-dollar  reimbursement 
of  these  costs  on  average.  Many  have  no  insurance,  may  be  driving  in  violation  of  the  law  and 
their  insurance  coverage,  or  will  have  costs  that  exceed  the  limits  of  their  coverage  and  policies. 

Accordingly,  much  of  our  resources  are  devoted  to  highway  traffic  safety  issues  and  motor 
vehicle  crash  incidents.  Through  the  gracious  support  of  this  committee  in  FY  1 992,  we  received 
a  $900,000  award  pursuant  to  the  Transportation  Appropriations  Bill  of  that  year  to  conduct  two 
core  projects  in  trauma  care  patient  treatment  and  Emergency  Medical  Service  systems.  We  are 
proud  to  report  the  completion  of  Phase  I  of  these  efforts  to  improve  statewide  and  regional  data 
base  linkage,  and  to  improve  the  in-field  assessment  of  motor  vehicle  crash  patients'  treatment 
and  needs. 

We  have  devoted  tremendous  energies  to  improving  motor  vehicle  crash  incident  in-field 
assessments  of  the  most  effecting  and  appropriate  level  of  care  needed.  We  have  improved  by 
50%  the  rate  of  under-triage  of  motor  vehicle  crash  patients,  i.e.,  patients  who  would  not.  under 
standard  criteria  previously  utilized,  have  reached  appropriate  trauma  center  care,  but  would  have 
been  sent  to  other  kinds  and  levels  of  treatment  facilities.  We  are  saving  more  lives  because  of 
these  in-field  assessment  improvements.  A  trauma  care  patient  sent  to  a  non-trauma  care  facility 
is  highly  likely  to  die.  At  the  same  time,  we  have  also  made  tremendous  progress,  improving 
by  25%.  the  percentage  of  over-triaging  that  occurs,  where  certain  other  patients  can  be  safely 
and  appropriately  assessed  for  treatment  at  other  kinds  of  hospitals  and  health  treatment  facilities, 
saving  money  and  resources. 

Both  populations  are  experiencing  improved  outcomes  because  of  these  improved  in-field 
assessment  capabilities,  developed  in  partnership  with  Federal  and  state  highway  traffic  safety 
administrations. 
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Your  support  has  also  assisted  us  in  a  second  area  of  in-field  patient  assessment  and  treatment. 
Through  the  development  of  in-field  practices  that  utilize  new  and  advancing  medical  technology, 
we  can  more  safely  rely  on  the  use  of  this  technology  to  evaluate  a  patient's  condition,  providing 
more  rapidly  delivered  and  more  accurate  information  back  to  the  hospital  and  trauma  care  center 
physicians.  This  frees  the  on-site  paramedics  at  the  motor  vehicle  crash  site  to  devote  more  direct 
care  to  the  victim  in  that  first,  critical  "golden  hour."  We  are  freeing  them  from  having  to  use 
their  radios  for  verbal  transmissions  so  that  they  can  provide  more  focused  and  more  effective 
care  to  injured  patients  in  the  field.  We  have  developed  the  technologies  that  have  enabled  our 
trauma  care  professionals  at  the  Center  to  increase  the  information  available  to  the  trauma  care 
team  at  the  site,  and  to  provide  this  information  more  rapidly  and  accurately.  We  are  seeing 
clear,  documentable  evidence  of  much  improved  and  more  effective  treatment  in  the  field. 

For  several  years,  our  death  rate  has  been  significantly  lower  than  the  national  rate.  Each  and 
every  year  we  exceed  the  national  benchmark  or  MTOS  -  Medical  Trauma  Outcome  Statistics. 
The  federal  support  you  have  provided  has  accelerated  our  ability  to  better  assess  patients, 
provide  more  effective  treatment  on-site,  and  to  provide  the  most  appropriate  treatment  following 
the  accident.  We  have  been  able  to  improve  both  our  medical  care  and  efficiency,  and  have 
advanced  needed  and  critical  data  base  linkages  that  have  reduced  errors,  duplication  of  data,  and 
improved  patient  outcomes. 

Now  we  are  ready  to  enter  into  the  second  phase  of  our  partnership  with  NHTSA.  We  seek  $1 
million  in  FY1997  to  continue  to  build  upon  the  progress  we  have  made  under  our  current 
$900,000  award,  which  will  have  been  exhausted.  We  successfully  implemented  our  initial 
mandates  for  pilot  studies  to  improve  patient  care,  the  linkage  of  data  bases,  and  the  development 
of  more  appropriate  telemedicine  and  technology  in  the  trauma  care  field.  Now  we  need  to  move 
these  initial  pilot  studies  and  projects  to  a  broader  regional  level. 

We  envision  two  critical  components  to  Phase  II  of  the  New  Jersey  Trauma  Care  initiative.  The 
first  project  will  intensify  the  focus  of  attempts  to  increase  the  accuracy  of  paramedics  in  the  field 
of  determining  which  injured  patients  should  be  sent  to  Trauma  Centers  and  which  can  safely  be 
sent  to  non-Trauma  Centers;  this  process  is  called  "triage."  Presently,  many  patients  are 
needlessly  sent  to  Trauma  Centers  (overtriage).  This  is  because  there  is  no  accurate  way  for 
ambulance  paramedics  in  the  field  to  determine  the  severity  of  a  person's  injuries.  Thus,  to  avoid 
sending  critically  injured  patients  to  non-Trauma  Centers  (undertriage),  paramedics  err  on  the  side 
of  safety  and  transport  many  patients  to  Trauma  Centers.  Such  overtriage  rapidly  increases  the 
cost  of  medical  care. 

Lactate  is  a  substance  that  builds  up  in  the  blood  of  persons  in  the  earliest  stages  of  shock,  long 
before  blood  pressure  drops.  The  New  Jersey  Trauma  Center  has  determined  in  a  pilot  study  of 
lactates  measured  in  the  field  that  using  lactate  as  a  triage  criteria  can  decrease  needless  Trauma 
Center  transports  by  25%  and  decrease  undertriage  rates  by  50%.  The  cost  savings  of  this  test, 
if  proven  in  a  larger  study,  are  enormous.  Continued  funding  is  imperative  so  that  this 
preliminary  study  can  be  enlarged  and  the  benefits  of  using  lactate  as  a  way  to  determine  which 
patients  should  go  to  a  Trauma  Center  and  which  patients  can  safely  go  to  non-Trauma  Centers 
can  be  determined. 

The  second  project  will  involve  the  use  of  palm-top,  pen-based  computers  to  chart  patient 
information  at  the  scene  and  transmit  the  information  to  the  Trauma  Center.  This  project  is  really 
a  combination  of  an  electronic  medical  record  (linking  field  and  hospital  databases),  and 
telemedicine  (wireless,  interactive  communication  between  the  field  and  the  Trauma  Center).  The 
database  of  ambulance  information  is  seamlessly  married  to  the  hospital  database,  eliminating  the 
need  to  make  costly  and  lengthy  re-entry  of  data  into  the  hospital  data  system.  In  addition,  the 
telemedicine  aspect  makes  in-patient  information  instantaneously  available  to  the  physicians  at 
the  Trauma  Center  waiting  to  receive  the  patient.  This  clinical  information  presently  is  slavishly 
repeated  verbally  over  the  paramedic  radio,  which  takes  time  away  from  patient  care  in  the  field. 
A  pilot  proof-of-concept  system  has  been  identified  and  is  presently  being  used  by  paramedics 
in  the  field.  Continued  funding  is  needed  to  scale  this  up  and  complete  the  wireless  medical 
record  transmission  link. 
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As  can  be  seen  from  the  publications  attached,  and  our  testimony,  the  Federal  support  resulted 
in  the  development  of  considerable  scientific  information,  directly  benefitting  patient  care.  Field 
and  hospital  databases  have  been  linked  and  telemedicine  field  to  the  Trauma  Center  interaction 
has  been  established.  Just  as  important,  the  grant  has  enabled  the  development  of  the  pilot 
projects  which  have  demonstrated  the  ability  to  improve  the  utilization  of  costly  Trauma  Centers 
by  decreasing  overtriage  and  undertriage.  Continued  funding  will  permit  these  pilot  projects 
to  be  scaled  up  and  confirm  the  cost  savings  documented  in  the  pilot  projects:  SI  million 
dollars  is  needed  for  this  purpose. 

We  again  would  like  to  reiterate  our  appreciation  to  the  Committee  for  your  support  and  the 
opportunity  to  present  this  testimony. 
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RESEARCH  AND  SPECIAL  PROGRAMS  ADMINISTRATION-RELATED 

TESTIMONY 

INTERSTATE  NATURAL  GAS  ASSOCIATION  OF  AMERICA 

PREPARED  STATEMENT  OF  JERALD  V.  HALVORSEN,  PRESIDENT 

On  behalf  of  the  Interstate  Natural  Gas  Association  of  America,  I  would 
like  to  express  a  few  concerns  with  the  Office  of  Pipeline  Safety's  FY  '97 
budget.  I  would  appreciate  this  letter  being  inserted  in  the  FY^  '97 
transportation  appropriations  hearing  record. 

First,  INGAA  is  disappointed  that  OPS  has  requested  a  9%  increase  from 
FY  '96.  We  are  particularly  concemed  that  OPS  seeks  an  additional  $2  million 
in  state  grants  -  a  $500  thousand  general  increase,  $1  million  for  one-call 
systems  and  $500  thousand  for  risk  management.  Both  OPS  and  the  states 
continue  to  assert  that  the  pipeline  safety  law  requires  50%  funding  -  choosing 
to  ignore  the  words  "up  to"  50%  contained  in  the  current  law. 

While  the  interstate  pipeline  industry  is  a  strong  supporter  of  one-call 
programs,  we  would  recommend  that  we  work  with  OPS  and  states  on 
legislation  to  make  state  one-call  programs  more  effective  and  cover  all 
underground  facilities,  such  as  telecommunication,  electric,  and  water  instead 
of  adding  additional  funding  from  only  pipelines  for  this  program  in  FY  '97. 

Under  the  Risk  Management  Program  in  the  proposed  Pipeline  Safety 
Reauthorization  bill,  intrastate  pipelines  and  local  distribution  companies, 
which  are  regulated  by  states,  are  not  expected  to  participate  directly  in  the  first 
few  years  of  the  Risk  Management  Program.  Therefore,  additional  state 
funding  from  this  effort  will  be  minimal  and  is  not  necessary. 

Also,  interstate  gas  pipelines  are  not  inspected  by  states,  with  the 
following  1 2  exceptions-  Arizona,  Connecticut,  Iowa,  Michigan,  Minnesota, 
Nevada,  New  York,  Ohio,  Rhode  Island,  Utah,  West  Virginia,  Wyoming.  As 
we  receive  no  benefits  from  these  programs  yet  help  pay  -  through  our  user 
fees  -  for  training  of  state  inspectors  -  we  believe  our  participation  in  state 
grants  should  decrease  -  not  increase. 

As  the  pipeline  industry  has  become  more  competitive,  we  have  sought 
ways  to  maximize  the  efficiency  of  each  dollar  we  spend  on  pipeline  safety. 
Industry  has  been  encouraging  OPS  to  maximize  their  dollars  as  well,  and  we 
believe  the  state  pipeline  safety  programs  need  to  undergo  the  same  discipline. 
States  always  seek  more  money  for  their  safety  programs  from  OPS  and  the 
Congress.  We  would  encourage  OPS  to  create  incentives,  under  the  existing 
state  grant  program,  which  reward  states  for  aggressively  maximizing  their 
dollars  rather  than  simply  asking  for  more  money  from  the  federal  government 
each  budget  cycle. 
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Other  items  of  the  budget  which  are  of  concern  to  our  members  include 
the  $20  million  in  unobligated  funds  collected  over  recent  years.  We  are  also 
concerned  that  there  is  a  significant  increase  in  administrative  costs  paid  for  by 
user  fees.  We  see  no  assurance  that  we  are  paying  only  our  fair  share  of  RSPA 
costs,  that  we  are  not  subsidizing  others,  and  that  DOT  is  working  to  keep  these 
costs  down. 

Finally,  we  encourage  the  Committee  to  use  a  portion  of  the  OPS  reserve 
fund  of  between  $18  and  $19  million  to  fund  a  portion  of  the  OPS  budget  over 
the  next  few  years.  In  exchange  we  will  agree  to  be  billed  twice  during  a  fiscal 
year-  once  in  November  or  December  for  half  our  annual  user  fee,  and  again  in 
the  spring  for  the  remainder,  thus  eliminating  the  need  for  such  a  large  reserve. 

We  would  be  pleased  to  discuss  these  issues  with  you  and  your  staff  in 
greater  detail  prior  to  your  mark  up.  With  best  wishes. 


Sincerely, 

Jerald  V.  Halvorsen 
President 
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MULTIMODAL  TESTIMONY 

ILLINOIS  DEPARTMENT  OF  TRANSPORTATION 

PREPARED  STATEMENT  OF  KIRK  BROWN,  SECRETARY 

Mr.  Chairman  and  Members  of  the  Subcommittee,  we  appreciate  the  opportunity  to 
submit  testimony  concerning  FY  1997  US  DOT  appropriations  on  behalf  of  the  Illinois 
Department  of  Transportation  (IDOT)  to  the  Senate  Appropriations  Subcommittee  on 
Transportation  and  Related  Agencies.  We  thank  Subcommittee  Chairman  Mark 
Hatfield  and  the  members  of  the  Committee  for  their  past  support  for  a  strong  federal 
transportation  program  and  for  taking  into  consideration  Illinois'  unique  needs.  Our 
recommendations  for  overall  funding  priorities  and  our  requests  for  transportation 
funding  for  special  Illinois'  interests  are  described  below. 

HIGHWAY  OBLIGATION  CEILING 

IDOT  urges  the  Subcommittee  to  approve  a  highway  obligation  ceiling  as  close  as 
possible  to  the  $18.3  billion  authorized  under  the  Intermodai  Surface  Transportation 
Efficiency  Act  of  1991  (ISTEA). 

In  FY  1997,  an  obligation  ceiling  at  the  authorized  level  is  needed  to  enable  states  to 
fully  utilize  the  federal  support  provided  by  Congress  in  the  ISTEA.  In  the  five  years 
since  ISTEA,  transportation  departments  have  been  unable  to  spend  approximately 
56. 5  billion  dollars  in  highway  funds  because  of  the  great  disparity  between  authorized 
and  appropriated  levels.  In  FY  1996,  the  transportation  appropriations  bill  set  an 
obligation  ceiling  of  $17.55  billion  -  $810  million  less  than  the  ISTEA  authorized  level. 
Due  to  restrictive  obligation  ceilings  in  past  years,  Illinois  has  accumulated  a  balance  of 
$262  million  in  highway  apportionments  that  cannot  be  obligated  for  highway 
construction  projects.  Federal  funds  are  a  crucial  element  in  the  state  and  local 
highway  preservation  and  improvement  programs.  An  efficient  highway  infrastmcture 
is  in  turn  a  crucial  element  supporting  the  state  and  national  economies. 

INTELLIGENT  TRANSPORTATION  SYSTEMS  EARMARK 

If  the  Subcommittee  earmarks  Intelligent  Transportation  Systems  (ITS)  highway  funds 
in  FY  1997,  Illinois,  along  with  Wisconsin  and  Indiana,  requests  an  eanmark  of 
$16.5  million  for  projects  in  the  GCM  corridor.  This  project  received  earmarks  in 
FYs  1993  and  1994,  but  not  in  FYs  1995  and  1996. 

Illinois  strongly  supported  securing  the  designation  of  the  corridor  extending  from  Gary, 
Indiana  through  Chicago,  Illinois  to  Milwaukee,  Wisconsin  under  a  special  ISTEA 
funding  program  called  the  Intelligent  Vehicle  Highway  System  (IVHS)  corridors 
program.  The  GCM  corridor  is  one  of  four  designated  priority  ITS  corridors.  Illinois, 
Indiana,  and  Wisconsin  are  working  together  to  coordinate  ITS  efforts  for  the  comdor. 
The  three  states  agreed  to  develop  joint  or  coordinated  efforts  and  pursue,  to  the 
extent  possible,  technological  compatibility  through  the  use  of  open  architectures  and 
protocols.  Implementation  of  a  carefully  planned,  multiyear  program  of  projects  is 
under  way. 

TRANSIT  DISCRETIONARY  GRANTS 

Bus  Capital  Eanmari< 

IDOT,  the  Regional  Transportation  Authority  (which  oversees  transit  in  the  six-county 
northeastern  Illinois  area),  the  Chicago  Transit  Authority  (CTA),  and  PACE  (the  regional 
suburban  bus  service  board)  jointly  request  an  earmari<  of  FY  1997  Section  3  bus 
capital  funds  for  the  CTA,  PACE,  downstate  urbanized  providers,  and  small  urban  and 
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rural  providers  in  downstate  counties.  The  agencies  are  currently  assembling  a  specific 
list  of  projects  for  which  funding  is  needed  in  FY  1997,  but  the  total  request  will  likely 
again  be  in  the  $35-40  million  range  requested  in  the  last  several  years.  This  joint 
request  is  a  demonstration  of  our  mutual  interest  in  securing  funding  for  essential  bus 
capital  needs  throughout  the  state.  Illinois  received  a  statewide  bus  capital  earmark  of 
$16.9  million  in  FY  1996. 

The  joint  request  will  be  for  funds  to  replace  over-age  vehicles,  comply  with  federal 
mandates  under  the  Americans  with  Disabilities  Act,  and  constaict  or  upgrade 
important  support  facilities.  All  of  the  vehicles  scheduled  for  replacement  are  at  the 
end  of  their  useful  life;  many  are  well  beyond  their  expected  useful  life.  Downstate 
urbanized  areas  have  101  louses  older  than  the  standard  12-year  design  life  and  the 
CTA  has  321  such  buses.  Illinois  transit  systems  need  discretionary  bus  capital  funds 
since  regular  formula  funding  is  inadequate  to  meet  important  capital  needs. 

New  Systems  and  Extensions  -  MetroLink 

IDOT  supports  the  Bi-State  Development  Agency's  request  for  an  earmari<  of 
$70  million  in  FY  1997  New  System  funding  for  the  MetroLink  light  rail  system  which 
serves  the  St.  Louis  region.  Of  this  amount,  $50  million  would  be  used  for  the  eastward 
extension  from  East  St.  Louis  into  St.  Clair  County  to  Scott  Air  Force  Base,  comprised 
of  $40  million  for  final  engineering  and  $10  million  for  land  acquisition.  The  line  now  in 
service  has  been  a  tremendous  success  and  ridership  has  far  exceeded  projections. 
The  voters  in  St.  Clair  County  have  approved  a  sales  tax  to  help  fund  the  local  share  of 
extending  the  line,  and  the  Administration  has  recently  announced  its  intention  to 
provide  a  Full  Funding  Grant  Agreement  for  the  extension  project  this  year.  The 
St.  Clair  County  extension  of  MetroLink  received  $2  million  (out  of  the  $12.5  million 
earmark  for  MetroLink)  in  FY  1996. 

TRANSIT  FORMULA  GRANTS 

Section  9  Urbanized  Area  Funds 

IDOT  supports  FY  1997  Section  9  Urbanized  Area  funding  at  least  at  the  FY  1996  level 
of  $1.9  billion.  This  level  was  a  cut  of  17.2  percent  from  $2.3  billion  in  FY  1995. 

Section  9  is  a  formula  grant  program  for  urbanized  areas  which  provides  capital  and 
operating  assistance  for  public  transportation.  In  Illinois,  these  formula  funds  are 
distributed  to  18  urbanized  areas  which  provide  approximately  575  million  trips  a  year. 
IDOT  also  urges  that  there  be  no  further  cut  in  federal  operating  assistance,  one  of  the 
key  components  of  federal  Section  9  financial  support.  Annual  appropriations  for 
operating  assistance  have  consistently  fallen  short  of  the  needs,  and  in  FY  1996 
operating  assistance  was  deeply  cut  by  44  percent,  from  $710  million  in  FY  1995  to 
$400  million  in  FY  1996.  A  further  reduction  in  the  current  level  of  federal  operating 
assistance  will  likely  necessitate  further  fare  increases  and  service  cuts  in  transit 
systems,  both  large  and  small.  Reducing  funding  levels  will  undermine  the  vital  role 
transit  plays  in  providing  urban  transportation  service  while  mitigating  traffic  congestion, 
reducing  vehicle  air  pollution,  and  limiting  fuel  consumption. 

Section  18  Rural  and  Small  Urban  Formula  Funds 

IDOT  supports  FY  1997  Section  18  Rural  and  Small  Urban  funding  at  least  at  the 
FY  1996  level  of  $1 10  million.  Funding  for  this  program  was  cut  17.2  percent  from 
$132.7  million  in  FY  1995. 

The  Section  18  program  plays  a  vital  role  in  meeting  mobility  needs  in  the  nation's  small 
cities  and  rural  areas.  Adequate  funding  for  the  transit  formula  program  is  essential  for 
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the  smaller  urbanized  area  transit  systems  in  Illinois  as  well  as  our  larger  systems.  The 
needs  in  these  areas  are  growing  yet  their  local  revenue  sources  continue  to  be  very 
limited.  In  Illinois,  such  systems  operate  in  41  counties  and  7  small  cities,  providing  a 
total  of  approximately  2.3  million  in  rural  system  ridership  annually.   It  is  important  that 
adequate  funding  be  made  available  for  this  underfunded  constituency. 

AMTRAK  APPROPRIATION 

IDOT  supports  an  FY  1997  appropriations  at  least  at  the  FY  1996  level  of  $515  million 

to  fund  capital  and  operating  expenses. 

Amtrak  operates  a  total  of  52  individual  trains  throughout  Illinois  as  part  of  the  nation's 
passenger  rail  system,  serving  approximately  three  million  passengers  annually.  Illinois 
subsidizes  an  additional  20  state-sponsored  trains  which  provide  intrastate  service  in 
four  corridors  (Chicago  to  Milwaukee,  Quincy,  St.  Louis,  and  Carbondale)  which  carried 
nearly  580,000  passengers  in  FY  1995.  Because  of  the  cut  in  Amtrak  support,  Illinois 
has  had  to  increase  state  funding  86  percent  over  the  FY  1995  level  just  to  maintain 
existing  service.  Amtrak  service  is  a  very  important  component  of  Illinois'  multimodal 
transportation  network. 

AIRPORT  IMPROVEMENT  PROGRAM  (AlP)  OBLIGATION  CEILING 

IDOT  supports  an  FY  1997  AlP  obligation  ceiling  above  the  FY  1996  level  of 

$1.45  billion  and  as  close  as  possible  to  the  full  authorization  level  to  be  set  in  the  new 

authorization  bill. 

The  federal  AlP  program,  which  provides  funding  to  states  and  airports  for  the 
development  of  a  national  system  of  airports,  has  suffered  substantial  reductions  in 
appropriations  since  FY  1992.  Obligation  ceilings  have  been  reduced  from  $1.9  billion 
in  FY  1992  to  $1.45  billion  in  FY  1996.  The  AlP  program  continues  to  be  underfunded 
despite  an  Airport  and  Airway  Trust  Fund  (AATF)  balance  of  neariy  $12  billion  and  an 
estimated  1995  year-end  uncommitted  balance  of  $5.1  billion.  We  believe  that  the  AlP 
program  has  suffered  disproportionate  reductions  and  that  there  is  a  legitimate  need  to 
increase  appropriations. 

The  recent  underfunding  of  the  AlP  program  has  caused  substantial  problems, 
particularty  for  general  aviation,  reliever,  commercial  service  and  small  primary  airports. 
Larger  Primary  airports  have  been  able  to  more  than  replace  reduced  AlP  funding  with 
Passenger  Facility  Charge  (PFC)  revenue,  but  the  smaller,  "non-PFC  airports  have 
suffered  major  reductions  in  federal  support.  Therefore,  adequate  AlP  funding  is 
especially  important  for  these  airports. 

Continued  progress  in  improving  the  safety  and  efficiency  of  our  air  transportation 
system  depends  on  a  program  which  will  provide  funding  that  is  adequate  not  only  to 
ensure  that  our  airport  infrastructure  is  maintained  but  which  will  permit  additional 
upgrading  and  expansion  where  necessary.  Capacity  expansion  through 
improvements  at  existing  airports  or  new  airports  which  serve  national  air  service  needs 
is  essential  for  system  efficiency  and  economic  development. 

The  AlP  and  other  aviation  programs  are  jeopardized  by  the  current  lapse  in  aviation 
excise  taxes.  The  lack  of  legislation  to  extend  these  excise  taxes  is  depriving  the  AATF 
of  important  revenue  and  causing  a  rapid  liquidation  of  the  Fund's  uncommitted 
balance.  The  AATF  has  already  lost  neariy  $1  billion  to  date.  We  hope  that  the  AlP 
funding  for  FY  1997  will  not  be  adversely  affected  by  this  problem.  This  concludes  my 
testimony.  I  am  keenly  aware  of  the  pressures  you  face  trying  to  meet  demands  for 
increased  transportation  funding  given  the  tight  federal  budget  constraints.  However, 
an  adequate  and  well-maintained  transportation  system  is  critical  to  the  nation's 
economic  prosperity  and  future  growth.  Your  recognition  of  that  and  your  support  for 
the  nation's  transportation  needs  are  much  appreciated.  Again,  thank  you  for  the 
opportunity  to  discuss  Illinois'  federal  transportation  funding  concerns. 
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MICHIGAN  DEPARTMENT  OF  TRANSPORTATION 
PREPARED  STATEMENT  OF  ROBERT  WELKE,  DIRECTOR 

I  appreciate  this  opportunity  to  submit  testimony  on  behalf  of  the  Michigan  Department  of 
Transportation  (MDOT)  before  the  Appropriations  Subcommittee  on  Transportation.  I  thank 
Chairman  Hatfield  and  other  members  of  the  Committee  for  holding  hearings  on  transportation 
fijndingforFY1997. 

Michigan  has  a  number  of  important  interests  in  the  FY  1997  US  DOT  appropriations  legislation. 
They  are  as  follows: 

Highway  Obligation  Ceiling 

Michigan  is  committed  to  preserving  our  transportation  system,  but  ISTEA  has  not  fulfilled  its 
promise:  Michigan  has  over  $100  million  in  federal  aid  for  highways  which  was  promised,  but  never 
delivered.  As  a  result,  our  bridges  and  roads  are  badly  in  need  of  repair.  In  addition,  MDOT  has  had 
to  increase  its  budget  for  bridge  repair  fi-om  $65  million  yearly  to  $110  million  yearly  and  its  budget 
for  road  repair  fi-om  $170  million  a  year  to  $200  million  a  year.  It  would  not  make  good  business 
sense  to  start  new  projects  while  existing  roads  fall  apart. 

Consequently,  I  urge  this  committee  to  set  the  level  of  Obligation  Limitation  at  least  as  high  for  FY 
1997  as  was  the  case  in  FY  1996.  I  fully  understand  the  commitment  to  achieving  a  balanced  budget 
in  seven  years,  but  I  also  think  we  all  must  recognize  the  commitment  that  this  Congress  and  its 
predecessors  make  to  the  taxpayers  every  time  federal  gas  tax  is  collected  at  the  pump,  to  use  those 
tax  revenues  to  rebuild  our  aging  transportation  infrastructure. 

M-59,  Macomb  County  FY  1997  Request:  $37.8  million 

This  corridor  has  received  substantial  demonstration  funding  through  both  ISTEA  (authorization  of 
$29.6  million)  and  previous  appropriations  ($2.95  million  in  the  FY95  appropriation).  The  total 
project  includes  a  10-mile  urban  corridor  to  be  widened  from  two  lanes  to  a  six-to-eight  lane 
boulevard.  Construction  is  completed  on  two  miles  and  is  underway  on  an  additional  four  miles.  An 
additional  $37.8  million  is  required  to  complete  construction  of  the  final  3  projects  including  the 
M-59/I-94  interchange. 

lIS-27,  St.  Johns  Bypass  FY  1997  Request:  S56.5  million 

This  project  is  one  of  the  nine  major  "gap"  projects  identified  by  MDOT  for  advancement  in  1996. 
Plans  to  build  this  new  freeway  segment  will  be  ready  for  construction  in  1996.  The  estimated  cost 
of  construction  is  $56.5  million.  This  includes  two  segments:  Clark  Road  to  Chadwick  Road;  and 
Chadwick  Road  to  Price  Road.  This  project  falls  within  the  1-73/74  Corridor,  which  was  identified 
as  a  "high  priority"  corridor  within  ISTEA. 

M-84,  Saginaw  and  Bay  Counties  FY  1997  Request:  $8.5  million 

This  project  will  provide  needed  capacity  along  M-84  from  Bay  City  to  Saginaw.  M-84  is  a 
commuter  route  between  the  two  cities  and  is  also  the  primary  access  to  Saginaw  Valley  State 
University  and  Delta  College.  This  project  received  $2.6  million  in  the  FY  1991  and  1992 
appropriations  for  environmental  studies.  An  additional  $8.5  million  will  provide  for  design  and  right 
of  way  acquisition  and  allow  for  the  implementation  of  Transportation  System  Management  (TSM) 
techniques  to  improve  operations  in  the  short  term. 

M-5/10  Mile  Road/Grand  River  Avenue  Interchange  FY  1997  Request:  $5  million 

Oakland  County 

This  project  involves  the  reconstruction  of  the  M-5/Grand  River  Avenue  interchange  to  alleviate 
operational  problems.  The  City  of  Farmington  Hills  shared  in  the  costs  of  the  EPE  study,  which  was 
completed  in  1994.  This  project  received  $1.3  million  in  the  FY  1995  appropriation  bill  for  Phase 
I  construction.  An  additional  $5  million  is  necessary  to  complete  Phase  I  in  FY  1997.  This  includes 
$150,000  for  EPE,  $250,000  for  PE,  $3  million  for  right  of  way  and  $2.9  million  for  constmction. 
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US-31,  Berrien  County  FY  1997  Request:  $34  million 

This  project  received  $1.65  million  in  the  FY  1995  appropriations  and  an  authorization  of  $17.4 
million  of  ISTEA  demonstration  funding.  The  southern  ten  miles  of  this  21  mile  project  have  been 
constructed.  Crossroad  structures  over  the  southern  portion  are  being  constructed  with  the  1995 
demonstration  funds.  It  is  estimated  that  $180  million  will  be  needed  through  FY  2001  to  complete 
all  phases  of  this  project  from  the  Indiana  line  to  1-94  at  Territorial  Road.  Work  planned  for  FY  1997 
utilizing  the  requested  $34  million  includes  grading  and  drainage  on  four  miles  of  mainline,  bridges 
over  the  St.  Joseph  River,  construction  of  crossroads  and  structures,  construction  of  relocated  Dutch 
Lane  wetland,  and  reconstruction  of  the  I-94/Napier  Road  interchange. 

Federal  Transit  Operating  Assistance 

In  the  FY  1996  Federal  Transit  Appropriations,  large  urbanized  agencies  realized  a  47.6  percent  cut 
in  operating  assistance,  small  urbanized  agencies  were  cut  25  percent  and  non-urban  outstate  agencies 
received  a  16  percent  cut.  Federal  operating  assistance  funds  in  FY  1996  represent  various 
percentages  of  each  agency's  total  operating  budget,  ranging  from  4  percent  to  28  percent.  As  a 
result  of  the  federal  reduction  in  FY  1996,  all  agencies  are  reviewing  their  options,  especially  since 
the  State  cannot  be  expected  to  make  up  the  difference,  an  amount  totaling  $9,654,320  for  urban  and 
$822,730  for  non-urban  systems.  It  is  therefore  critical  that  the  federal  funds  be  maintained  for 
operating  assistance  or  the  reduction  be  slowed  down  to  provide  more  time  at  the  local  level  to 
implement  plans  that  deal  with  the  phase-out  of  federal  operating  funds. 

Section  3  -  Bus  Funds 

In  Michigan,  the  public  transit  infrastructure  includes  replacement  and  expansion  buses,  facilities  and 
related  equipment.  Michigan  has  relied  on  Federal  funds  to  pay  80  percent  of  the  costs  for 
infrastructure  needs  while  the  State  has  picked  up  the  remaining  20  percent.  In  FY  1 996,  our  current 
projected  unmet  infrastructure  needs  total  $83,059,758,  which  would  require  $65,897,487  in 
additional  federal  funds.  This  includes  1 16  large  buses  and  74  small  buses.  The  unmet  infrastructure 
needs  in  FY  1997  total  an  additional  $135,837,017,  which  would  require  $108,669,614  in  federal 
funds,  including  1 18  large  buses  and  99  small  buses. 

The  above  needs  also  include  many  unmet  facility  needs.  Some  examples  are  as  follows:  Detroit  has 
applied  for  funding  for  several  transit  centers  to  include  passenger  transfer  points,  administration 
offices,  and  day  care;  Oakland,  Macomb  and  Monroe  Counties  share  needs  for  storage  and  office 
space  facilities;  Flint  has  requested  an  administrative  office  and  bus  storage  facility;  and  Livingston 
County  has  requested  funding  for  an  intermodal  operational  maintenance  facility.  Since  1992, 
Michigan  has  had  a  Section  3  facility  application  into  FTA.  This  application  has  remained  unfunded 
and  has  been  updated  several  times  The  application  now  totals  $22  million  in  much  needed  facility 
projects  for  34  public  transit  agencies  statewide. 

In  the  ISTEA  legislation  passed  in  1991,  Michigan  was  authorized  an  annual  $10  million  Section  3 
Bus  allotment.  This  has  been  the  only  source  of  bus  funds  that  the  state  has  received.  This  amount 
does  not  come  close  to  meeting  Michigan's  statewide  needs.  During  the  past  four  years,  Michigan 
has  been  able  to  barely  maintain  the  rolling  stock  portion  of  the  public  transit  infrastructure  by  using 
a  number  of  ISTEA  funds,  including  CMAQ  and  STP  funds.  In  the  meantime,  bus  facility  and 
equipment  needs  continue  to  be  backlogged  as  described  above.  As  federal  operating  assistance  is 
cut  back  each  year,  it  is  vital  that  the  federal  government  remain  the  primary  capital  funding  partner. 
Since  all  discretionary  Section  3  bus  funds  are  now  earmarked,  we  are  requesting  an  additional  $12 
million  in  bus  funds  for  Michigan.  We  are  further  requesting  that  the  $10  million  ISTEA  allotment 
not  be  sub-earmarked  to  specific  projects  in  your  FY  1997  legislation. 

Reauthorization  of  the  Federal  Airport  Improvement  Program 

The  current  Airport  Improvement  Program  expires  September  30,  1996.  All  of  the  federal  airport 
grant  money  is  authorized  by  this  program.  Nationally,  $1.45  billion  was  appropriated  under  this 
program  In  Michigan,  we  received  $50  million  to  $65  million  a  year  for  airport  preservation  and 
improvement  projects.  The  two  primary  issues  for  Michigan  are: 
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1)  authorization  levels  of  S2  billion  or  higher  annually;  and 

2)  a  greater  state  role  in  administration  of  the  program  for  smaller  airports 

Also,  many  smaller  and  mid-size  Michigan  communities  are  restricted  in  access  to  the  slot-controlled 
Chicago  O'Hare  Airport.  This  airport  is  the  only  hub  airport  with  slot  controls  and  has  unique  access 
problems  for  regional-type  carriers.  Good  air  service  to  many  Michigan  communities  is  negatively 
impacted  as  a  result  of  the  Chicago  slot  process.  There  needs  to  be  an  opening  up  of  slots  for 
commuruties  within  air  commuter  distance  of  the  Chicago  O'Hare  Airport.  We  continue  to  support 
efforts  to  open  up  additional  slots  at  O'Hare. 

AMTRAK/High  Speed  Rail 

With  the  reduction  in  Federal  operating  funds  for  AMTRAK,  and  even  with  AMTRAK's  effort  to 
reduce  costs,  the  state  subsidy  required  to  continue  rail  passenger  service  for  this  fiscal  year  has 
increased.  For  the  current  fiscal  year,  the  Michigan  subsidy  to  AMTRAK  will  be  $1,897,500  for 
service  between  Grand  Rapids-Chicago  and  for  the  Michigan  portion  of  Chicago-Toronto  service. 
In  addition,  the  historical  lack  of  capital  funding  for  equipment  continues  to  contribute  to 
AMTRAK's  higher  operating  costs.  Like  the  Federal  government's  effort  to  make  AMTRAK  self- 
sufficient,  we  are  working  to  make  the  AMTRAK  route  in  Michigan  self-sufficient.  However,  it  is 
necessary  to  support  the  continuation  of  current  Federal  operating  assistance  for  rail  passenger 
service  while  we  move  to  self-sufficiency. 

The  State,  in  partnership  with  AMTRAK,  is  undertaking  the  development  of  the  Detroit-Chicago 
high-speed  rail  corridor.  Previous  Federal  financial  support  is  allowing  for  the  installation  of  a  train 
signal  system  that  will  increase  safety  and  allow  the  train  to  operate  at  a  faster  speed  of  1 00  mph  on 
a  41  mile  portion  of  this  corridor  in  the  fall  of  1996,  reducing  travel  time  between  Detroit  and 
Chicago  and  points  in  between.  This  work  is  currently  underway  including  an  advanced  signaling 
system,  portions  of  track  upgrades,  private  cross  enclosures  and  right-of-way  fencing.  We  request 
$3.5  million  in  high-speed  rail  transportation  funds  to  complete  the  total  71  mile  development  on  the 
Detroit-Chicago  corridor. 

Detroit  Intermodal  Transportation  Center 

Application  was  made  in  June,  1 994  for  a  Federal  Transit  Administration  grant  requesting  funds  for 
the  construction  of  a  Detroit  Intermodal  Transportation  Center.  In  September  1994,  a  portion  of  the 
federal  grant  request  ($4M)  was  awarded  to  Michigan  for  the  project. 

MOOT  is  committed  to  developing  a  comprehensive  intermodal  transportation  center  in  Detroit. 
Currently  Amtrak  is  operating  out  of  a  small  interim  station.  It  is  anticipated  the  Center  will  serve 
many  forms  of  surface  transportation  needs;  international  services;  regional  and  light  rail,  intercity, 
regional,  and  local  bussing;  taxi  services;  non-motorized  transportation  and  even  a  hitching  post  for 
the  Detroit  police  mounted  division.  The  facility  will  also  be  designed  to  encourage  joint  private 
sector  development,  including  businesses,  retail  and  commercial  interests,  and  also  will  include  an 
area  designated  for  governmental  offices. 

For  Phase  II  funding,  which  will  facilitate  construction  of  the  facility,  we  request  $10  million  in 
federal  funding. 

Dearborn  Intermodal  Facility 

A  new  intermodal  facility  has  been  proposed  for  a  site  in  Deariwm,  adjacent  to  Greenfield  Village  and 
the  Smiths  Creek  Depot.  MDOT  has  already  allocated  fiinds  for  studies  on  the  project.  The  new 
facility  will  be  a  state  of  the  art  building  which  economically  integrates  platforms,  waiting  room, 
ticketing,  baggage  and  other  functions  under  one  roof  It  will  be  one  of  the  flagship  designs  heralding 
the  new  high-speed  corridor  between  Detroit  and  Chicago. 

For  Phase  I,  we  are  requesting  SI  million  in  federal  funding  for  this  project. 
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Monroe  Railroad  Consolidation  Project 

Michigan  has  received  almost  $8  million  in  federal  Rinding  to  consolidate  rail  line  operations  of  the 
CN  North  America  (CNNA),  formerly  know  as  the  Grand  Trunk  Western,  and  Conrail  primarily 
within  the  corporate  limits  of  the  City  of  Monroe.  Monroe  is  Michigan's  only  port  city  on  Lake  Erie. 
Three  major  main  lines  operating  through  the  eastern  side  of  the  City,  one  of  which  borders  a  densely 
populated  residential  neighborhood  There  are  ongoing  problems  with  car/train  accidents  in  the  area, 
resulting  in  property  damage  and  personal  injuries. 

The  Michigan  Department  of  Transportation  and  the  City  of  Monroe  are  currently  reviewing  various 
options  to  alleviate  this  problem.  Once  railroad  and  public  input  are  secured,  a  decision  will  be  made 
to  proceed  with  one  of  four  options.  The  option  that  is  least  expensive  to  implement  will  still  require 
additional  federal  funds.  Therefore,  we  are  requesting  an  additional  $5  million  in  Federal  Railroad 
Administration  funds  to  complete  this  necessary  project. 

Local  Rail  Freight  Assistance  Program 

I  am  aware  that  the  committee  did  not  fund  the  Local  Rail  Freight  Assistance  Program  in  last  year's 
appropriation  bill.  However,  this  is  a  very  important  program  for  Michigan.  In  1994  and  1995, 
MDOT  received  a  totaJ  of  $2.2  million  in  Federal  Railroad  Administration  funding  to  rehabilitate  42 
miles  of  railway  from  Greenbush  to  Alpena,  operated  by  Lake  State  Railway.  The  upgrade  was 
needed  due  to  deteriorated  condition  of  the  line  and  the  need  to  continue  rail  service.  To  move  the 
freight  now  moved  over  this  rail  line,  it  would  mean  putting  an  additional  30,000  trucks  on  the 
highways  contributing  to  deterioration  and  congestion  of  the  highways.  In  terms  of  accessibility,  over 
5,000  of  these  trucks  would  be  traveling  on  a  two  lane  highway  for  about  100  miles.  We  anticipate 
that  this  project  will  help  ensure  the  continued  viability  of  rail  service.  It  will  also  facilitate  future 
expansion  of  vital  regional  business.  Over  500  area  jobs  will  be  saved  by  maintaining  rail  service  in 
the  region. 

By  securing  an  additional  $2  million  in  funding,  capitol  improvement  to  portions  of  the  remaining  167 
miles  of  rail  corridor,  still  in  desperate  need  of  rehabilitation,  can  be  initiated. 

This  concludes  my  testimony.  While  I  am  aware  of  the  continued  pressure  that  you  are  under  to  meet 
the  demands  of  federal  budget  constraints,  a  well  funded  and  well-maintained  transportation  system 
is  vital  to  this  nation's  economic  growth.  Your  continued  support  of  much  needed  transportation 
funding  is  appreciated. 

Again,  thank  you  for  this  opportunity  to  discuss  Michigan's  federal  transportation  funding  needs. 
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TRANSIT-RELATED  TESTIMONY 
PREPARED  STATEMENT  OF  AMERICA'S  COALITION  FOR  TRANSIT  NOW 


Mr.  Chairman  and  Subcommittee  members,  thank  you  for  providing  America's 
Coalition  for  Transit  NOW  with  this  opportunity  to  submit  written  testimony  on  the 
development  of  the  Fiscal  Year  (FY)  1997  Transportation  and  Related  Agencies 
Appropriations  Act. 

America's  Coalition  for  Transit  NOW.  The  Coalition  includes  business 
associations  and  firms,  groups  representing  people  with  disabilities,  financial  institutions, 
utilities,  and  a  broad  range  of  other  interests.  We  are  united  by  a  common  belief  that 
public  transit  must  remain  a  high  priority  federal  interest  because  it  is  a  crucial  part  of  the 
nation's  transportation  infrastructure.  Our  more  than  300  members  represent  a  wide  range 
of  organizations  that  support  transit  because  of  the  many  benefits  it  provides  to  everyone 
in  our  society  -  transit  riders  and  non-riders  alike. 

The  Coalition's  national  chairman  is  James  J.  Florio,  and  its  honorary  co-chairs 
include  Governors  Pete  Wilson  of  California  and  William  Weld  of  Massachusetts,  and 
Mayors  Rudolph  Giuliani  of  New  York  City,  Ed  Rendell  of  Philadelphia,  and  Norm  Rice  of 
Seattle.  These  distinguished  public  officials  understand  the  importance  of  transit  to  a 
balanced  and  effective  transportation  system  so  that  our  economy  can  grow  and  that  all 
Americans  have  access  to  jobs,  services,  and  other  needs.  This  issue  transcends  party 
lines,  and  it  is  heartening  to  me  that  prominent  officials  of  both  major  parties  are  involved 
in  the  Coalition. 

Federal  Investment  in  Transit.  Transit  NOW  is  troubled  by  the  trend  of  federal 
transportation  funding  decisions  in  recent  years,  which  threatens  to  undermine  the 
balanced  federal  transportation  program  that  we  need  in  order  to  improve  economic 
productivity  and  to  provide  all  Americans  with  the  greatest  range  of  transportation  choices 
to  meet  their  individual  needs.  In  Fiscal  Year  1996,  transit  accounted  for  42  percent  of 
federal  transportation  spending  cuts  even  though  the  transit  program  represents  only 
about  1 1  percent  of  total  federal  transportation  spending. 

Efforts  to  limit  the  growth  of  federal  spending  should  not  single  out  transit  for  an 
excessive  share  of  transportation  spending  reductions.  We  urge  the  Subcommittee  to 
support  FY  1997  funding  levels  that  maintain  modal  balance  by  preserving  and  expanding 
the  federal  investment  in  transit, 

Americans  use  public  transit  about  nine  billion  times  a  year.  In  the  past  year,  transit 
ridership  has  continued  to  increase.  Furthermore,  commuter  rail  services  have 
experienced  noteworthy  increases,  demonstrating  that  suburban  workers  will  use  rail  as 
an  alternative  to  lengthy,  stressful  highway  commutes. 

It  has  been  exciting  to  see  the  success  of  new  start  projects  such  as  the  MetroLink 
light  rail  in  St.  Louis.  Ridership  has  exceeded  projections,  the  voters  have  approved  local 
ballot  measures  to  pay  for  expansion,  and  development  around  MetroLink  stations  is 
concrete  evidence  that  transit  can  be  the  key  to  additional  commercial  and  residential 
investment.  The  Memphis  downtown  trolley  is  another  successful  new  project,  and  it  is 
t)eing  extended  to  serve  businesses  and  others  along  the  Mississippi  Riverfront  and  which 
will  include  two  major  intermodal  facilities. 

Transit  Investment  Creates  Economic  Benefits.  There  is  compelling  evidence 
that  transit  investments  produce  substantial  economic  benefits.  Every  $100  million 
invested  in  transit  generates  $300  to  $350  million  in  business  revenues.  In  northern 
Virginia,  Metrorail  is  projected  to  generate  90,000  permanent  jobs  and  provide  a  net  gain 
of  $1 .2  billion  in  tax  revenues  in  the  1 978-201 0  period.  Metrorail's  economic  benefits  are 
so  great  that  a  private  developer  has  agreed  to  pay  for  a  $20  million  station  to  guarantee 
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access  to  a  new  342-acre  office  and  residential  site.  It  will  be  the  first  privately-funded  rail 
station  built  between  existing  stations  on  a  functioning  transit  rail  line. 

The  Regional  Plan  Association's  report  on  the  New  York-New  Jersey-Connecticut 
metropolitan  area  around  New  York  City,  A  Region  at  Risk,  identifies  transit  investments 
as  a  critical  means  of  preserving  the  area's  ability  to  compete  in  the  global  economy.  This 
report  is  just  the  most  recent  of  many  that  confirm  the  value  of  transit  investments.  Some 
years  ago,  a  study  found  that  full  investment  in  Philadelphia's  transit  agency,  SEPTA, 
would  return  $9  dollars  for  every  $1  invested.  Failure  to  increase  capital  funding  would 
drain  billions  of  dollars  a  year  from  the  Philadelphia  region's  economy,  the  study  found. 

In  connection  with  the  success  of  the  St.  Louis  MetroLink  system,  riders  are 
patronizing  stores,  restaurants,  and  entertainment  complexes  near  MetroLink  stations,  and 
developers  are  building  projects  near  the  stations.  At  MetroLink's  Wellston  Station,  an 
abandoned  warehouse  is  being  transformed  into  an  $8  million  job  training  center  which  will 
serve  200  young  people  and  countless  employers  each  year.  Cleveland's  Tower  City 
Center  Station  links  rail  and  bus  service  to  a  shopping  mall,  offices,  hotels,  and  the 
downtown  sports/entertainment  complex.  In  Portland,  Oregon,  $1 .2  billion  worth  of  private 
development,  exceeding  ten  million  square  feet,  has  occurred  along  the  MAX  light  rail  line. 

In  evaluating  these  economic  gains,  it  is  important  to  remember  that  they  take  place 
over  years  and  even  decades,  not  overnight.  Because  subsidies  for  personal  vehicles  and 
automobile-dominant  land  use  patterns  are  so  pervasive,  it  is  easy  to  forget  that  without 
transit,  congestion  and  sprawl  would  be  even  greater.  Imagine  what  life  would  be  like  in 
the  Washington,  D.C.  area  if  Metrorail,  VRE,  and  MARC  trains  were  not  available  for 
suburban  commuters. 

Transportation  Choices.  These  transit  success  stories  provide  further  evidence 
that  Americans  want  and  need  a  broad  range  of  transportation  choices.  People  continue 
to  choose  transit  when  it  is  available  to  them,  even  though  the  inflation-adjusted  price  of 
gasoline  is  near  an  all-time  low,  and  budget  constraints  have  forced  many  transit  ag  -ncies 
to  raise  fares  and  reduce  services. 

The  increase  in  transit  ridership  benefits  our  entire  society,  including  people  and 
businesses  who  rely  on  automobiles  and  trucks.  Among  these  benefits  are  reduced  air 
pollution,  decreased  congestion,  less  demand  for  costly  new  road  construction,  more 
reliable  delivery  of  goods  for  businesses  that  use  trucks,  and  energy  conservation. 

We  are  all  better  off  when  more  people  choose  to  ride  transit,  leaving  their  cars  at 
home  or  in  park-and-ride  lots  instead  of  driving  them  onto  increasingly  crowded  freeways, 
roads,  and  city  streets. 

In  1992,  the  costs  of  congestion  in  the  nation's  50  large  metropolitan  areas 
amounted  to  some  $45  billion  in  lost  time  and  wasted  fuel.  Every  year,  this  cost  to  our 
economy  rises  by  another  $1-2  billion.  These  figures  do  not  include  the  additional 
economic  damage  of  more  expensive  and  slower  commercial  shipments.  The  federal 
government  should  do  its  best  to  ensure  that  people  can  choose  transit  so  they  can  free 
up  space  on  our  roads  for  other  drivers  and  especially  for  commercial  vehicles. 

We  encourage  the  Committee  to  read  a  recent  report  by  Paul  M.  Weyrich  and 
William  S.  Lind  of  the  Free  Congress  Foundation,  Conservatives  and  Mass  Transit:  Is  It 
Time  for  a  New  Look?  Its  insights  on  the  benefits  of  transit  investments,  from  a 
conservative  perspective,  underscore  the  importance  of  the  balanced  federal  funding 
policies  that  the  Coalition  supports. 

Federal  policies  that  lead  to  higher  fares  and  service  cuts  hurt  all  of  us.  If  transit- 
dependent  riders  are  squeezed  out  of  the  workforce  by  rising  fares  and  service  cutbacks, 
the  ultimate  costs  to  local,  state,  and  the  federal  government  will  surely  be  greater  than  the 
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immediate  federal  budget  savings.  Failure  to  keep  pace  with  identified  transit  capital 
needs  will  necessitate  higher  costs  to  maintain  our  overall  transportation  system  in  the 
long  run. 

In  addition,  we  must  not  forget  that  many  transit  riders  do  not  have  other  options. 
For  up  to  80  million  people,  transit  is  a  lifeline  to  work,  medical  services,  church,  and 
shopping.  About  28  percent  of  all  transit  riders  have  annual  family  incomes  of  less  than 
$15,000  -  twice  the  F>ercentage  of  people  with  incomes  below  the  national  "poverty  rate." 

Recommendations.  As  the  Subcommittee  drafts  the  FY  1997  Transportation  and 
Related  Agencies  Appropriations  Act,  we  urge  you  to  strive  for  a  balanced  surface 
transportation  program  that  provides  resources  for  all  forms  of  transportation  so  that 
commuters  can  choose  from  a  range  of  sensible  choices.  For  FY  1997,  the  Coalition 
urges  the  Subcommittee  to  approve  the  highest  possible  funding  of  the  formula  capital  and 
operating  programs,  the  mral  program,  the  elderly/disabled  program,  and  the  discretionary 
new  start,  fixed  guideway  modernization,  and  bus/busway  programs.  We  appreciate  the 
Administration's  support  for  increased  discretionary  and  formula  funding  and  urge  you  to 
fund  a  total  transit  program  of  at  least  the  $4.2  billion  recommended  by  the  Administration. 

State  and  local  governments  are  working  with  transit  agencies  to  respond  to  the 
impact  of  recent  federal  funding  reductions,  which  have  been  very  severe  for  transit 
agencies  in  communities  of  all  sizes.  For  these  state  and  local  responses  to  work  most 
effectively,  it  is  important  that  the  FY  1997  appropriation  bring  some  stability.  For  this 
reason,  we  urge  you  to  increase  all  parts  of  the  transit  program  above  FY  1996  levels  and 
to  support  ongoing  U.S.  Department  of  Transportation  and  Federal  Transit  Administration 
efforts  to  afford  the  greatest  possible  flexibility  for  transit  agencies  to  use  federal  funds 
efficiently  and  to  support  innovative  changes. 

Transit  NOW  has  always  urged  Congress  to  support  transit  operating  assistance. 
One  reason  is  to  help  transit  agencies  implement  federal  mandates  and  goals  that  add 
more  than  $1  billion  per  year  to  transit  operating  expenses.  In  a  broader  sense,  by 
providing  affordable,  accessible  transit  service,  federal  operating  assistance  enables  all 
parts  of  the  surface  transportation  network  to  function  more  effectively.  We  appreciate  the 
Administration's  recognition  that  transit  operating  assistance  meets  critical  needs  and 
provides  national  benefits,  as  evidenced  by  its  request  to  increase  operating  assistance 
by  25  percent  in  FY  1997. 

This  year,  we  believe  that  it  is  time  to  hold  the  line  on  further  cuts.  The  nation's 
transit  agencies  are  still  adjusting  to  the  effects  of  the  FY  1995  and  FY  1996  cuts,  which 
have  reduced  annual  federal  operating  assistance  to  $400  million,  less  than  half  its  FY 
1994  level.  Given  the  difficulty  in  accommodating  higher  funding  for  the  fast-outlaying 
operating  assistance  component  of  the  urbanized  area  formula  program,  we  urge  you  to 
provide  at  least  the  FY  1996  amount  of  $400  million  for  operating  assistance.  Especially 
as  we  approach  the  January  1997  deadline  for  full  compliance  with  paratransit  service 
requirements  of  the  Americans  with  Disabilities  Act  (ADA),  it  is  important  to  provide  no  less 
than  the  current  $400  million  in  urbanized  area  operating  assistance. 

The  Coalition  is  proud  to  have  among  its  members  the  National  Easter  Seal  Society, 
\Nh\ch  administers  Project  ACTION.  Project  ACTION  has  can-ied  out  many  educational 
programs  to  improve  access  to  public  transit  services  for  persons  with  disabilities.  For 
relatively  small  federal  investments,  Project  ACTION-funded  programs  also  provide 
needed  training  to  transit  personnel  and  aid  in  the  reduction  the  costs  to  transit  agencies 
of  meeting  Americans  with  Disabilities  Act  requirements. 

The  success  of  Project  ACTION  depends  on  the  preservation  of  a  balanced  and 
effective  federal  transportation  program.  The  Americans  with  Disabilities  Act  states  that 
persons  with  disabilities  have  the  right  to  accessible  transit  service.    We  urge  the 
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Subcommittee  to  reject  cuts  in  federal  transit  funding,  both  capital  and  operating  aid,  that 
would  make  it  more  difficult  for  transit  systems  to  meet  this  important  federal  goal  and  carry 
out  the  promise  that  persons  with  disabilities  can  commute  to  their  jobs  and  have  the 
opportunity  to  lead  fulfilling  lives. 

The  recent  preliminary  report  on  federal  mandates  by  the  Advisory  Commission  on 
Intergovernmental  Relations  (ACIR)  points  out  the  need  to  weigh  costs  and  benefits  of 
federal  mandates  in  considering  transit  funding  levels.  Over  the  past  three  decades,  the 
federal  government  has  relied  on  the  transit  industry  to  pursue  a  variety  of  commendable 
goals.  These  cannot  be  fully  achieved  vwthout  sufficient  resources.  Compliance  with  clean 
air,  clean  water,  safety,  drug/alcohol  testing,  energy  security,  affordable  service  to  the 
elderly  and  people  with  disabilities,  and  other  mandates  is  not  at  issue.  What  concerns 
us  is  that  without  adequate  assistance,  bo\h  for  capital  and  operating  needs,  these  federal 
requirements  will  continue  to  make  it  more  difficult  to  provide  affordable,  convenient 
service  that  meets  the  needs  of  all  transit  customers  and  attracts  and  retains  new  riders. 

Federal  mandates  are  designed  to  address  serious  problems.  But.  from  the  state 
and  local  perspective,  these  mandates  often  limit  our  ability  to  deal  with  other,  equally 
pressing  problems.  In  many  cases,  moreover,  the  federal  role  effectively  prevents  us  from 
adopting  the  most  cost-effective  solutions  to  problems.  The  problem  is  very  acute  for 
transit  agencies,  which  too  often  are  the  administrators  of  unfunded  mandates. 

Clean-fuel  requirements  are  an  example  of  how  a  commendable  goal  can  actually 
be  undercut  by  prescriptive  regulation.  Without  more  federal  funding,  it  is  increasingly 
likely  that  many  transit  agencies  will  have  to  raise  fares  or  reduce  services  to  pay  the 
inaeased  costs  for  clean  fuel  vehicles  and  facilities.  It  makes  no  sense  to  require  costly 
actions  in  the  name  of  clean  air  and  at  the  same  time  reduce  federal  funding,  because 
transit's  most  important  role  in  reducing  emissions  is  to  attract  customers  out  of  their 
personal  vehicles  -  a  job  that  is  easier  when  fares  are  kept  lower. 

In  addition  to  groups  which  applaud  transit's  contribution  to  clean  air  and  the 
physical  health  of  communities.  Coalition  members  include  chambers  of  commerce  and 
other  business  associations  which  recognize  the  importance  of  transit  to  the  economic 
health  of  their  communities.  These  business  organizations  in  Atlanta,  Chicago,  New  York, 
Philadelphia,  Los  Angeles,  and  elsewhere,  as  well  as  many  individual  corporations  that 
belong  to  the  Coalition,  understand  that  transit  gives  their  employees  more  commuting 
choices.  They  know  that  welfare  reform  will  only  work  if  affordable  transit  service  is  part 
of  the  package.  They  know  that  businesses  near  the  newer  rail  lines  in  Los  Angeles, 
Memphis,  St.  Louis  and  other  communities  have  seen  their  revenues  increase. 

These  chambers  of  commerce  and  individual  companies  know  that  their 
metropolitan  areas  must  do  something  about  congestion  or  the  ability  to  compete  in 
interstate  commerce  will  be  lost.  Wthout  public  transit's  contribution  to  mobility  in  the  past 
Itiree  decades,  our  nation  would  now  face  enough  additional  rush  hour  traffic  to  require 
another  20,000  lane-miles  of  roads  and  five  million  parking  spaces.  The  cost  to  build 
these  facilities  would  be  at  least  $220  billion.  While  Transit  NOW  supports  adequate 
investment  in  our  nation's  entire  transportation  infrastructure,  the  perpetual  growth  of 
vehicle  miles  traveled  (VMT)  makes  dear  that  we  must  use  our  entire  transportation 
system  more  efficiently  and  that  we  cannot  build  our  way  out  of  traffic  congestion.  The 
Coalition  urges  the  Subcommittee  to  support  transit  funding  so  our  states  and  local 
communities  can  meet  the  needs  of  their  citizens  and  plan  for  an  economically  productive 
future  that  is  not  mired  in  traffic. 

Thank  you  for  considering  these  views  as  you  draft  the  FY  1997  Transportation 
Appropriations  Act.  Please  feel  free  to  contact  the  Coalition  if  you  have  any  questions 
about  the  benefits  of  transit  funding  that  have  led  so  many  businesses,  trade  associations, 
citizens*  groups,  and  other  organizations  to  join  America's  Coalition  for  Transit  NOW. 
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PREPARED  STATEMENT  OF  THE  AMERICAN  PUBLIC  TRANSIT  ASSOCIATION 

INTRODUCTION 

The  American  Public  Transit  Association  (APT A)  appreciates  the  opportunity  to  express  its 
views  on  the  development  of  the  Fiscal  Year  (FY)  1997  Transportation  and  Related  Agencies 
Appropriations  bill.  Our  testimony  focuses  on  the  critical  need  to  maintain  investment  in  the  nation's 
public  transit  infrastructure,  the  Administration's  FY  1997  budget  request  for  the  Federal  Transit 
Administration,  and  the  challenge  that  transit  agencies  face  in  complying  with  federal  mandates. 

We  rjote  that,  for  FY  1997,  the  Intermodal  Surface  Transportation  Efficiency  Act  (ISTEA) 
of  1991  authorizes  transit  fiinding  increases  of  40  percent  and  raises  the  authority  to  spend  from  the 
Mass  Transit  Account  of  the  Highway  Trust  Fund  by  73  percent.  These  increases  were  authorized 
in  response  to  transit  capital  and  operating  funding  needs,  and  the  fiinding  decisions  that  Congress 
makes  this  year  are  likely  to  set  precedents  for  ISTEA  reauthorization. 

On  the  one  hand,  transit  agencies  are  struggling  to  deal  with  cuts  in  the  federal  operating 
program  of  more  than  50  percent  during  the  last  two  years.  On  the  other  hand,  they  are  trying  to 
fiilfill  a  role  as  the  preferred  alternative  to  increasing  traffic  congestion,  a  role  that  will  become  even 
more  important  in  the  next  century  as  it  becomes  increasingly  difficult  to  construct  additional  roads. 

Transit  carries  millions  of  Americans  to  jobs  each  day,  and  it  is  an  essential  component  of 
successfiil  welfare  reform.  Transit  contributes  to  a  strong  economy  and  addresses  the  needs  of  people 
from  all  re^ons  who  cannot,  or  choose  not  to,  drive.  Despite  the  many  benefits  it  provides,  transit 
bore  42  percent  of  the  cuts  in  the  FY  1996  transportation  funding  bill  and  federal  operating  aid  was 
cut  by  nearly  SO  percent  for  agencies  in  our  largest  metropolitan  areas. 

Funding  Needs 

While  we  recognize  the  fiscal  constraints  on  federal  funding  in  today's  environment,  we  think 
Congress  should  make  every  effort  to  increase  funding  for  the  federal  transit  program  in  FY  1997. 
A  good  balance  in  federal  transportation  investments  is  essential  to  ensure  adequate  maintenance  of 
all  modes  that  federal  programs  influence.  With  continued  pressure  to  control  federal  spending  likely 
for  the  foreseeable  future,  it  becomes  even  more  important  that  we  make  the  most  of  existing 
transportation  systems.  Growing  population  and  congestion,  in  conjunction  with  limits  on  funding, 
increase  the  need  to  ensure  that  all  our  transportation  systems  are  coordinated  and  working  together. 
We  support  the  Administration's  FY  1997  proposal  to  fund  transit  at  $4.3  billion  and  to  increase 
transit  operating  assistance  by  25  percent. 

We  pledge  to  work  with  Congress  toward  enactment  of  the  FY  1997  Transportation  bill  in 
a  timely  fashion,  and  urge  the  Subcommittee  to: 

»■  Fund  the  federal  transit  program  at  the  maximum  level; 

»  Maintain  a  reasonable  balance  within  the  federal  transit  program  by  funding  formula 

and  discretionary  programs,  and  subelements  of  the  transit  discretionary  program, 

consistent  with  ruthorized  levels, 
»  Help  transit  systems  meet  extraordinary  costs  associated  with  the  Americans  with 

Disabilities  Act  and  other  federal  mandates; 
*■  Fully  utilize  Mass  Transit  Account  resources  for  their  dedicated  purposes;  and 

»■  Allow  capital  funds  to  be  used  for  maintenance  of  capital  assets. 


THE  IMPORTANCE  OF  MAINTAINING  FEDERAL  SUPPORT  FOR  TRANSIT 

The  federal  transit  program  is  critical  to  the  nation's  well  being.  Federal  investment  in  transit 
infrastructure  produces  valuable  assets  in  every  community  and  long-term  benefits  for  the  nation. 
Adequate  transit  funding  is  needed  to  preserve  our  existing  capital  resources,  including  the  nation's 
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highway  and  transit  infrastructure.  Providing  a  competitive  and  affordable  transit  option  is  beneficial 
to  urban,  suburban,  and  rural  residents. 

Across  the  nation  a  growing  number  of  people  are  choosing  transit  for  their  daily 
transportation  needs.  Annual  transit  ridership  has  climbed  by  263  million  passenger  trips  since  1993. 
Ridership  on  heavy  rail,  light  rail  and  commuter  rail  increased  significantly  during  the  first  half  of 
1995.  Last  year,  rail  systems  successfijlly  attracted  more  riders  by  expanding  service  hours,  extending 
lines  and  convincing  more  commuters  that  rail  is  an  excellent  alterrative  to  the  automobile.  Among 
heavy  rail  systems,  ridership  in  Los  Angeles  grew  by  almost  nine  p>ercent  in  the  first  half  of  1995, 
while  patronage  in  Baltimore,  New  York  City  and  Washington,  D.C.,  also  increased.  Patronage  of 
the  Memphis  Area  Transit  Authority's  new  light  rail  trolley  expanded  by  20  percent,  and  ridership 
soared  almost  40  percent  on  Metro  Link,  the  light  rail  system  serving  St.  Louis  area  residents. 

A  Key  Role  in  Finhting  Traffic  Congestion 

There  is  a  well  documented  connection  between  effective  transit  service  and  the  operating 
eflBciency  of  our  National  Highway  System  and  primary  road  network.  Nowhere  is  that  connection 
more  evident  than  at  the  regional  and  metropolitan  choke  points  of  the  Interstate  Highway  System 
at  rush  hour.  The  mere  people  use  transit,  the  less  crowded  urban  roadways  will  be.  A  fuU  bus 
removes  40  cars  fi'om  the  road,  and  a  fiiU  rail  car  removes  125  cars. 

Fewer  cars  on  the  road  mean  that  commercial  vehicles  can  move  more  efficiently,  reducing 
transportation  costs  for  business  and  mininuzing  the  need  for  additional  highway  construction  that 
has  become  physically  impossible  in  many  regions.  It  is  estimated  that  American  businesses  will  lose 
$24.5  billion  annually  over  the  next  20  years  because  of  traffic  congestion,  and  if  the  federal 
government  fails  to  invest  adequately  in  transit,  gridlock  and  the  corresponding  losses  in  economic 
productivity  will  worsen. 

Sufficient  funding  for  transit  promotes  efiScient  use  of  all  transportation  dollars  by  subjecting 
every  proposed  project  to  consideration  of  available  alternatives.  Over  the  past  five  years,  local 
officials  have  decided  to  use  S2  2  billion  in  flexible,  federal  funding  to  eliminate  traffic  congestion  and 
comply  with  clean  air  requirements  through  transit  in^rovements  as  the  most  effective  transportation 
investment.  Transit  accounts  for  20-50  percent  of  work  trips  in  many  of  the  nation's  largest  cities, 
including  54  pacent  in  New  York;  34  percent  in  San  Francisco;  30  percent  in  Chicago;  and  20 
percent  in  Atlanta. 

Access  to  Economic  ODDortunitv 

Transit  provides  mobility  and  economic  independence  for  millions  of  people  each  day. 
Approximately  55  percent  of  the  nine  billion  transit  trips  each  year  are  to  and  fi'om  the  work  place, 
and  each  SIO  million  invested  in  transit  creates  or  maintains  550  full  time  jobs.  An  increasingly 
important  segment  of  transit  ridership  involves  the  suburb-to-suburb  or  central  city  to  suburban 
commute.  In  cities  like  Philadelphia  and  Chicago,  transit  agencies  are  using  special  buses,  vans  and 
other  employer  supported  programs  to  serve  workers  who  live  in  one  suburb  and  work  in  another. 

In  addition,  transit  is  vital  to  the  success  of  welfare  reform.  Many  current  welfare  recipients 
do  not  own  cars  and  must  rely  on  public  transportation  to  get  to  work.  Increasingly,  new  jobs  are 
being  created  in  the  suburbs,  and  transit  operators  are  providing  central-city  dwellers  with  access  to 
these  job  markets  with  special  bus,  rail  and  van  services.  For  example,  since  1989,  JOB-RIDE,  a 
reverse  commute  program  in  Wisconsin,  has  provided  access  to  more  than  3,500  suburban  jobs  and 
reduced  the  welfare  and  unemployment  rolls. 

Coordination  of  transit  service  with  other  government  functions  can  save  tax  dollars  at  all 
levels  of  government.  Recently  in  Florida,  monthly  transit  passes  were  sold  to  the  state  Medicaid 
agency  so  that  Medicaid  recipients  could  take  the  bus  to  medical  appointments  rather  than  use  more 
costly  "dial-a-ride"  services.  Transportation  costs  for  the  Medicaid  agency  declined  while  transit 
ridership  grew. 


180 


Economic  Development 


Transit  is  also  critical  to  economic  development.  It  returns  three  times  its  cost  in  business 
revenue  to  the  communities  it  serves,  according  to  a  recent  APTA  study.  When  cities  add  a  bus  route 
or  build  a  rail  station,  they  stimulate  private  investment  around  the  new  transit  service  in  the  form  of 
housing,  retail  and  other  privately-financed,  tax  generating  development.  In  the  Washington,  D.C. 
area  for  example,  the  Washington  Metropolitan  Area  Transit  Authority  has  generated  at  least  SIS 
billion  in  surrounding  private  development.  A  KMPG  Peat  Marwick  study  found  that  the 
Commonwealth  of  Virginia  is  expected  to  benefit  fi-om  $2.1  billion  in  state  tax  revenue  attributable 
to  Metrorail  between  1978-2010,  a  healthy  return  on  a  projected  state  investment  of  $940  million. 

TRANSIT  FUNDING  CUTS 

Our  industry  is  working  vigorously  to  deal  successfully  with  the  recent  changes  in  federal 
funding.  Last  year's  cut  of  nearly  12  percent  in  overall  transit  funding  and  50  percent  in  operating 
assistance  has  forced  transit  systems  to  raise  fares  and  cut  service.  The  reductions  of  operating 
assistance  in  FY  1995  and  FY  1996  were  a  combined  SO  percent  reduction  in  nominal  dollars,  not 
counting  the  impact  of  inflatioa  These  cuts  are  the  culmination  of  a  long-term  decline  of  80  percent 
in  the  real  value  of  operating  assistance,  adjusted  for  inflation,  between  FY  1980  to  FY  1996. 

We  are  now  conducting  a  survey  on  the  effects  of  recent  federal  fiinding  reductions  for  transit, 
and  preliminary  survey  results  indicate  that  operating  cuts  have  adversely  affected  both  transit 
agencies  and  the  communities  they  serve.  In  FY  1995  and  FY  1996,  57  percent  of  transit  systems 
have  raised  or  will  raise  base  fares;  fifty  percent  have  or  will  cut  vehicle  miles  of  service;  52  percent 
have  or  will  cut  their  workforce;  and  over  $2  billion  in  planned  capital  investment  will  be  deferred. 
Most  agencies  indicate  that  state  and  local  governments  are  unlikely  to  replace  these  lost  federal 
funds. 

Transit  agencies  believe  that  the  cuts  have  negatively  affected  the  services  they  provide  to 
their  communities.  On  average,  responding  transit  systems  find  that  federal  funding  cuts  have  limited 
their  ability  to  provide  four  of  eleven  essential  services  to  their  communities.  These  services  include 
work  trips,  transportation  for  disabled  people  and  elderly  persons,  traffic  congestion  mitigation,  job 
access  for  low-income  workers,  emissions  reduction,  and  access  to  schools,  medical  care,  and 
shopping.  If  additional  cuts  are  made,  respondents  anticipate  the  negative  effects  will  double;  on 
average  respondents  anticipate  negative  impacts  on  nine  of  eleven  essential  services. 

While  many  of  these  actions  undertaken  by  operators  have  been  necessary,  fare  increases  and 
less  service  are  a  problem  for  transit  riders  and  communities.  Those  who  choose,  and  can  afford  to 
switch  back  to  cars,  place  additional  stress  on  the  already  overburdened  local  road  systems.  Others 
suffer  loss  of  employment  and  add  to  the  burden  on  social  service  providers. 

On  the  positive  side,  transit  systems  are  making  every  effort  to  improve  efficiency  in  response 
to  federal  cuts  by  introducing  innovative  cost  cutting  and  revenue  enhancement  actions.  Over  one 
half  of  responding  transit  systems  have  new  labor  agreements  that  reduce  long-term  costs  by  fi-eezes 
or  reduced  growth  in  wage  rates,  expanded  use  of  part-time  workers,  improved  work  scheduling,  and 
more  efficient  benefit  packages.  Additional  cost-cutting  measures  have  been  taken  that  increase 
efficiency  by  totally  revising  operating  techniques,  making  facilities  more  efficient,  improving 
management  practices  and  adopting  improved  procurement  praaices. 

We  are  also  working  at  the  state  and  local  levels  to  enhance  public  and  private  financing  and 
revenues.  For  example.  New  Jersey  Transit  (NTT)  used  a  cross-border  lease  transaction  to  reduce 
the  cost  of  refurbishing  its  commuter  rail  cars  and  saved  $18.4  million.  In  addition.  New  Jersey 
voters  passed  an  amendment  in  July  dedicating  additional  gas  tax  revenues  to  transit.  These  state  and 
local  efforts  can  work  best  if  the  federal  program  provides  a  stable  source  of  funding  in  FY  1 997  and 
beyond. 
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CAPITAL  FUNDING  NEEDS 


The  U.S.  E>epartinent  of  Transportation  recently  released  its  capital  needs  study,  A  Report  to 
Congress,  1995  Status  of  the  Nation 's  Surface  Transportation  System:  Conditions  and  Performance. 
The  report  finds  that  U.S.  transit  systems  need  an  average  of  $12.9  billion  in  capital  funding  per  year 
over  the  next  two  decades  to  improve  the  conditions  and  performance  and  a  minimum  of  $7.9  billion 
per  year  just  to  maintain  conditions  and  performance  at  1993  levels.  However,  transit  agencies 
received  only  $5.7  billion  in  capital  funding  from  all  sources  in  1993,  less  than  the  amount  needed  to 
maintain  conditions.  Over  a  ten-year-period  (1995-2004),  capital  needs  include: 

*■  $35  billion  for  new  vehicles,  including  67,800  buses  and  5 1 ,400  vans; 

>  $23  billion  for  new  bus  facilities  including  parking  lots  for  bus  passengers; 

*  $22  billion  to  modernize  and  rehabilitate  existing  fixed  guideway  rail  and  bus  routes,  stations, 
and  maintenance  facilities; 

*■  $43  billion  for  additional  fixed  guideway  services  that  respond  to  new  customer  demands;  and 

*  $4  billion  to  rehabilitate  more  than  14,900  buses,  rail  cars,  and  other  vehicles  to  extend  their 
useful  lives. 

To  maintain  a  viable  transit  program,  we  urge  the  Subcommittee  to  support  the  highest 
possible  funding  for  formula  and  discretionary  capital  investments,  as  close  to  the  fully-authorized 
amounts  as  can  be  managed.  Failure  to  invest  adequately  in  the  transit  infrastructure  will  only 
increase  maintenance  costs  in  the  long-run. 

THE  ADMINISTRATION'S  FY  1997  TRANSIT  BUDGET 

APTA  supports  the  Administration's  proposal  to  fund  the  federal  transit  program  at  $4.3 
billion  and  to  increase  transit  operating  assistance  by  25  percent.  Undsr  the  Administration  proposal, 
transit  would  receive  an  increase  of  $245  million,  or  6  percent  more  than  the  FY  1996  appropriated 
level.  Within  the  transit  program,  the  Adminitration  requested  an  S  percent  increase  in  the  major 
capital  investment  program  and  a  5  percent  increase  in  formula  funding.  We  urge  the  Subcommittee 
to  increase  funding  for  these  programs  as  recommended  in  the  budget  for  a  number  of  reasons.  Since 
formula  fiinding  was  already  reduced  by  more  than  17  percent  last  year,  an  increase  this  year  would 
help  to  pay  for  purchases  and  maintenance  that  had  to  be  delayed.  This  fiscal  year's  48  percent  cut 
to  transit  operating  assistance  has  resulted  in  fare  increases  and  decreases  in  transit  services,  and 
additional  operating  funds  are  needed  just  to  maintain  the  viability  of  transit  service  in  a  number  of 
communities. 

While  we  support  the  Administration's  proposed  increase  in  funding  for  transit  new  starts 
programs,  we  advocate  balance  within  the  discretionary  program.  Instead  of  cutting  the  bus  program 
to  accommodate  increases  in  new  starts,  we  urge  the  Subcommittee  to  distribute  fiinding  wthin  the 
discretionary  program  (new  starts,  fixed  guideway,  and  bus)  consistent  with  the  40/40/20  ratio 
established  under  ISTEA 

REGULATORY  AND  PROGRAM  EFnCIENCIES 

Federal  policy  reforms  can  help  the  transit  industry  to  improve  productivity  and  serve  its 
customers  more  eflFectively.  However,  enactment  of  these  reforms  will  not  replace  the  need  for 
federal  funding. 

Federal  Mandates 

APTA  supports  the  goals  of  the  Americans  with  Disabilities  Act  (ADA),  the  Clean  Air  Act, 
federal  drug  and  alcohol  testing  laws,  and  the  Clean  Water  Act.  However,  concrete  implementation 
of  goals  has  been  imposed  on  transit  systems  at  the  very  time  federal  financial  support  is  declining. 
Federal  mandates  add  more  than  $1  billion  in  operating  expenses  —  more  than  double  the  $400 
million  allocated  for  transit  operating  assistance  in  FY  1996  -  and  $500  million  in  capital  costs  each 
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year  to  transit  agencies  budgets.  Absent  sufficient  federal  funds  to  cover  the  more  than  SI  .5  billion 
in  capital  and  operating  costs  resulting  from  federal  mandates,  many  transit  systems  are  forced  to 
sacrifice  some  existing  services. 

A  recent  Advisory  Commission  on  Intergovernmental  Relations  (ACIR)  report  on  unfunded 
mandates  recommends  that  some  mandates  should  no  longer  apply  to  states  and  localities,  in  light  of 
the  inability  of  the  federal  government  to  pay  for  their  costs.  The  ACIR  report  also  recommends  that 
the  ADA  be  made  more  flexible.  Under  the  ADA,  transit  systems  are  required  to  progressively  make 
their  fixed-route  buses  and  rail  systems  accessible  to  disabled  persons  and  to  provide  paratransit 
service  comparable  to  fixed-route  service  to  those  who  are  unable  to  use  accessible  fixed-route  bus 
and  rail  systems. 

APT  A  estimates  that  transit  systems  will  be  required  to  spend  more  than  SI .  1  billion  annually 
to  comply  with  the  ADA's  paratransit  requirements.  ADA  capital  and  operating  costs  may  be  SI  .4 
billion  annually.  The  law  gives  transit  agencies  until  January  27,  1997,  to  make  paratransit  service 
comparable  to  fixed-route  service. 

APTA  members  find  the  paratransit  requirements  particularly  cost  intensive  and  many  are 
struggling  to  meet  next  year's  implementation  deadline.  APTA  recommends  that  the  Congress 
provide  sufficient  capital  and  operating  funds  to  pay  for  the  ADA  mandates. 

Section  13(c)  Reform 

The  Department  of  Labor  (DOL)  issued  a  rule  amending  its  guidelines  for  administering 
Section  13(c)  of  the  Federal  Transit  Act.  APTA  believes  that  the  rule  fails  to  address  the  substantive 
issues  of  longstanding  concern  to  the  transit  industry.  Many  issues,  such  as  DOL's  use  of  ex  parte 
contacts,  the  imposition  of  what  appear  to  be  conditional  certifications  and  the  use  of  oveibroad 
terms,  remain  problematic. 

In  addition,  notwithstanding  the  fact  that  the  guidelines  are  designed  to  expedite  DOL 
certification  reviews  by  establishing  specific  deadlines,  they  also  provide  that  "...the  Department 
retains  the  right  to  withhold  certification  where  circumstances  inconsistent  with  the  statute  so  warrant 
until  such  circumstances  have  been  resolved...,"  which  means  that  DOL  effectively  can  ignore  its 
deadlines  whenever  it  chooses.  In  short,  there  is  no  evidence  that  the  delays  and  problems  identified 
under  the  previous  DOL  guidelines  won't  continue  under  the  new  ones  as  well. 

APTA's  position  is  that  the  guidelines  do  not  provide  adequate  reform  of  the  section  13(c) 
process,  and  that  further  statutory  reform  is  needed.  APTA  believes  that  13(c)  reform  could  be 
achieved  best  in  context  of  reauthorization  of  the  federal  transit  program. 

Associated  Capital  Maintenance 

We  urge  Congress  to  make  every  effort  to  permit  the  use  of  federal  capital  funds  to  purchase 
all  materials  and  supplies  for  maintenance  of  rolling  stock  (primarily  buses  and  trains),  without  regard 
to  the  cost  of  such  parts.  Under  current  law,  federal  capital  fiinds  can  only  be  used  to  buy  associated 
capital  maintenance  items  —  such  as  tires,  tubes,  and  spare  parts  ~  that  are  valued  more  than  '/a 
percent  of  the  value  of  the  vehicle. 

This  change  would  give  transit  operators  flexibility  to  use  the  federal  funds  where  they  are 
most  needed.  Such  funds  could  be  used  to  maintain  existing  federal  investments  more  effectively,  and 
would  free  up  local  funds  to  pay  for  true  operating  expenses. 

A  recent  FT  A  Notice  of  Proposed  Rulemaking  (NPRM)  on  capital  lease  maintenance  costs 
illustrates  how  the  transit  industry  is  working  with  the  FT  A  to  make  the  most  of  existing  law.  The 
NPRM  would  recognize  maintenance  charges  as  eligible  capital  costs  under  a  commercial  lease 
directly  attributable  to  the  lessee's  use  of  the  asset.  The  proposed  rule  recognizes  that  regular 
maintenance  is  necessary  to  ensure  the  availability  and  adequate  functioning  of  capital  assets,  to  retain 
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ridership  and  to  protect  the  enormous  investment  by  state,  local  and  federal  governments  in  the  transit 
capital. 

We  applaud  the  provision  in  last  year's  appropriations  bill  which  permits  capitalization  of  bus 
overhauls.  The  FTA  has  changed  its  regulations  to  allow  overhaul  work  on  transit  vehicles  to  be 
considered  an  eligible  capital  cost,  and  this  is  an  excellent  example  of  how  federal  policy  reforms  can 
help  the  transit  industry  to  improve  produrtivity  and  serve  its  customers  more  effectively. 

Charter  Bus  Service 

Increased  flexibility  should  be  considered,  where  appropriate,  for  local  transit  authorities  to 
provide  charter  bus  service,  at  least  within  their  service  areas.  APIA  reconunends  that  the  ISTEA 
demonstration  program  be  made  permanent. 

CONCLUSION 

It  is  essential  for  Congress  to  provide  funding  for  the  Federal  Tranat  Program  at  the  highest 
possible  levels,  especially  in  light  of  stepped-up  authorizing  levels  in  ISTEA  The  program  is  vital 
to  efforts  to  reduce  traffic  congestion,  provide  access  to  jobs,  and  develop  the  economy.  Increased 
federal  transit  funding  is  vital  for  those  who  depend  on  transit  for  their  basic  transportation  needs, 
and  for  all  Americans  whose  quality  of  life  is  improved  when  transit  is  a  convenient,  and  afifordable 
option  in  their  communities. 

Recent  cuts  in  transit  funding  have  led  to  fare  increases  and  cuts  in  service,  and  without 
sufficient  federal  funding  to  cover  the  more  than  $1.3  billion  in  capital  and  operating  costs  resulting 
from  federal  mandates,  many  transit  systems  will  be  forced  to  sacrifice  some  existing  services.  We 
support  the  Administration's  proposal  to  fund  transit  at  S4.3  billion  and  to  increase  transit  operating 
assistance  by  25  percent. 


CENTRAL  PUGET  SOUND  REGIONAL  TRANSIT  AUTHORITY 
PREPARED  STATEMENT  OF  BOB  DREWEL,  CHAIR  OF  THE  BOARD 

Mr.  Chairman  and  Members  of  the  Subcommittee,  the  Central 
Puget  Sound  Regional  Transit  Authority  (RTA)  is  preparing  a  revised 
Phase  I  proposal  to  present  to  the  region's  voters  this  fall. 

The  RTA  Board  remains  committed  to  our  original  objective  of 
creating  an  integrated  system  of  regional  and  local  transit 
services  that  are  frequent,  convenient  and  dependable,  under  a 
single  fare  structure.  Since  the  unsuccessful  March,  1995 
election,  however,  the  Board  has  been  listening  to  public  reaction 
to  the  original  ballot  proposal  and  inviting  ideas  on  how  to  best 
shape  a  new  proposal.  As  a  result,  we  are  pursuing  a  new  approach 
that  differs  from  the  first  proposal  in  several  significant  ways: 

1)  a  shorter  timeframe  for  completion 10  years  instead  of  16 

years ; 
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2)  a  lower  cost about  half   the  cost  of   the  original 

proposal ; 

3)  a  more  balanced  system less  rail  and  a  new  emphasis  on 

working  with  the  Washington  State  Department  of  Transportation  to 
expand  and  improve  the  region's  High  Occupancy  Vehicle  system; 

4)  subreqional  equity a  commitment  to  invest  revenues  where 

they  are  raised  in  the  subareas  of  the  region;  and 

5)  less  federal  funding about  half  the  assumed  total  federal 

contribution  under  the  original  proposal. 

We  have  been  pleased  by  the  reaction  we  have  received  thus  far 
to  our  new  approach.   We  expect  to  adopt  a  final  proposal  in  May. 

We  request  an  appropriation  of  $5  million  in  FY  1997  from  the 
New  Starts  account  to  pay  for  80  percent  of  the  cost  of  preliminary 
engineering  and  environmental  assessment  on  our  light -rail  starter 
line. 

These  funds  could  be  appropriated  under  the  authorization  of 
Section  3035  (bbb)  of  the  Intermodal  Surface  Transportation 
Efficiency  Act  of  1991.  This  subsection  authorizes  $300  million 
for  the  "Puget  Sound  Core  Rapid  Transit  Project".  The  House-passed 
versions  of  the  National  Highway  System  Designation  Act  in  both 
1994  and  1995  proposed  changing  the  title  of  this  subsection  to 
read  "Central  Puget  Sound  Regional  Transit  Project"  to  clarify  that 
RTA  is  the  intended  grantee  for  these  funds. 

Instead  of  a  70-mile  light  rail  system  under  the  original 
proposal,  our  new  proposal  will  include  a  single  north-south 
starter  line  of  about  15  miles,  mainly  within  Seattle.  As  soon  as 
the  RTA  obtains  the  voters'  approval  for  its  revised  Phase  I 
proposal,  we  will  issue  solicitations  for  consultant  teams  to 
perform  the  preliminary  engineering  and  environmental  assessment 
work  for  this  starter  line.  We  expect  this  solicitation  process  to 
be  completed  in  early  1997  and  work  to  commence  soon  thereafter. 
Much  of  the  expenditure  in  1997  will  be  for  data  gathering: 
*  identification  of  right-of-way  requirements,  including 
zoning,  property  ownership,  easements  and  restrictions; 
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*  identification  and  analysis  of  environmental  concerns; 

*  geotechnical  exploration; 

*  utility  mapping; 

*  aerial  and  ground  surveys; 

*  determination  of  permitting  requirements;  and 

*  analysis  of  fare  structures  and  collection  equipment  among 
the  various  transit  operators. 

In  addition,  we  will  need  to: 

*  develop  an  operations  plan,  a  project  management  plan  and  an 
engineering  work  plan; 

*  establish  project  controls,  e.g.  quality  assurance  and 
progress  reporting  and  tracking  mechanisms; 

*  promote  community  interaction  and  public  involvement; 

*  conduct  preliminary  environmental  mitigation  assessment; 

*  conduct  station  area  planning,  alignment  refinement  and 
mapping; 

*  conduct  civil/structural  design; 

*  develop  preliminary  architectural  designs;  and 

*  develop  preliminary  specifications  for  the  system  elements- - 
light  rail  vehicles,  electrification,  signals,  communications  and 
fare  collection. 

We  estimate  that  this  work  will  require  about  50  person-years 
of  effort  in  1997,  primarily  through  consultants.  Twenty  percent 
of  this  effort  will  be  paid  out  of  local  revenues  generated  under 
the  authority  of  the  Phase  I  proposal. 

We  need  these  federal  funds,  however,  to  ensure  that  work  will 
begin  expeditiously  after  a  positive  public  vote.  If  the  vote  is 
negative,  we  would  not  obligate  these  funds. 

We  appreciate  the  support  Congress  has  provided  in  recent 
years  for  the  commuter  rail  portion  of  our  plans.  We  look  forward 
now  to  earning  the  approval  of  our  region's  voters  for  the  first 
phase  of  a  long-range  plan  for  improving  regional  mobility.  We 
seek  your  help  in  ensuring  that  we  will  be  able  to  respond  promptly 
and  aggressively  to  an  affirmative  decision  by  our  voters. 

Thank  you  for  your  consideration  of  this  request. 
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DALLAS  AREA  RAPID  TRANSIT  AUTHORITY 

PREPARED  STATEMENT  OF  BILLY  J.  RATCLIFF,  CHAIRMAN,  BOARD  OF 

DIRECTORS 

Introduction 


My  name  is  Billy  J.  Ratdiff,  Chairman  of  the  Board  of  Directors,  Dallas  Area  Rapid 
Transit  (DART).  I  am  pleased  to  sut^mit  for  consideration  by  the  Sutx^smmittee  the 
DART  Fy  1997  "New  Start"  discretionary  funding  request  totaling  $17  million.  The 
funds  will  be  dedicated  to  the  North  Central  Extension  to  tt^  20-mite  DART  Light  Rail 
Transit  Starter  System.  Citizens  of  our  service  area  are  very  interested  in  this  major 
transportation  project  proceedir)g  as  quickly  as  possible,  arxl  support  from  the 
Subcommittee  will  assist  DART  in  reaching  this  implementation  goal.  We  have  a  long 
and  successful  history  of  working  with  our  mervbec  cities  on  transportation  projects  and 
be  assured  we  will  vvork  as  a  team  to  get  this  project  in  operation,  on  schedule  and 
within  budget. 

This  project  has  completed  the  Federal  Transit  Administration's  Major  Investment  Study 
process.  The  extension  is  authorized  in  the  Program  of  Interrelated  Projects.  Section 
3(a)(8)(C)(vii)  of  the  Federal  Transit  Act,  Title  III  of  ISTEA  DART  will  provide  50%  of 
the  $370  million  projected  capital  cost  for  this  extension.  DART  is  also  currently  on 
schedule  with  planning  the  extension  on  the  Northeast  Corridor  to  Garland.  DART  is 
paying  100%  ($285  million)  of  the  cost  of  this  project  with  local  sales  tax  revenue. 
Taken  together,  the  overall  Federal  participation  on  these  combined  extensions  is  $185 
million  (approximately  30%)  of  the  total  cost  of  $655  million,  continuing  the  overmatch 
initiatives  begun  with  the  Light  Rail  Transit  Starter  System. 

The  table  below  provides  information  on  previous  appropriations  and  the  current 
request. 

FY  1997  APPROPRIATIONS  REQUEST 


Line  Segment 

Prior  Years 

FY  97  Request 

North  Central  Light  Rail  Transit  Extension 
Land  Acquisition,  Rail  Vehicles  and 
Railroad  ROW  Reimbursement 

$5.5 

$17 

Accomplishments 

I  would  like  to  briefly  highlight  some  DARTs  major  accomplishments  over  the  past 
several  years.  DART: 

«   Has  undertaken  the  largest  public  works  project  in  the  region  in  recent  memory, 

*  Stayed  within  the  $860  million  Light  Rail  Transit  budget  established  at  the 
beginning  of  the  project, 

♦  Remained  on  the  promised  schedule  of  a  June  1 996  opening  of  the  Light  Rail 
Transit, 

♦  Operates  a  very  successful  5.5  mile  High  Occupancy  Vehicle  (HOV)  lane  on  1-30, 

♦  Participated  in  the  con8tr\x:tion  funding,  with  TxDOT,  of  two  additional  HOV 
projects,  totaling  almost  13  miles  and  costing  $28  million,  which  benefit  both 
residents  and  businesses  of  the  region, 

*  Has  moved  steadily  toward  opening  of  commuter  rail  service  from  Dallas  to  Irving 
in  December  1996,  and. 

*  Has  made  adjustments  to  the  current  bus  and  paratransK  service  to  better  meet 
the  needs  of  the  citizens  of  the  service  area. 
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Th«  North  Central  Light  Rail  Transit  Extension 

DARTs  recently  approved  Transit  System  and  Financial  Plans  present  a  sequential 
approach  to  implementation  of  mobility  improvements,  such  as  bus,  HOV,  commuter 
rail  and  light  rail  extensions.  The  North  Central  and  Northeast  Light  Rail  Transit 
Extensions  are  the  first  line  segments  beyond  the  Starter  System  to  enter  and  complete 
the  FTA  Major  Investment  Study  process.  The  North  Central  Light  Rail  Transit 
Extension  consists  of  a  11.4-mile  line  from  the  northern  terminus  of  the  Light  Rail 
Transit  Starter  System  at  Park  Lane  through  Dallas  and  Richardson  to  the  existing  East 
Piano  Transit  Center  on  railroad  right-of-way  already  owned  by  DART.  A  map  follows 
this  testimony.  The  Locally  Preferred  Altennative,  full  Light  Rail  Transit  to  Richardson 
and  Intermediate  Capacity  Light  Rail  Transit  to  Piano  has  been  selected,  with 
preliminary  engineering/FEIS  to  be  completed  in  late  1996  with  a  Record  of  Decision  in 
early  1997.  The  FY  1997  Earmark  request  for  $17  million  is  for  land  acquisition  for 
station  sites,  light  rail  vehicles  and  right-of-way  reimbursement  costs.  Construction  is 
scheduled  to  begin  in  the  1996.  The  current  capital  budget,  as  contained  in  the  DART 
Financial  Plan,  is  $370  million  (in  escalated  dollars)  of  which  DART  will  provide  50% 
($185  million)  from  local  funds. 

A  complementary  element  of  the  Light  Rail  Transit  Starter  System  expansion  is  the 
Northeast  Extension  consisting  of  a  11.3-mile  extension  for  the  Mockingbird  Station  to 
the  existing  Central  Garland  Transit  Center  on  railroad  right-of-way  already  owned  by 
DART.  A  map  follov^^  this  testimony.  A  Major  Capital  Investment  Study  has  been 
completed  with  Intermediate  Capacity  LRT,  approved  in  November  1995,  as  the  Locally 
Preferred  Alternative.  Preliminary  engineering  /  environmental  assessment  will  be 
completed  in  October  1996,  with  construction  beginning  in  1998.  Estimated  capital 
cost  is  $285  million  (in  escalated  dollars)  with  DART  providing  100%  of  this  cost  from 
dedicated  transit  sales  tax  revenue. 

The  DART  Transit  System  and  Financial  Plans 

The  future  of  this  region,  our  capacity  to  accommodate  population  growth,  expand  our 
business  base  and  improve  air  quality,  is  riding  on  our  ability  to  work  together,  and  our 
ability  to  keep  the  region  moving.  The  DART  Transit  System  Plan  plays  a  key  role  in 
developing  a  family  of  alternatives  to  the  single-occupant  vehicle;  using  bus,  vans, 
trains,  HOV  lanes  and  rideshare  programs.  See  the  attached  map.  The  associated 
Financial  Plan  estimates  the  sources  and  uses  of  funds  for  development  of  the 
multimodal  transit  plan  through  2014.  As  seen  in  the  chart  t>elow,  the  Financial  Plan 
projects  $6.1  billion  in  operating  expenses,  all  locally  funded,  and  $5.6  billion  in  capital 
costs.  Over  the  20  years  of  the  Plan,  Federal  funding  accounts  for  only  19%  of  capital 
expenditures,  or  9%  of  overall  spending. 

Dallas  Area  Rapid  Transit 

FY  1996  Finandai  Plan 

20-Year  Summary  of  Local  arxJ  Federal  Funding 

($  Millkxis  -  Escalated  Dollars) 


OPERATING  EXPENSES 

Local  Funds 

Federal  Funds 

ToUl 

%  Local  Funds 

Bus 

$3,508 

$0 

$3,508 

100% 

Paratransit 

$686 

$0 

$686 

100% 

HOV  Transitways 

$100 

$0 

$100 

100% 

Light  Rail  Transit 

$1,257 

$0 

$1,257 

100% 

Commuter  Rail 

$388 

$0 

$388 

100% 

General  Mot>iiity 

$100 

$0 

$100 

100% 

Local  Assistance  Program 

$88 

$0 

$88 

100% 

ToUl 

$6,1 3< 

$0 

$6,136 

100% 

188 


CAPITAL  PROJECTS 

Local  Funds 

FMtoral  Funds 

Total 

%  Local  Funds 

Bus 

$386 

$459 

$845 

46% 

ParatransH 

$2 

$4 

$6 

33% 

HOV  Transitways 

$166 

$0 

$166 

100% 

Ught  Rail  TrensH 

$2,432 

$493 

$2,925 

83% 

Commuter  Rail 

$291 

$94 

$365 

76% 

General  Mobility 

$0 

$0 

$0 

0% 

Future  Expansion 

$1,290 

$0 

$1,290 

100% 

Total 

$4,667 

$1,060 

$6,617 

81% 

GRAND  TOTAL 

$10,703 

$1,050 

$11,763 

91% 

The  financial  support  recommended  by  the  Subcommittee  in  the  past  must  be 
continued  for  this  Light  Rail  Transit  Extension.  The  citizens  of  the  DART  Service  Area 
are  committir)g  a  substantial  amount  of  their  sales  tax  to  implement  this  extension  and 
the  one  to  Garland.  This  amount  requested  today  is  realistic  and  has  been  taken  from 
the  approved  DART  Financial  Plan.  That  Plan  has  been  examined  by  many  of  the 
finance  directors  of  the  member  cities.  Costs  are  t>ased  on  a  specific  future  schedule 
of  project  implementation,  as  was  done  on  the  Light  Rail  Transit  Starter  System.  Any 
schedule  delays  negatively  impact  the  funding,  and  vice-a-versa.  DART  has  shown 
that  it  can  capably  manage  a  large,  multi-hundred  million  dollar  project,  keep  it  on 
schedule  and  within  budget.  Any  delay  in  furxjing  will  lengthen  the  project  and 
eventually  cost  the  citizens  nnore.  That  is  why  I  encourage  the  Sutxx>mmittee  to 
recommend  an  appropriation  of  no  less  than  $1 7  million  for  this  project. 

Status  of  the  Ught  Rail  Transit  Starter  System 

Through  a  very  cooperative  partnership  with  the  DART  member  cities,  FTA  offices  in 
Washington  arxJ  the  Regiorwl  office  in  Arlington,  Texas.  DART  has  continued  to  move 
expeditiously  on  all  construction  phases  of  the  20-mile  Starter  System.  DART: 

♦  Will  open  the  first  12  miles  on  Jurw  14, 1996, 

•  Completed  construction  of  all  statior^, 

♦  Completed  construction  of  all  line  sections, 

♦  Completed  construction  at  Union  Station,  the  key  intermodal  facility  linking  LRT, 
commuter  rail,  bus  and  Amtrak, 

*  Has  30  of  an  eventual  40  LRT  vehicles  on  the  property  and  continues  to  test 
them  for  acceptance  by  DART,  and, 

*  Completed  the  3.5  mile  twin-bore  tunnel  under  North  Central  Expressway. 

Conclusion 


The  cooperative  efforts  of  DART,  the  1 3  DART  member  cities,  Congress  and  Federal 
Transit  Administration  continue  to  improve  transit  in  this  region.  This  Sutxx^mmittee's 
decisions  over  the  past  six  years  to  participate  in  major  capital  projects  have  aeated 
positive  momentum  for  DART,  our  member  cities  and  the  North  Texas  region.  DARTs 
is  committed  to  providing  a  significant  overmatch  and  a  substantial  amount  of  local 
funds  for  current  and  future  operations  arvj  infrastructure  development  and 
improvement.  This  is  underscored  by  the  following  table  which  summarizes  DARTs  FY 
1996  Operating  and  Capital  Budget  that  highlights  the  cash  required  by  DART  to  meet 
operating  and  capital  obligations. 
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Budget  Category 

Amount 
($  Minions) 

Operating  Expenses  (100%  local  funds) 
Capital  Projects 
Debt  Service 

$202 

$281 

$9 

Total  Budget 
Less:  Government  Funds 

$491 

-$79 

Less:  Operating  Revenue 
Net  Local  Funds  Provided  by  DART 

-$3? 
$379 

I  urge  your  endorsement  of  DARTs  FY  1997  funding  request  of  $17  million  in  order  to 
keep  the  momentum  we  have  collectively  gained.  DART  has  shown  conclusively  that  it 
can  effectively  manage  large  transportation  projects,  establish  a  budget  and  schedule, 
and  stick  to  them.  I  can  assure  you  that  we  will  again  demonstrate  strict  management, 
budget,  and  schedule  adherence  as  was  accomplished  on  the  Starter  System. 

DART  is  planning,  building  and  operating  transportation  services  now  for  the  future  of 
the  region. 


PREPARED  STATEMENT  OF  THE  DENVER  REGIONAL  TRANSPORTATION 

DISTRICT 

CHAIRMAN  HATFIELD,  SENATOR  LAUTENBERG  AND  MEMBERS  OF  THE  SUBCOMMITTEE,    THE 

DENVER   REGIONAL  TRANSPORTATION   DISTRICT   (   RTD)   REQUESTS   YOUR   ASSISTANCE   IN 

ADVANCING  THE  DEVELOPMENT  OF  OUR    SOUTHWEST  LIGHT  RAIL  TRANSIT  PROJECT.    THIS 

PROJECT  IS  AN  EXTENSION  TO  RTD'S  100  PERCENT  LOCALLY  FUNDED  CENTRAL  CORRIDOR 

LIGHT  RAIL  LINE  THAT  OPENED  FOR  PASSENGER  SERVICE  IN  OCTOBER  1994. 

RTD  PROVIDES  PUBLIC  TRANSIT  SERVICE  TO  OVER  2  MILLION  RESIDENTS  OF  THE  SIX  COUNTIES 
AND  41  MUNICIPALITIES  IN  OUR  2,400  SQUARE  MILE  DISTRICT  -  ONE  OF  THE  LARGEST  TRANSIT 
DISTRICTS  IN  THE  NATION.  OUR  FLEET  OF  825  BUSES  AND  1 1  LIGHT  RAIL  VEHICLES  CARRIED 
OVER  68  MILLION  PASSENGERS  IN  1995,  OUR  NINTH  CONSECUTIVE  YEAR  OF  INCREASED 
RIDERSHIP. 

IN  1994,  RTD  COMPLETED  TWO  MAJOR  MULTIMODAL  RAPID  TRANSIT  PROJECTS  -  BOTH    ON 

TIME  AND  WITHIN  BUDGET: 

RTD'S  FIRST  PROJECT  ,  THE  5.3  MILE  CENTRAL  CORRIDOR  LIGHT  RAIL  PROJECT 
STARTED  SERVICE  ON  OCTOBER  7,  1994.  RIDERSHIP  HAS  EXCEEDED  OUR 
ORIGINAL  PROJECTIONS,  AND  CURRENTLY  14,000  PASSENGERS  ARE  CARRIED  ON 
A  DAILY  BASIS.    RECENTLY,  WE  BEGAN  RECEIVING  SIX  ADDITIONAL  LIGHT  RAIL 


190 


VEHICLES  TO  ENHANCE  PEAK  HOUR  SERVICE.  RTD  FINANCED  THIS  $  1 30. 1  MILLION 
LIGHT  RAIL  LINE  ENTIRELY  WITH  RTD  LOCAL  FUNDS. 

RTD'S  SECOND  PROJECT,  THE  6.6  MILE  NORTH  1-25  BUS/HIGH  OCCUPANCY 
VEHICLE  LANE  PROJECT  OPENED  ON  SEPTEMBER  6,  1994.  THIS  TWO-LANE 
TRANSIT/CARPOOL  FACILITY  CARRIES  AS  MANY  PEOPLE  AS  FOUR  GENERAL 
TRAFFIC  LANES  AND  SAVES  COMMUTERS  8  MINUTES  OR  MORE  OF  TRAVEL  TIME. 

RTD  WOULD  LIKE  TO  CONTINUE  ITS  PROGRESS  IN  DEVELOPING  RAPID  TRANSIT  AND  WOULD 
REQUEST  THE  COMMITTEE'S  SUPPORT  IN  EXTENDING  THE  CONSTRUCTION  OF  LIGHT  RAIL  FROM 
OUR  PRESENT  CENTRAL  CORRIDOR  LIGHT  RAIL  LINE  TO  THE  SOUTHWEST  CORRIDOR.  THE  8.7 
MILE  SOUTHWEST  LIGHT  RAIL  EXTENSION  WILL  SERVE  THREE  MAJOR  ACTIVITY  CENTERS:  THE 
DENVER  CENTRAL  BUSINESS  DISTRICT,  A  MAJOR  REGIONAL  RETAIL  AND  COMMERCIAL  CENTER 
IN  ENGLEWOOD  AND  THE  LITTLETON  CENTRAL  BUSINESS  DISTRICT.  THIS  PROJECT  WILL  ALSO 
PROVIDE  SERVICE  TO  THE  RESIDENTS  OF  DOUGLAS  COUNTY  -  THE  FASTEST  GROWING  COUNTY 
IN  COLORADO  AND  ONE  OF  THE  FASTEST  GROWING  COUNTIES  IN  THE  UNITED  STATES.  A  MAP, 
FACT  SHEET  AND  OTHER  INFORMATION  REGARDING  THIS  PROJECT  ARE  ATTACHED  TO  OUR 
WRITTEN  TESTIMONY. 

THE  EXISTING  CENTRAL  CORRIDOR  COMPONENT  OF  THE  COMBINED  LRT  ALIGNMENT  HAS  A 
TOTAL  OF  15  STATIONS  OF  WHICH  3  STATIONS  HAVE  PARK-N-RIDES.  CURRENTLY  1,200 
VEHICLES  USE  THE  3  PARK-N-RIDES  ALONG  THE  CENTRAL  CORRIDOR.  THE  PROPOSED 
SOUTHWEST  CORRIDOR  COMPONENT  OF  THE  ENTIRE  LRT  ALIGNMENT  WILL  INCLUDE  FIVE  LRT 
STATIONS,  FOUR  OF  WHICH  WILL  HAVE  PARK-N-RIDES  ASSOCIATED  WITH  THEM.  THE  FOUR 
STATIONS  THAT  WILL  HAVE  PARK-N-RIDES  WILL  HAVE  A  COMBINED  TOTAL  OF  1 ,91 5  SPACES 
ON  THE  PROJECT'S  OPENING  DAY  IN  THE  YEAR  2000.  BY  THE  YEAR  201 5,  ALL  FIVE  STATIONS 
WILL  HAVE  PARK-N-RIDES  AND  THE  TOTAL  NUMBER  OF  SPACES  WILL  GROW  TO  3,430.  RTD  IS 
ALSO  PURSUING  OPPORTUNITIES  FOR  JOINT  DEVELOPMENT  AT  THESE  AND  OTHER  PARK-N-RIDE 
FACILITIES.  DAY  CARE  FACILITIES,  CONVENIENCE  STORES  AND  SIMILAR  COMMUTER-ORIENTED 
RETAIL  BUSINESSES  WILL  BE  CONSIDERED  AS  POTENTIAL  TENANTS. 

RTD  HAS  MADE  SIGNIFICANT  PROGRESS  TOWARD  CONSTRUCTION  OF  THE  SOUTHWEST 
CORRIDOR.  PRELIMINARY  ENGINEERING  AND  THE  FINAL  ENVIRONMENTAL  IMPACT  STATEMENT 
HAVE  BEEN  COMPLETED  AND  THE  FEDERAL  TRANSIT  ADMINISTRATION  ISSUED  THE  RECORD  OF 
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DECISION  FOR  THE  PROJECT  ON  MARCH  4.  THE  RTD  BOARD  HAS  VOTED  TO  FUND  FINAL 
DESIGN  AT  A  COST  OF  $3.9  MILLION  -  $3  MILLION  OF  WHICH  IS  PROVIDED  FROM  LOCAL 
REVENUE. 

THIS  LOCAL  SUPPORT  HAS  CHARACTERIZED  THE  PROJECT  FROM  THE  OUTSET.  USING  OUR  OWN 
LOCAL  FUNDS,  RTD  HAS  FUNDED:  '^      ■ 

$19.4     MILLION     FOR    RIGHT-OF-WAY    ACQUISITION,     RAILROAD/ROADWAY     GRADE 

SEPARATIONS  AND  INTERCHANGE  IMPROVEMENTS,  PLANNING  AND  ENGINEERING  AND 

PARK-N-RIDE  CONSTRUCTION. 

$  1 30  MILLION  FOR  THE  CENTRAL  LIGHT  RAIL  TRANSIT  LINE  TO  WHICH  THE  SOUTHWEST 

LINE  WILL  CONNECT. 
IN  ALL,  RTD  HAS  SPENT  MORE  THAN  $152  MILLION  OF  LOCAL  FUNDS,  WITH  NO  FEDERAL 
FUNDING  TO  DATE.  THE  TOTAL  FEDERAL  SHARE  IS  A  MODEST  46%  OF  THE  TOTAL  FUNDS 
NEEDED  TO  COMPLETE  THE  14  MILE  COMBINED  CENTRAL  CORRIDOR  AND  SOUTHWEST 
CORRIDOR  LIGHT  RAIL  LINE,  SLIGHTLY  MORE  THAN  ONE-HALF  OF  THE  LEVEL  OF  FEDERAL 
PARTICIPATION  ALLOWED  UNDER  ISTEA.  LET  ME  AGAIN  EMPHASIZE  THAT  TO  DATE,  RTD  HAS 
EXPENDED  $130  MILLION  OF  EXCLUSIVELY  LOCAL  FUNDS  TO  CONSTRUCT  AND  PUT  INTO 
OPERATION  THE  5.3  MILE  CENTRAL  CORRIDOR  LIGHT  RAIL  LINE,  AND  EXPENDED  $19.4  MILLION 
OF  LOCAL  FUNDS  IN  PRE-CONSTRUCTION  ACTIVITIES  FOR  THE  SOUTHWEST  CORRIDOR 
EXTENSION. 

WE  RECOGNIZE  THE  SEVERE  FISCAL  CONSTRAINTS  THIS  SUBCOMMITTEE  FACES.  WE  ARE 
REQUESTING  AN  APPROPRIATION  OF  $8  MILLION  IN  FTA  FUNDS  TO  SECURE  THE  REMAINING 
RIGHT-OF-WAY  NEEDED  FOR  THIS  PROJECT  BEFORE  THE  RECENTLY  MERGED  FREIGHT  RAILROAD 
COMPANIES  DISPOSE  OF  "EXCESS  PROPERTIES."  IT  IS  CRITICAL  THAT  THIS  APPROPRIATION  BE 
SECURED  IN  ORDER  TO  ALLOW  RTD  TO  ACQUIRE  THE  NEEDED  RAILROAD  PROPERTY.  WITH  THE 
PROPOSED  MERGER  OF  THE  SOUTHERN  PACIFIC  AND  UNION  PACIFIC  RAILROAD  COMPANIES, 
RTD  IS  CONCERNED  THAT  THE  CONSOLIDATION  PROCESS  WILL  RESULT  IN  THE  MERGED 
COMPANIES  SELLING  THE  PROPERTIES  TO  NON-TRANSPORTATION  INTERESTS.  SINCE  THIS 
RAILROAD  CORRIDOR  RUNS  THROUGH  AN  AREA  THAT  IS  PRIMED  FOR  REDEVELOPMENT,  IT  IS 
ESSENTIAL  THAT  RTD  COMPLETES  THE  PURCHASE  OF  THE  REMAINING  RIGHT-OF-WAY  NEEDED 
FOR  THE  LRT  PROJECT.  WITHOUT  THE  TIMELY  PURCHASE  OF  THE  "MISSING  GAP"  OF  NEEDED 
RIGHT-OF-WAY,    RTD'S    PREVIOUS    INVESTMENTS    IN    PRCPERTY    ACQUISITION    WILL    BE    IN 


192 


JEOPARDY.  WE  INTEND  TO  SEEK  AUTHORIZATION  FOR  THE  SOUTHWEST  CORRIDOR  LIGHT  RAIL 
TRANSIT  PROJECT  IN  THE  REAUTHORIZATION  OF  THE  INTERMODAL  SURFACE  TRANSPORTATION 
EFFICIENCY  ACT.  THESE  FUNDS  CAN  AND  WILL  BE  OBLIGATED  IN  FISCAL  YEAR  1997,  IF 
FEDERAL  FUNDS  ARE  FORTHCOMING. 

SINCE  ITS  INITIAL  DESIGNATION  AS  THE  DENVER  REGION'S  PRIORITY  RAPID  TRANSIT  CORRIDOR 
IN  1 987,  THE  SOUTHWEST  LIGHT  RAIL  TRANSIT  LINE  HAS  BEEN  ACTIVELY  SUPPORTED  BY  THE 
COLORADO  DEPARTMENT  OF  TRANSPORTATION,  THE  DENVER  REGIONAL  COUNCIL  OF 
GOVERNMENTS  AND  THE  CITIES  AND  COUNTIES  OF  THE  DENVER  REGION. 

THE  SOUTHWEST  CORRIDOR  PROJECT  ALSO  ENJOYS  BROAD-BASED  SUPPORT  FROM 
COMMUNITY  GROUPS,  LOCAL  BUSINESSES  AND  THE  RESIDENTS  OF  THE  SOUTHWEST  RAPID 
TRANSIT  CORRIDOR  AREA.  IN  ADDITION,  MORE  THAN  500  INDIVIDUALS  HAVE  TESTIFIED  BEFORE 
OUR  BOARD  DURING  THE  PAST  YEAR  IN  SUPPORT  OF  THIS  PROJECT,  AND  A  JANUARY  1996 
PUBLIC  OPINION  SURVEY  SPONSORED  BY  A  MAJOR  DENVER  DAILY  NEWSPAPER  AND  A  LOCAL 
TELEVISION  STATION  SHOWED  THAT  68  %  OF  THE  REGION'S  RESIDENTS  FAVORED  EXPANSION 
OF  LIGHT  RAIL.  THIS  BROAD-BASE  BI-PARTISAN  SUPPORT  FROM  THE  METRO  AREA'S  ELECTED 
OFFICIALS  AND  BUSINESS  COMMUNITY  FOR  THIS  PROJECT  INCLUDE  THE  FOLLOWING 
EXAMPLES: 

•  THE  MILLER  DEVELOPMENT  COMPANY  IS  REDEVELOPING  A  53-ACRE  REGIONAL 
SHOPPING  CENTER  SITE  IN  ENGLEWOOD  ALONG  THE  SOUTHWEST  LIGHT  RAIL 
TRANSIT  LINE.  WHEN  COMPLETED  IN  MID  1998,  THIS  PROJECT  WILL  CREATE  500 
TO  1,000  NEW  JOBS  AND  ANNUALLY  GENERATE  $2.5  MILLION  TO  $3  MILLION  IN 
NEW  SALES  TAX  REVENUE  FOR  THE  CITY  OF  ENGLEWOOD  -  ABOUT  20  PERCENT 
OF  THE  CITY'S  TOTAL  SALES  TAX  REVENUE.  THE  MILLER  DEVELOPMENT 
COMPANY  HAS  PROPOSED  TO  CONSTRUCT  AN  EIGHT  BAY  BUS  TRANSFER 
FACILITY,  A  650-CAR  PARKING  LOT  AND  A  LIGHT  RAIL  TRANSIT  STATION  AS  A 
PART  OF  THEIR  REDEVELOPMENT  PLAN. 

•  U.S.  WEST  TELECOMMUNICATIONS  HAS  SELECTED  A  SITE  NEAR  THE  SOUTHERN 
TERMINUS  OF  THE  SOUTHWEST  LIGHT  RAIL  TRANSIT  LINE  IN  LITTLETON  FOR  THE 
LOCATION  OF  A  NEW  4,000  EMPLOYEE  OFFICE.  TWO-THIRDS  OF  THE  U.S.  WEST 
EMPLOYEES  ALREADY  HOUSED  AT  THIS  FACILITY  USE  RTD  TRANSIT  SERVICE.  THE 
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PLANNED  SOUTHWEST  LIGHT  RAIL  TRANSIT  LINE  WAS  A  MAJOR  FACTOR  IN  U.S. 
WEST'S  DECISION  TO  SELECT  THIS  OFFICE  SITE. 
•  THE  SOUTHWEST  LIGHT  RAIL  TRANSIT  LINE  HAS  ALSO  BEEN  SUPPORTED  BY 

BUSINESSES  IN  THE  LITTLETON  CENTRAL  BUSINESS  DISTRICT  AS  WELL  AS  THE 
ARAPAHOE  COUNTY  COMMUNITY  COLLEGE,  WHICH  CURRENTLY  SERVES  13,000 
STUDENTS,  MANY  OF  WHOM  REGULARLY  COMMUTE  TO  AND  FROM  DENVER.  THE 
COLLEGE'S  STUDENT  POPULATION  IS  PROJECTED  TO  GROW  TO  MORE  THAN 
20,000  IN  THE  NEXT  20  YEARS,  AND  THE  COLLEGE'S  LOCATION  ADJACENT  TO 
THE  DOWNTOWN  LITTLETON  LIGHT  RAIL  STATION  WILL  GREATLY  INCREASE  THE 
MOBILITY  OF  THEIR  STUDENTS. 

THE  DENVER  METRO  MAYOR'S  CAUCUS,  REPRESENTING  28  LOCAL  GOVERNMENTS 
IN  THE  RTD  DISTRICT,  HAS  ACTIVELY  SUPPORTED  THE  SOUTHWEST  LIGHT  RAIL 
TRANSIT  PROJECT  AS  A  COST-EFFECTIVE  PART  OF  A  REGIONAL  STRATEGY  TO 
IMPROVE  AIR  QUALITY  AND  REDUCE  INCREASING  TRAFFIC  CONGESTION. 

THE  SOUTHWEST  CORRIDOR  LIGHT  RAIL  PROJECT  HAS  ENJOYED  BROAD  BASED  SUPPORT 
BECAUSE  THE  MOBILITY  AND  TRAVEL  TIME  SAVINGS  PROVIDED  ARE  RECOGNIZED  AS 
IMPORTANT  ECONOMIC  BENEFITS  FOR  THIS  REGION.  BY  2015,  THE  SOUTHWEST  LIGHT  RAIL 
PROJECT  IS  EXPECTED  TO  CUT  AUTO  TRAVEL  TIME  IN  HALF,  SAVING  ITS  22,000  DAILY 
PASSENGERS  OVER  25  MINUTES  PER  TRIP.  THE  VALUE  OF  THIS  TRAVEL  TIME  SAVINGS  IS 
EXPECTED  TO  REACH  OVER  $  9.5  MILLION  ANNUALLY.  IN  ADDITION,  THE  SOUTHWEST 
CORRIDOR  LIGHT  RAIL  PROJECT  ALLOWS  RTD  TO  OPERATE  MORE  EFFICIENTLY.  BY  THE  YEAR 
2015,  RTD  CAN  PROVIDE  THIS  LIGHT  RAIL  SERVICE  AT  $2.60  PER  TRIP  COMPARED  TO  A 
SIMILAR  TRIP  BY  BUS  THAT  WOULD  COST  $3.10  -  A  19%  SAVINGS  PER  RIDER.  ADDITIONALLY, 
RTD  ESTIMATES  THAT  THE  COST  PER  NEW  RIDER,  AS  COMPUTED  PURSUANT  TO  FTA 
GUIDELINES,  IS  $  3.23.  IT  WILL  ASSIST  THE  REGION'S  EFFORT  TO  IMPROVE  AIR  QUALITY  AND 
REDUCE  CONGESTION.  THE  DENVER  REGION  IS  CURRENTLY  DESIGNATED  A  SERIOUS 
NONATTAINMENT  AREA  FOR  CARBON  MONOXIDE,  A  MODERATE  NONATTAINMENT  AREA  FOR 
PM  10  AND  A  TRANSITIONAL  NONATTAINMENT  AREA  FOR  OZONE.  IT  IS  PROJECTED  THAT  BY 
THE  YEAR  201 5,  TRAFFIC  VOLUMES  ON  SOUTH  SANTA  FE  DRIVE  IN  THE  SOUTHWEST  CORRIDOR 
WILL  INCREASE  BY  OVER  1 50%  FROM  1990,  FAR  EXCEEDING  THE  CAPACITY  OF  PLANNED  ROAD 
IMPROVEMENTS.  THE  SOUTHWEST  CORRIDOR  LIGHT  RAIL  LINE  IS  AN  INTEGRAL  PART  OF  THE 
DENVER  REGION'S  STRATEGY  TO  IMPROVE  AIR  QUALITY  AND  REDUCE  TRAFFIC  CONGESTION. 
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ON  MARCH  13,  THE  SECRETARY  OF  TRANSPORTATION  ANNOUNCED  DOT'S  INTENTION  TO 
ADVANCE  THE  SOUTHWEST  CORRIDOR  LIGHT  RAIL  TRANSIT  PROJECT  FOR  FEDERAL  FUNDING 
AND  ITS  COMMITMENT  TO  ENTER  INTO  A  FULL  FINANCING  GRANT  AGREEMENT  FOR  THE 
PROJECT. 

THE  SOUTHWEST  LIGHT  RAIL  TRANSIT  PROJECT  RESPONDS  TO  THE  PRINCIPLES  OF  FISCAL 
RESPONSIBILITY,  TECHNICAL  MERIT,  PRIVATE-PUBLIC  SECTOR  COORDINATION  AND 
COOPERATION,  PROMOTION  OF  LOCAL  AND  REGIONAL  BUSINESS  DEVELOPMENT,  AIR  QUALITY 
AND  TRAFFIC  CONGESTION  IMPROVEMENTS  AND  HAS  THE  ACTIVE  SUPPORT  OF  STATE  AND 
LOCAL  GOVERNMENTS.  THIS  PROJECT  IS  READY  TO  GO,  ENJOYS  ABSOLUTE  COMMUNITY 
SUPPORT  AND  IS  VITAL  TO  OUR  REGION'S  ABILITY  TO  MEET  THE  CHALLENGES  OF  RAPID 
GROWTH. 

WE  ARE  SEEKING  YOUR  SUPPORT  AND  APPROPRIATION  FOR  THIS  IMPORTANT  PROJECT. 

THANK  YOU  FOR  YOUR  CONSIDERATION  OF  OUR  REQUEST. 

SOUTHWEST  CORRIDOR  FACT  SHEET 

SYSTEM  CHARACTERISTICS 

•  EXTENSION  OF  5.3  MILE  CENTRAL  CORRIDOR  LIGHT  RAIL  LINE 
8.7  MILE  LENGTH  (BROADWAY  @  1-25  TO  MINERAL  AVENUE) 
TWO  SETS  OF  LIGHT  RAIL  TRACKS 

RESERVED  RIGHT-OF-WAY,  ENTIRELY  GRADE  SEPARATED 

10  MINUTE  PEAK  HEADWAYS,  15  MINUTE  OFF-PEAK  HEADWAYS 

5  STATIONS 

SYSTEM  BENEFITS 

DAILY  RIDERSHIP  -  8,400  (OPENING  DAY-YEAR  2000)  -  22,000  (YEAR 
2015) 

•  -        TRAVEL  TIME  SAVINGS 

26  MINUTES  IN  YEAR  201 5  -  HALF  THE  AUTO  TRIP  TRAVEL  TIME 
VALUE  OF  TRAVEL  TIME  SAVINGS  -  $9.5  MILLION  ANNUALLY  BY  201 5 
COST  PER  NEW  TRANSIT  RIDER  (PER  FTA  GUIDELINES)    -  $3.23 
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COST  PER  CORRIDOR  RIDER  -  $2.60 

TRIP  RELIABILITY  AND  CONSISTENCY 

SYSTEM  CAPITAL  COSTS 

CAPITAL  COST  -  $176.3  MILLION  (YEAR-OF-EXPENDITURE  $) 

INCLUDES  RTD  LOCALLY  FUNDED  PRIOR  YEAR  INVESTMENTS 

$20.9  MILLION  (  R-O-W,  SANTA  FE  IMPROVEMENTS,  SHARE 
OF  MAINTENANCE  FACILITY  AND  FINAL  DESIGN) 

TOTAL  FEDERAL  FUNDS  NEEDED  FOR  THE  SOUTHWEST 
CORRIDOR     AMOUNT  TO    ONLY  46%  OF  THE  TOTAL  RTD 
INVESTMENT  IN  LIGHT  RAIL  FOR  THE  DENVER  METRO  AREA 


Southwest  Corridor 

Total  Project  Cost  and  Schedule  II) 

Yearof-Expenditure  Dollars 


Total  Cost 

Local  Share 

Schedule 

Proiect  Cost 

Santa  Fe  Improvements  (Prior 
Yearl 

$4,719,030 

$0 

$4,719,030 

Completed 
1982-1991 

LRT  Maintenance  Facility 
(Prior  Year) 

$5,650,380 

$0 

$5,650,380 

Completed 
1991-1994 

Rinl'l  nlWav  (Prior  Year) 

S  7.500,000 

$0 

$7,500,000 

Completed 
1993 

Final  Design  (2) 

S  2,800,000 

$0 

$2,800,000 

Underway 
1996-1997 

Construction 

$155,653,690 

$141,058,480 

$14,595,210 

Start  Date:1997 
Opening  Day:  2000 

Total  Project  Cost 

$176,323,100 

$141,058,480 

$35,264,620 

1  Local  Overmatch 

Central  Corridor 

$130,049,438 

$0 

$130,049,438 

Completed 
1994 

Total  Cost  for  Overmatch 

$306,372,538 

$141,058,480 

$165,314,058 

Percent  Allocaiion  of  Cost 

100% 

iS%. 

54% 

HI  Does  not  include  RTD  local  prior  year  expenditures  for  the  Major  Investment  Study  ($360,0001  and  Preliminary 
Engineering/EIS  ($1.2  million). 

(2)  This  amount  does  not  include  $11  million  of  FTA  Section  9  and  RTD  local  match  that  will  be  used  to  fund  the  entire  final 
design  effort  of  $3.9  million 


PREPARED  STATEMENT  OF  THE  ELECTRIC  TRANSPORTATION  COALITION 


INTRODUCTION 


This  statement  is  submitted  by  the  Electric  Transportation  Coalition  (Coalition),  a  national 
organization  of  public  and  private  groups  joined  together  to  advocate  the  use  of  electricity  as  a 
transportation  fuel.  (A  membership  list  is  attached.)  A  principal  activity  of  the  Coalition  is  to 
encourage  the  adoption  of  policies  and  programs  to  support  the  development  and  use  of 
electricity  as  a  "fuel"  in  the  transportation  sector. 

This  statement  addresses  the  fiscal  year  1997  budget  for  the  Department  of  Transportation.  As 
the  Subcommittee  considers  transportation  appropriation  allocations,  the  Coalition  urges  the 
Subcommittee  to  support  those  provisions  of  the  Intermodal  Surface  Transportation  Efficiency 
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Act  (ISTEA)  that  encourage  linking  transportation  planning  with  obtaining  other  national  goals. 
In  this  same  vein,  we  urge  the  Subcommittee  to  provide  funding  and/or  guidance  that  encourages 
public  investment  in  innovative  technologies  and  infrastructure,  such  as  the  various  transportation 
modes  fueled  by  electricity. 

II.  THE  ROLE  OF  ELECTRICITY  IN  THE  NATIONAL  TRANSPORTATION  SYSTEM 

The  Electric  Transportation  Coalition  believes  that  electricity  is  a  fuel  of  the  future  to  power 
the  national  transportation  system.  Electricity  offers  significant  advantages  in  transportation 
applications.  From  an  energy  security  standpoint,  electric  transportation  presents  our  nation  with 
a  very  important  means  to  reduce  our  dependency  on  foreign  petroleum  and  to  increase  the 
diversity  of  the  fuels  used  in  the  transportation  sector.  A  wide  variety  of  transportation  modes  - 
-  individual  passenger  and  light-duty  vehicles;  buses  and  trolleys;  light  rail;  commuter  rail;  high 
speed  rail;  and,  heavy  rail  services  -  can  be  powered  by  an  abundant,  domestically-produced 
energy  resource  generated  from  a  variety  of  sources.  That  domestically  produced  energy 
resource  is  electricity. 

Electric  transportation  also  holds  the  potential  to  significantly  reduce  emissions  from  the 
transportation  sector.  Electric  vehicles  (EVs)  and  electric  bu.ses.  for  example,  are  truly  "zero 
emission"  vehicles  in  operation.  They  produce  no  tailpipe  emissions  and  generate  insignificant 
emissions  resulting  from  operation  (such  as  emissions  from  braking).  Unlike  other  vehicles, 
EVs  and  electric  buses  are  not  subject  to  emission  system  deterioration  over  time,  and  there 
is  no  danger  of  tampering  with  emission  controls. 

The  only  identifiable  emissions  are  those  at  the  power  plant  which  generates  the  electricity  used 
to  power  electric  transportation  modes.  But,  power  plant  emissions  are  subject  to  rigorous 
environmental  controls;  thus,  even  when  power  plant  emissions  are  included,  electric 
transportation  offers  significant  improvements  over  conventional  modes  relying  on  petroleum- 
based  transportation  fuels. 

III.  PUBLIC  TRANSPORTATION  OPPORTUNITIES  FUELED  BY  ELECTRICITY 

Air  quality  considerations  are  requiring  municipal  transit  operators  in  many  urban  areas  to  begin 
to  investigate  the  use  of  alternative  fuel  technologies  as  a  means  to  reduce  emissions  and  achieve 
air  quality  goals.  For  such  urban  areas,  electric  transportation  is  a  particularly  important  means 
of  substantially  reducing  emissions  of  mobile  source  pollutants,  including  volatile  organic 
compounds  and  oxides  of  nitrogen,  that  are  the  precursors  of  urban  smog. 

A.        Battery  Powered  Buses/Electric  Trolley  Buses 

Electric  battery  buses  are  both  clean  and  quiet  to  operate.  Studies  in  California  have  concluded 
that  electric  buses  are  90-97%  cleaner  than  diesel  powered  buses  even  when  power  plant 
emissions  are  considered.  Furthermore,  electric  transportation  technology  is  well  suited  for  bus 
applications  because  buses  typically  operate  over  limited  distances.  Electric  buses  also  are 
centrally  garaged  which  allows  for  quick  change-out  of  the  batteries  or  "opportunity  charging" 
(charging  for  10-15  minutes),  both  of  which  are  techniques  that  significantly  increase  the  range 
of  an  electric  vehicle.  Currently,  electric  shuttle  buses  are  being  operated  across  the  country. 
For  example,  30-foot  electric  buses  have  become  operational  for  daily  use  and  many 
communities  have  obtained,  or  intend  to  obtain,  such  buses  for  their  fieets.  These  smaller  transit 
buses  allow  many  communities  to  maximize  passenger  load  (i.e.,  operating  the  bus  at,  or  near, 
capacity)  permitting  the  most  efficient  use  of  the  vehicles. 

In  operation,  electric  buses,  in  addition  to  air  emissions  benefits,  are  significantly  quieter  than 
their  diesel-powered  counterparts.  This  noise  reduction  permits  the  extension  of  transit  routes 
into  pedestrian  malls  and  neighborhoods  thereby  increasing  the  convenience  and  the  use  of  public 
transit. 
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Another  transportation  option  is  the  electric  trolley  bus.  Electric  trolley  buses  (ETBs)  are 
regular  rubber-tired  buses  with  electric  motors  that  are  powered  by  over-head  wires.  ETBs 
represent  a  near  term,  zero  emission  transportation  option.  Improvements  in  ETB  technology, 
such  as  off-wire  capability,  have  made  modern  electric  trolley  buses  a  21st  century  transportation 
alternative. 

B.  Electrification  of  Airports 

Airports  are  often  one  of  the  major  sources  of  air  pollution  in  an  urban  area.  The  frequent 
idling  and  accelerating  of,  as  well  as  the  limited  pollution  control  equipment  on,  diesel  and 
nasoline  powered  off-road,  airport  and  airline  service  vehicles  contribute  to  the  airport  pollution 
problem.  Airport  electrification  could  provide  for  the  replacement  of  conventional,  fossil-fueled 
vehicles  used  at  airports  (shuttle  buses,  food  delivery  trucks  and  baggage  handling  equipment) 
with  electric,  zero  emission  counterparts.  The  characteristics  of  airport  vehicle  use  are  well 
suited  to  electric  (vehicle)  technology. 

C.  Electric  Station  Cars 

Some  urban  communities  are  considering  the  emissions  reduction  benefits  from  the  operation  of 
so-called  station  cars.  Station  cars  are  non-polluting,  battery  powered  vehicles  linked  to  public 
transit  service.  They  are  used  by  transit  riders  between  transit  stations  and  the  riders' 
destinations.  As  the  concept  is  developed,  the  cars  could  be  available  for  short  trips  during  the 
day,  evenings  and  weekends.  Station  cars  will  allow  transit  agencies  to  extend  beyond  station- 
lo-station  service  to  provide  door-to-door  service.  The  expanded  service,  coupled  with  the 
electric  vehicle  technology,  will  greatly  assist  efforts  to  increase  the  accessibility  of  transit  and 
to  reduce  urban  emissions. 

D.  Electrified  High  Speed  Rail 

Electric  high  speed  rail  (up  to  185  mph,  steel  wheel  on  steel  rail)  is  proven  technology  used  in 
much  of  Europe,  Japan,  and  Taiwan.  This  technology  is  being  developed  in  the  U.S.  in 
locations  that  include  the  Northeast  Corridor  and  the  state  of  Florida.  Operation  of  electric  high 
speed  rail  systems  offers  a  clean,  efficient,  safe,  convenient,  and  timely  transportation 
alternative.  In  addition,  this  transportation  mode  offers  several  benefits  for  the  nation  including 
domestic  job  creation  in  the  areas  of  civil  engineering,  construction  and  operation;  emissions 
reduction  (compared  to  airplanes,  electric  high  speed  rail  systems  can  reduce  pollution  emissions 
by  as  much  as  98  percent);  and  congestion  alleviation  (operation  of  high  speed  rail  systems  can 
help  to  reduce  congestion  both  on  U.S.  highways  and  within  U.S.  airports). 

E.  Electrified  Rail 

In  the  heavy  rail  sector,  imposition  of  NOx  emissions  limitations  on  rail  sources  could  require 
significant  emissions  reductions.  Compliance  strategies  for  rail  operators  could  include 
additional  emissions  controls  or  operating  modifications.  An  attractive  alternative,  particularly 
in  areas  with  significant  air  quality  problems,  is  likely  to  be  rail  electrification. 

IV.       THE    ROLE    OF    THE    FEDERAL    GOVERNMENT    IN    SUPPORTING    THE 
INTRODUCTION  OF  ELECTRIC  TRANSPORTATION  MODES 


The  members  of  the  Electric  Transportation  Coalition  are  aware  of,  and  sympathetic  to,  the 
complex  decisions  facing  the  members  of  the  Subcommittee  to  achieve  safe,  effective  and 
efficient  transportation  within  the  limitations  dictated  by  the  federal  budget  constraints. 
However,  we  are  deeply  concerned  that  investments  in  tomorrow's  transportation  systems  will 
be  sacrificed  through  efforts  to  obtain  today's  deficit  reductions.  The  members  of  the  Coalition 
believe  that  the  U.S.  cannot  afford  to  ignore  the  importance  of  investment  in  21st  century 
transportation.    To  be  a  competitor  in  the  global  market,  the  U.S.  must  be  able  to  move  goods 
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and  people,  as  far  and  as  fast,  and  as  cheaply  and  cleanly,  as  our  foreign  competitors. 
Innovative,  electric  transportation  technologies  are  an  iniporiant  key  to  continued  U.S.  leadership 
in  the  global  economy. 

The  Coalition  is  concerned  that  as  federal  funding  contributions  necessarily  shrink,  transportation 
planners  will  limit  their  spending  to  near-term  needs  at  the  expense  of  long-term  investments. 
We  have  witnessed  the  tendency  of  transportation  officials  to  spend  funds  to  "patch  holes"  rather 
than  save  funds  to  "replace  the  roof."  Eventually,  the  roof,  or  in  this  case,  the  nation's 
transportation  system,  will  need  to  be  replaced  so  that  the  U.S.  can  address  congestion  and  air 
quality  issues  with  safe,  environmentally  benign,  technology  and  innovative  infrastructure. 
Electric  transit  offers  the  multiple  benefits  of  safety,  energy  security,  efficiency,  congestion 
mitigation  and  emissions  reduction,  all  of  which  will  allow  (he  U.S.  to  meet  the  needs  and  goals 
of  21st  century  transportation.  However,  implementation  of  such  technology  requires  the 
foresight  and  willingness  to  make  the  investment  in  electric  transportation  and  supporting 
infrastructure. 

Next  year,  authorizations  will  expire  for  programs  approved  through  the  Intermodal  Surface 
Transportation  Efficiency  Act  (ISTEA).  Passage  of  ISTEA  fundamentally  restructured  the 
manner  in  which  transportation  officials,  and  the  public  at  large,  think  about  transportation 
planning  and  operation.  No  longer  is  transportation  development  considered  solely  along  modal 
lines;  rather,  intermodal  planning  —  linking  planes,  trains,  and  automobiles  to  achieve  the 
greatest  transportation  efficiency  —  is  the  reasonable  approach  now  employed. 

In  addition,  under  ISTEA  not  only  are  connections  between  modes  encouraged,  but  also 
connections  between  transportation  policy  and  obtaining  other  national  goals  such  as  eniiancing 
air  quality,  promoting  public  health  and  safety,  and  improving  city  planning.  The  Congestion 
Mitigation  and  Air  Quality  Improvement  Program  (CMAQ)  is  one  such  important  program. 
Established  under  ISTEA,  CMAQ  promotes  both  greater  efficiency  and  reduced  pollution  from 
the  transportation  sector.    It  is  vital  that  these  connections  be  supported  and  maintained. 

The  reauthorization  of  ISTEA  will  develop  the  transportation  policy  that  will  carry  us  into  the 
21st  century.  The  Electric  Transportation  Coalition  believes  this  policy  should  be  as  dynamic 
and  innovative  as  the  limes  we  enter.  The  start  of  a  new  millennium  is  a  time  to  look  toward 
the  future  and  to  think  creatively  so  that  we  may  meet  our  national  goals  and  retain  economic 
competitiveness.  It  is  not  the  time  to  return  to  policies  that  -  while  attractive  due  to  their 
familiarity  -  only  hinder  our  ability  to  keep  pace  with  changes  and  innovations  occurring  around 
the  globe. 

The  Electric  Transportation  Coalition  members  realizes  that  the  Appropriation  Committee  does 
not  maintain  jurisdiction  over  the  reauthorization  process.  However,  this  Committee  plays  a 
critical  role  in  the  implementation  of  transportation  policy  and  we  believe  the  FY  1997 
appropriations  process  may  well  set  the  tone  for  next  year's  transportation  reauthorization 
debates.  We  believe  it  critical  for  Congress  to  support,  through  appropriations  and 
authorizations,  the  innovative  tenets  of  ISTEA. 

V.        WAYS  CONGRESS  CAN  HELP 

There  are  several  ways  in  which  Congress  can  facilitate  the  inclusion  of  innovative  transportation 
technologies  into  our  nation's  transportation  system.  Congress  can,  and  we  believe  should, 
support  ISTEA  programs  that  encourage  communities  to  use  limited  resources  in  creative  ways 
to  meet  multiple  goals.  As  mentioned,  the  CMAQ  program  allows  urban  areas  to  obtain  cleaner 
air  through  transportation  policies.  In  addition,  the  Surface  Transportation  Program  (STP) 
allows  communities  to  direct  funds  toward  projects  deemed  most  important  to  the  local  areas. 

The  Electric  Transportation  Coalition  applauds  these  innovate  programs  and  urges  continued 
Congressional  financial  support  for  these  initiatives.  We  also  urge  Congress  to  encourage 
communities  to  utilize  these  programs  to  their  fullest  potential  by  providing  funding  and/or 
guidance  that  encourages  public  investment  in  iruiovative  technologies  and  infrastructure,  such 
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as  the  various  transportation  modes  fueled  by  electricity.  In  addition,  we  urge  Congress  to 
provide  a  portion  of  federal  transportation  funds  as  a  set  aside  for  long-term,  innovative 
transportation  alternatives  to  encourage  community  investments  in  systems  that  may  maintain 
initial  higher  costs  than  traditional  alternatives,  but  offer  significant  long-term  benefits  As 
previously  stated,  innovative  technologies  are  what  will  allow  the  nation  to  meet  multiple 
national  goals  in  a  cost  effective  and  efficient  manner. 

The  Electric  Transportation  Coalition  believes  other  opportunities  exist  for  Congress  to  promote 
the  introduction  of  innovate  technologies.    These  include  the  following: 

First,  we  urge  the  Congress  to  encourage  the  consideration  of  innovative  techniques  that  will 
facilitate  the  deployment  of  new  electric  transportation  technologies.  One  such  option  is  mobile 
emissions  reduction  credits  (ERCs).  This  program  would  allow  for  the  sale  and  trade  of 
emissions  credits  from  the  deployment  of  low  or  zero  emission  vehicles  in  a  manner  similar  to 
the  stationary  emissions  credit  trading  program.  ERCs  would  allow  market  forces,  rather  than 
mandates,  to  incentivize  the  attainment  of  cleaner  air  through  deployment  of  low  emission,  or 
zero  emission  electric,  transportation  technologies. 

Second,  many  transit  organizations  currently  follow  a  policy  that  only  a  40  foot  bus  can  suit 
transit  needs.  Data  collected  in  Santa  Barbara,  California  and  Chattanooga,  Tennessee  where 
smaller  22  to  32  foot  buses  represent  the  entire,  or  majority  of  the  transit  bus  fleets,  prove  that 
smaller  electric  buses  can  meet,  or  even  surpass,  the  needs  of  a  community.  In  Santa  Barbara, 
for  example,  ridership  has  increased  with  the  introduction  of  electric  buses  to  service  routes. 
Furthermore,  in  addition  to  cleaner  air  and  noise  reduction  benefits  derived  from  the  operation 
of  electric  buses,  these  quieter,  less-than-40-foot  buses,  have  allowed  transit  officials  to 
maximize  capacity  and  operate  satellite  routes  into  neighborhoods  thereby  permitting  more 
efficient  and  convenient  transit  service.  For  these  reasons,  we  urge  Congress  to  encourage 
transit  officials  to  adopt  a  definition  of  transit  bus  which  includes  smaller  than  40  foot  buses. 
This  seemingly  insignificant  step  is  vital  to  promoting  innovative  thought  and  technology  into 
2 1  St  century  transportation  policy  and  planning. 

Finally,  regardless  of  the  polices  implemented,  we  believe  the  federal  government  must  play  an 
active  role  to  ensure  that  federal  and/or  state  and  local  governments  invest  a  portion  of  funds 
in  the  development  of  future  transportation  systems.  We  encourage  the  Congress  to  disallow  the 
creation  of  a  bloc  grant  system  that  forgoes  allowances  for  innovative  technologies.  The  goal 
of  the  block  grant  is  to  allow  state  and  local  governments  to  be  able  to  determine  how  best  to 
allocate  funds  among  transportation  projects.  Yet,  because  all  types  of  projects  might  well 
compete  against  each  other  for  funds  under  this  program,  without  guidance  and/or  incentive, 
state  and  local  entities  might  forgo  the  selection  of  projects  that  focus  on  developing  technologies 
which  yield  future  returns  in  favor  of  traditional  projects  that  fill  immediate  needs.  The 
members  of  the  Coalition  encourage  the  Subcommittee  to  recognize  the  importance  of  investment 
in  future  transportation  systems;  to  understand  that  as  funding  is  reduced,  also  reduced  is  interest 
and  desire  to  spend  funds  on  future  needs;  and  to  encourage  investment  in  future  transportation 
technologies. 

VI.       CONCLUSION 

The  Coalition  appreciates  this  opportunity  to  make  its  concerns  known  to  the  Subcommittee  and 
to  submit  for  the  record  its  funding  priorities  for  the  upcoming  fiscal  year.  We  look  forward 
to  working  with  the  Subcommittee  and  the  Congress  to  achieve  these  goals. 
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FLORIDA  TRI-COUNTY  COMMUTER  RAIL  AUTHORITY 
PREPARED  STATEMENT  OF  ALLEN  HARPER,  CHAIRMAN  OF  THE  BOARD 

Chairman  Hatfield,  Senator  Lautenberg,  and  members  of  the  subcommittee, 

my  name  is  Allen  Harper.  I  serve  as  Chairman  of  the  Board  of  tlie  Tri- 

County  Commuter  Rail  Authority,  which  operates  the  Tri-Rail  service  in 

South  Florida.  I  will  outline  Tri-Rail's  FY  1997  appropriations  request  to  the 

subcommittee. 

Tri-Rail's  service  area  consists  of  a  narrow  north-south  strip  of  land  between 

West  Palm  Beach  and  Miami,  bounded  by  the  Atlantic  Ocean  on  one  side  and 
by  the  Everglades  on  tlie  other,  with  four  and  a  half  million  people... and  still 

growing... in  it.  Tri-Rail  is  the  ONLY  mass  transit  system  that  serves  the 

entire  South  Florida  region,  linking  together  the  three  international  airports, 

various  urban  business  centers,  residential  communities,  and  many  of  the 

area's  vital  support  services,  such  as  public  schools,  universities  and  major 

medical  facilities,  including  two  Veteran's  Administration  hospitals. 

Tri-Rail's  ridership  has  continued  to  grow.  But  our  ridership  potential  is 
being  constrained  by  an  antiquated  infrastructure  tliat  will  not  allow  us  to  add 
the  necessary  service  being  demanded  by  the  public.  In  a  survey  conducted 
by  the  University  of  South  Florida,  Tri-Rail  riders  named  frequency  of  service 
as  the  number  one  priority  for  improvement.  The  completion  of  our  multi- 
year  double  tracking  project  will  permit  us  to  meet  tliat  public  demand. 
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Tri-Rail's  request  is  very  similar  to  the  last  several  years.  For  FY  1997,  we 

are  requesting  $44  million  in  FTA  New  Start  funds  to  support  the  sixth  year 

of  Tri-Rail's  multi-year  double-tracking  and  corridor  improvement  project. 

Tliese  funds  will  allow  us  to  construct  22  more  mile  of  a  second  track 

alongside  our  existing  69  miles  of  single  track.  By  adding  the  additional 
track,  Tri-Rail  will  be  able  to  expand  its  service  frequency  from  one  hour 

headways  to  20  minute  headways.  We  will  be  able  to  provide  greater 

reliability,  along  with  improved  safety  for  all  tlie  users  of  the  Southeast 

Florida  Rail  Corridor  —  Tri-Rail,  Amtrak,  CSX,  and  hopefully,  high  speed  rail 

in  the  very  near  future. 

I  would  like  to  note  for  tiie  record  tliat  Tri-Rail's  double  tracking  project, 
including  station  expansion  improvements,  has  a  cost  of  $6  million  per  mile. 
For  comparison  purposes,  one  mile  of  the  recently  completed  Interstate  595  in 
South  Florida  was  constructed  at  a  cost  of  $100  million  per  mile.  But  South 
Florida  has  no  additional  space  for  widening  the  existing  1-95  highway.  In 
fact,  a  moratorium  has  been  put  in  place  by  the  Florida  DOT  which  prohibits 
further  expansion  of  that  interstate,  which  runs  parallel  to  the  Tri-Rail 
corridor. 

Tri-Rail's  double  tracking  corridor  improvement  project  is  a  $421  million 
total  project.  Tri-Rail  has  been  appropriated  $40  million  in  federal  new  start 
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funds  over  the  past  five  years  and  $364  million  in  state  funds,  which  included 

state  "ovennatch"  fimds,  for  this  project.  The  strong  bipartisan  support  from 
this  subcommittee  and  our  Congressional  delegation  has  permitted  us  to  make 
substantial  progress. 

Our  current  request  for  $44  million  is  for  the  sixth  year  of  the  multi-year 
project  and  still  assumes  a  nonfederal  share  of  60  percent.  So  far,  80  percent 
of  the  project  has  come  from  state  sources  and  only  20  percent  from  FTA 
fimds  appropriated  by  Congress. 

Finally,  we  would  like  to  point  out  that  ALL  past  funds  appropriated  by 
Congress  or  by  the  State  of  Florida,  which  have  been  made  available  to  Tri- 
Rail  for  this  project,  have  been  either  expended  or  obligated  and  actual 
construction  of  the  project  is  underway.  Tlie  report  FTA  publishes  each  year 
has  consistently  shown  Tri-Rail  with  no  previous  years'  unobligated  funds. 

Thank  you  for  allowing  me  to  submit  this  written  testimony.  Please  do  not 
hesitate  to  contact  Tri-Rail  if  tlie  subcommittees  desire  further  information. 


FORT  WORTH  TRANSPORTATION  AUTHORITY 
PREPARED  STATEMENT  OF  JOHN  BARTOSIEWICZ,  GENERAL  MANAGER 

Mr.  Chairman  and  Members  of  the  Subcommittee,  I  appreciate  very  much  this  opportunity  to 
submit  to  you  our  FY'97  Section  5309  funding  request  and  to  seek  your  continued  support  for 
the  Fort  Worth  RAILTRAN  Commuter  Rail  and  Intermodal  Transportation  project. 

As  you  know  the  Committee  earmarked  $6  million  in  the  FY'96  for  RAILTRAN  and  I  am 
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pleased  to  report  that  those  funds  are  now  encumbered  for  final  design  and  engineering  ,  and 
property  acquisition. 

I  recall  last  year  there  was  discussion  among  committee  members  of  a  desire  where  possible  of 
appropriating  sufficiciU  funding  to  complete  some  of  the  projects  before  the  committee  where 
the  amounts  needed  were  small  enough  and  the  local  participation  was  high  enough  to  warrant 
bringing  to  an  end  the  demand  for  Section  5309  funds. 

Mr.  Chairman  I  submit  to  you  that  for  FY'97  RAILTRAN  is  one  of  those  projects.  I  am  pleased 
to  report  that  through  local,  state  and  federal  efforts,  we  have  generated  additional  sources  of 
funds  to  minimize  our  need  for  traditional  Section  5309  new  start  dollars.    Wiiile  realizing  the 
great  demand  before  the  committee,  if  we  could  receive  our  full  request  of  $47  million  for 
FY'97,  we  would  Mr.  Chairman  not  be  back  next  year  for  any  additional  Section  5309  request. 
1  hus.  RAILTRAN.  would  indeed  be  one  of  those  projects  you  could  remove  from  your  list  as 
"completed"  up  and  running!.    Our  Section  5309  funding  would  only  be  29.8%  of  the  total 
project  cost. 

In  an  effort  to  be  brief  Mr.  Chairman  I  would  like  to  make  the  final  key  points; 


RAILTRAN  and  the  Intermodal  Center  will  provide  a  vitally  needed  rail  link  between  Dallas 
and  Fori  Worth  along  a  35  mile  corridor  currently  owned  by  the  two  cities.  The  projecl  is  being 
developed  in  two  phases  with  phase  one  extending  from  Dallas  to  South  Irving  opening  in  the 
fall  of  this  year  utilizing  local  funding  with  a  contribution  of  ficxiblc  ISILA  funding  and  FIA 
formula  dollars. 

Phase  two  between  South  Irving  and  Fori  Worth  is  scheduled  to  open  in  1999.  It  will  serve  the 
Intermodal  Transporlalion  Center  located  in  our  historic  Texas  and  Pacific  Railway  Temiinal 
Building.  The  Intermodal  Center  will  tie  together  the  commuler  rail.  AMI  RAK,  excursion  rail 
trains,  local  bus  service,  intercity  bus  service,  taxi,  rental  cars,  and  a  future  vertiport  facility.  The 
Intermodal  Center  is  a  perfect  example  of  the  intermodal  concept  called  for  in  ISTEA  and  was 
authorized  lor  SI  3.4  million 

The  extension  of  RAIL  I  RAN  lo  Dallas  Fori  Worth  International  Airport  is  planned  for  later  this 
decade  vviih  bus  service  in  the  interim. 

All  interlocal  agreements  for  operating  RAILTRAN  have  been  concluded  between  the  railroads, 
the  cities,  and  DART  and  the  T. 

A  dedicated  transit  sales  tax  is  in  place  and  more  than  sufficient  subsidy  at  present  tax  rates 
have  been  budgeted. 

The  estimated  cost  per  new  added  rider  is  less  that  $8.00  ,  well  below  the  FTA  threshold  of 
$10.00. 

The  project  enjoys  strong  local  support  and  has  strong  private  sector  involvement  and  will  bring 
environmental  benefits  with  a  reduction  of  32  million  aiuiual  vehicle  miles  and  a  savings 
of  190,000  hours  of  travel  time  with  a  daily  estimated  ridership  of  10,500  eliminating  9000 
commuter  vehicles  per  day  from  the  busy  Dallas  Fort  Worth  highway  Corridor. 

Mr.  Chairman,  our  current  request  as  I  stated  is  $47  million.  While  we  realize  with  the  demand 
for  funding  in  the  New  Start  category  this  is  a  large  sum  to  request  in  one  year.  However,  in  the 
interest  of  savings  funds  by  allowing  us  to  complete  the  project  quickly  so  as  to  avoid 
inflationary  increases  and  by  helping  us  complete  our  project  on  time,  the  committee  will  be 
eliminating  at  least  one  project  from  your  long  list  of  those  competing  for  Section  5309  funds. 
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My  final  point  Mr.  Chairman  focuses  on  the  large  amount  of  local  and  state  participation  with 
70%  of  the  funds  needed  for  the  total  $197  million  project  coming  from  non  Section  5309  funds. 
In  addition,  the  FTA  Financial  Assessment  Profile,  published  February  1,  1996,  recognized 
several  elements  of  our  funding  plan  which  are  consistent  with  the  FTA's  innovative  financing 
initiative,  including  our  innovative  use  of  $8.5  million  obtained  from  private  freight  railroad  user 
Ices. 

1  would  hope  this  level  of  participation  would  clearly  demonstrate  our  understanding  of  the 
pressures  on  the  committee  and  our  responsibility  to  utilize  as  many  non  Section  5309  dollars  as 
possible. 

1  hank  you  Mr.  Chairman  and  committee  Members  for  your  time  and  consideration. 


GEORGETOWN  UNIVERSITY 

PREPARED  STATEMENT  OF  FATHER  WILLIAM  L.  GEORGE  AND  FATHER  T. 
BYRON  COLLINS,  SPECIAL  ASSISTANTS  TO  THE  PRESIDENT 

Mr.  Chairman  and  Members  of  the  Committee: 

We  are  Failier  William  L.  George,  S.J.,  and  Father  T.  Byron  Collins,  S.J.,  Special  Assistants 
to  the  President  of  Georgetown  University,  the  Reverend  Leo  J.  O'Donovan,  S.J.  We 
appreciate  this  opportunity  to  testify  before  the  Subcommittee  on  the  40-Foot  Fuel  Cell 
Powered  Transit  Bus  Commercialization  Program. 

The  Federal  Transit  Administration  continues  to  support  the  Fuel  Cell  Transit  Bus 
Commercialization  Program  within  its  existing  Research  and  Development  budget.  Previous 
funding  provided  by  this  subcommittee,  coupled  with  the  money  supplied  by  the  Department 
of  Defense,  along  with  the  FY  '96  authorization  has  allowed  significant  progress  over  the  past 
year  in  developing  the  40-foot  commercial izable  Fuel  Cell  buses.  We  would  like  to  thank  the 
Committee  for  their  continuing  support  of  the  Fuel  Cell  bus  program  as  a  means  to  a  cleaner 
environment  and  as  a  way  to  reduce  this  country's  dependence  on  foreign  petroleum  fuels. 

In  FY  "97.  the  project  requires  $14.0  million  to  truly  commercialize  fuel  cell  powered  transit 
buses.  Of  this,  a  minimum  of  $8.0  million  will  maintain  a  basic  program  to  develop  two  such 
buses  but  we  strongly  recommend  that  the  program  be  fully-fueled  by  an  addition  of  $  6.0 
million.  The  FTA  Research  and  Development  budget  should  be  supplemented  by  that  amount 
to  ensure  that  necessary  resources  will  remain  available  for  the  Fuel  Cell  Transit  Bus 
Commercialization  Program  within  constraints  of  other  priorities  in  the  FTA  budget. 

The  minimum  request  for  $8.0  million  will  result  in  the  delivery  of  one  40-foot  Phosphoric 
Acid  Fuel  Cell  (PAFC)  powered  transit  bus  ready  for  commercialization  and  one  Proton 
Exchange  Membrane  (PEM)  demonstration  bus  operating  on  liquid  fuel  and  ready  for 
evaluation  as  a  potential  power  system  for  transit  buses  and  perhaps  passenger  cars.  As  you 
know,  the  PEM  system  is  a  leading  candidate  for  automotive  applications;  however,  its 
operation  on  a  readily-available  liquid  fuel  has  not  been  demonstrated  to  date.  Daimler  Benz 
is  attempting  to  do  this  but  has  not  announced  success. 

The  original  program  envisioned  three  fuel  cell  powered  tr£insit  buses  using  the  PAFC  as  the 
power  plant.  The  introduction  of  the  PEM  fuel  cell  technology  required  the  program  to  be 
scaled  back  to  deliver  only  one  PAFC  bus  for  commercialization  purposes.  The  requested  $6.0 
million  additional  funding  will  allow  the  inclusion  of  additional  buses  which  are  necessary  to 
complete  the  commercialization  process. 

GeorgetowTi  believes  that  it  is  not  feasible  to  commercialize  a  product  when  only  one  of  each 
vehicle  will  be  produced.    Our  prior  experience  shows  that  multiple  vehicles  are  absolutely 
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essential  to  prove  technology  readiness.  We  have  successfully  demonstrated  that  iiquid-fiieled 
Fuel  Cell  buses  are  practical  at  key  technical  symposia  and  public  displays/operations  around 
the  country.  These  exhibitions  provide  the  confidence  that  the  technology  is  truly  ready  for 
commercialization.  These  buses  are  the  harbingers  of  clean,  efficient  power  for  the 
transportation  industry.  We  are  now  on  the  third  generation  of  fuel  cell  technology  for 
transportation. 

International  Fuel  Cells  has  engineered  their  200  kW,  40,000  pound  commercial  PAFC  power 
plant  into  a  100  kW,  4,000  pound  fuel  cell  amenable  to  the  transit  bus.  Additionally,  a  team 
led  by  Booz-Allen  &  Hamilton  of  McLean,  VA  was  awarded  a  contract  to  integrate  the  fuel 
cell  system  into  the  vehicle.  That  contiact  is  on  schedule  and  within  budget.  Georgetown 
recently  awarded  a  contract  for  the  development  of  a  PEM  Fuel  Cell  to  Ballard  Power 
Corporation  of  California.  All  engineering  development  and  manufacturing  of  these  PEM 
pDwer  plants  for  the  transit  bus  application  will  occur  in  this  country  transferring  technology 
already  developed  in  Canada  into  the  US  and  satisfying  the  commitment  for  a  domestic 
supplier.  Patents  issued  to  Ballard  are  US  patents  with  their  own  protection.  This  new 
technology  promises  to  be  lighter  and  offers  significant  operational  advantages  for  the  transit 
industrv  if  it  can  be  successfully  engineered.  All  technology  development  work  to  date 
provides  confidence  that  the  ambitious  goals  of  the  Fuel  Cell  bus  program  will  be  achieved  and 
yield  vast  environmental  and  economic  benefits  to  the  nation. 

A  key  element  of  commercializing  Fuel  Cell  powered  transit  buses  is  the  establishment  of  an 
Intermodal  and  National  Depository  Fuel  Cell  Facility.  It  serves  two  purposes:  (1)  prototype 
monitoring  and  maintenance  services  for  Fuel  Cell  powered  transit  buses,  and  (2)  a  Fuel  Cell 
information  depository  for  evaluation  and  transfer  of  Fuel  Cell  technology  for  transportation. 
Strategically  located  at  Georgetown,  this  facility  would  be  a  national  exemplar  serving  the 
needs  of  the  nation  to  advance  the  introduction  of  fuel  cells  first  into  the  transit  industry  and 
then  to  meet  the  general  energy  needs  of  the  country.  Georgetown,  working  with  the  FTA,  that 
the  Fuel  Cell  powered  transit  bus  and  its  components  are  made  in  the  US  to  fulfill  FTA 
requirements.    All  U.S.-developed  technology  will  be  used  in  the  U.S. 


JACKSONVILLE  TRANSPORTATION  AUTHORITY 
PREPARED  STATEMENT  OF  MILES  N.  FRANCIS,  JR.,  EXECUTIVE  DIRECTOR 

Chairman  Hatfield  and  Members  of  the  Subcommittee.  I 
appreciate  the  opportunity  to  submit  this  testimony  on  behalf  of 
the  Jacksonville  Transportation  Authority.  Let  me  begin  by 
thanking  this  Subcommittee  for  the  approval  of  $9,720  million  in 
funding  for  the  Jacksonville  Skyway  project  in  the  Fiscal  Year 
1996  Appropriations  Act.  I  would  also  like  to  thank  Senator 
Connie  Mack  and  Senator  Bob  Graham,  who  represent  the  people  of, 
Florida  and  Jacksonville.  Their  support  for  the  completion  of 
this  project  has  been  important  to  the  effort  to  improve  the 
transportation  infrastructure  for  the  entire  region. 

The  history  of  the  Jacksonville  Skyway  project  dates  to  1977 
when  the  city  was  selected  by  the  then  Urban  Mass  Transit 
Administration  for  an  automated  guideway  transit  demonstration 
project.  After  six  years  of  feasibility  studies  and 
environmental  impact  analysis,  an  automated  skyway  system  of  2.5 
miles  was  sponsored  by  the  U.S.  Department  of  Transportation  and 
in  1984,  FTA  awarded  $23.8  million  for  the  first  segment  of  .7 
miles  with  three  stations.  Revenue  service  began  on  June  5,  1989 
along  this  demonstration  segment. 

The  second  segment  is  the  north  line  which  has  also  been 
fully  funded.  The  civil  construction  on  the  north  line  is 
completed  and  will  become  operational  in  1998.  This  north  line 
segment  has  already  spurred  new  development  in  the  center  city  of 
downtown  Jacksonville.    The  north   line  terminus   is  a  major 
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transfer  station  providing  easy  intermodal  access  for  bus  and 
skyway  riders. 

The  main  geographical  feature  of  downtown  Jacksonville  is 
the  St.  Johns  River  which  divides  the  city.  The  third  segment 
crosses  the  St.  Johns  River  and  continues  into  the  area  known  as 
the  Southbank.  Last  year,  the  Jacksonville  Transportation 
Authority  requested  $25  million  in  federal  funds  to  finish  the 
third  segment  which  completes  the  entire  system.  Congress 
appropriated  $9.72  million.  This  year  we  are  asking  for  the 
remaining  $15.3  million.  This  will  allow  for  construction  of  the 
duPont  Center  segment  (white  on  the  attached  aerial)  .  The  duPont 
Center  segment  will  include  approximately  .3  mile  of  dual 
guideway,  the  duPont  Center  station  and  significant  parking 
areas.  This  final  segment  is  crucial  for  generating  passenger 
traffic  by  linking  these  parking  areas  and  Southbank  office 
complexes  to  the  core  area  of  downtown  which  is  located  on  the 
Northbank  of  the  St.  Johns  River.  With  this  final  appropriation, 
the  system  will  be  in  full  operation  in  1998.  The  completed 
Jacksonville  Skyway,  when  finished,  will  provide  ready  access  to 
the  central  business  district  for  bus  passengers,  walk-up 
passengers  and  parking  patrons  who  will  utilize  JTA-owned  lots 
located  outside  of  the  central  business  district  at  the  three 
terminal  segments. 

As  this  Subcommittee  knows,  one  of  the  most  pressing 
transportation  needs  in  the  Southeast  region  is  the  replacement 
of  the  Fuller  Warren  Bridge  which  is  a  part  of  the  main  street  of 
the  East  Coast,  Interstate  95.  The  provision  of  federal  funds 
for  completion  of  the  Skyway  project  has  enabled  the  Jacksonville 
Transportation  Authority  to  provide  $25  million  to  the  State  of 
Florida  for  the  Fuller  Warren  Bridge  project  that  would  not 
otherwise  be  available.  This  commitment  by  JTA  is  a  recognition 
that  local  transportation  projects  have  regional  impacts  and  must 
be  funded  by  local,  state  and  federal  agencies  working  together. 

This  funding  philosophy  has  been  pursued  throughout  the 
construction  of  the  Skyway.  When  the  City  of  Jacksonville  was 
selected  by  the  then  UMTA  for  the  Skyway  project,  it  was  with  the 
understanding  that  the  local  cost  share  would  be  20%  (10%  city, 
10%  state)  .  As  an  indication  of  how  strong  the  state  and  local 
commitment  is  to  completing  the  Skyway  project,  the  state  and 
local  cash  contribution  for  the  project  now  stands  at 
approximately  49  percent.  Even  when  the  final  $15.4  million  in 
federal  funds  is  appropriated,  the  state  and  local  cash 
contribution  to  the  entire  project  will  be  42%  of  the  cost.  This 
significant  local  overmatch  does  not  include  the  multi-million 
dollar  value  of  land  and  rights-of-way  donated  by  private 
landowners — another  indication  of  how  strongly  completion  of  the 
project  is  supported  by  the  community. 

While  some  have  criticized  the  current  .7-mile  segment 
because  of  modest  ridership  projections,  the  Jacksonville 
Transportation  Authority  never  envisioned  that  the  initial 
demonstration  phase  would  be  entire  skyway.  Indeed,  the  State, 
City  and  JTA  would  have  never  agreed  to  participate  in  a  project 
that  only  produced  a  .7-mile  skyway.  But  it  makes  tremendous 
transportation  and  economic  sense  to  complete  the  project  as 
envisioned — 2.5  miles  of  dual  guideway,  an  elevated, 
fully-automated  people  mover.  This  completed  system  will  include 
eight  stations,  over  4,000  parking  spaces  located  at  the  three 
peripheral  stations,  and  will  become  an  integral  part  of 
Jacksonville's  mass  transit  system.  It  will  link  the  south  and 
north  banks  of  the  City  and  alleviate  need  for  bus  routes  through 
the  center  of  the  City.  And  it  will  be  operated  without  the  need 
for  any  operating  subsidy. 
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The  Jacksonville  Transportation  Authority  and  the  City  of 
Jacksonville  appreciate  the  support  of  the  Congress  and  the 
Department  of  Transportation  for  this  project  over  the  years. 
The  Jacksonville  Skyway  project  has  moved  forward  over  the  last 
16  years  with  many  incremental  amounts  of  funding,  resulting  in 
the  need  to  construct  the  complete  system  segment  by  segment. 
With  the  provision  of  the  final  $15.4  million  from  Congress,  the 
people  of  Jacksonville  and  the  North  Florida  region  will  finally 
see  the  project  completed. 

Thank  you  for  the  opportunity  to  submit  this  testimony.  For 
the  Subcommittee's  reference,  I  have  enclosed  additional  detailed 
information  about  the  Jacksonville  Skyway  Express. 


LOUISIANA  PUBLIC  TRANSIT  ASSOCL^TION 
PREPARED  STATEMENT  OF  PATRICK  R.  JUDGE,  PRESIDENT 

THANK  YOU  FOR  THE  OPPORTUNITY  TO  SUBMIT  A  STATEMENT  TO  THE 
SUBCOMMITTEE  ON  BEHALF  OF  THE  LOUISL\NA  PUBLIC  TRANSIT 
ASSOCIATION  (LPTA). 

THE  LOUISIANA  PUBLIC  TRANSIT  ASSOCL\TION  (LPTA)  REPRESENTS 
OVER  120  TRANSIT  PROVIDERS  IN  LOUISIANA  INCLUDING  RURAL 
PROVIDERS,  SPECIALIZED  TRANSIT  SERVICES,  AND  THE  STATE'S  URBAN 
AND  SUBURBAN  SYSTEMS. 

LPTA  IS  REQUESTING  FUNDING  FOR  A  NUMBER  OF  VITAL  TRANSIT 
PROJECTS  ACROSS  LOUISIANA.  THE  LPTA  IS  COORDINATING  THIS 
STATEWIDE  EFFORT  TO  ASSIST  LOUISIANA  TRANSIT  SYSTEMS  IN  MEETING 
THEIR  GROWING  NEED  FOR  BASIC  CAPITAL  EQUIPMENT,  SUCH  AS 
REPLACEMENT  BUSES  AND  FACILITIES.  DUE  TO  THE  DIFFICULTY  IN 
OBTAINING  SECTION  5309  FUNDING  (FORMERLY  SECTION  3)  FOR  BUS  AND 
BUS  RELATED  FACILITIES  THROUGH  THE  FEDERAL  TRANSIT 
ADMINISTRATION  (FTA)  APPLICATION  PROCESS,  THE  LPTA  PRESENTS  ITS 
STATEMENT  TO  THIS  COMMITTEE  IN  AN  EFFORT  TO  MEET  THE  STATE'S 
LONG-STANDENG  TRANSIT  NEEDS. 

BEFORE  EXPLAINING  OUR  PROJECT  REQUESTS,  THE  LPTA  WISHES  TO  TAKE 
A  MOMENT  TO  ASK  THAT  THE  COMMITTEE  SPARE  ANY  FURTHER  CUTS  TO 
THE  FEDERAL  TRANSIT  PROGRAM.  LAST  YEAR,  FY  96,  TRANSIT  SUFFERED 
WHAT  CAN  ONLY  BE  CALLED  A  DISPROPORTIONATE  SHARE  OF  CUTS 
WITHIN  THE  TRANSPORTATION  FUNCTION  OF  THE  FEDERAL  BUDGET.  TO 
ILLUSTRATE  THAT  POINT,  WHILE  THE  TOTAL  TRANSPORTATION  BUDGET 
WAS  REDUCED  BY  3%,  TRANSIT  FUNDD^G  EXPERIENCED  42%  OF  THOSE 
REDUCTIONS.  HIGHWAY  FUNDING  REMAINED  LEVEL  AND  NO  OTHER 
ITEM  WITHIN  THE  TRANSPORTATION  BILL  EXCEEDED  A  22%  REDUCTION. 

OVERALL,  LOUISIANA  LOST  NEARLY  $8.5  MILLION  ($8,456,618)  OF 
CRUCIAL  TRANSIT  FORMULA  FUNDING  -  A  23%  REDUCTION.  THE 
LOUISIANA  RURAL  TRANSIT  PROGRAM  LOST  $469,630  AND  THE  ELDERLY 
AND  DISABLED  TRANSIT  PROGRAM  LOST  $123,548.  THE  OPERATING 
ASSISTANCE  PROGRAM  LOSS  TO  LOUISIANA  TOTALED  OVER  $4.3  MILLION 
RESULTING  IN  AN  OVERALL  LOSS  OF  42%.  THE  MAJOR  REDUCTION  OF 
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47.6%  AFFECTED  THE  SYSTEMS  IN  BATON  ROUGE,  SHREVEPORT, 
JEFFERSON  PARISfi  KENNER,  AND  NEW  ORLEANS.  THE  LOSS  TO  THE 
SMALLER  SYSTEMS  OF  ALEXANDRIA,  HOUMA,  LAFAYETTE,  LAKE 
CHARLES,  MONROE  AND  SLEDELL,  WHILE  LIMITED  TO  25%,  AFFECTED 
THOSE  SYSTEMS  MORE  DUE  TO  THEIR  HIGHER  DEPENDENCY  ON 
ASSISTANCE.  THE  LPTA  RESPECTFULLY  REQUESTS  THAT  TRANSIT  BE 
SPARED  IN  THIS  APPROPRIATIONS  CYCLE. 

THE  TOTAL  LOUISIANA  REQUEST  FOR  SEVEN  TRANSIT  PROJECTS  UNDER 
FTA  SECTION  5309  BUS  AND  BUS  RELATED  FUNDING  IS  $53,845,760  FOR  FY 
97. 

BRIEFLY  THOSE  REQUESTS  ARE  FOR: 

THE  CITY  OF  ALEXANDIUA.  THE  ALEXANDRIA  TRANSIT  SYSTEM 
(ATRANS)  IS  REQUESTEMG  $3,280,000  FOR  FOUR  BUSES  AND  2  PARATRANSIT 
VANS.  THE  BUSES  WILL  ALLOW  THE  EXPANSION  OF  THE  ATRANS  SYSTEM 
TO  PROVIDE  TRANSIT  SERVICE  TO  THE  FORMER  ENGLAND  AIR  FORCE 
BASE,  NOW  BEING  EXTENSIVELY  REDEVELOPED,  AND  NEW  SERVICE  TO 
PINEVILLE,  LOUISIANA,  DIRECTLY  ACROSS  THE  RED  RIVER  FROM 
ALEXANDRIA.  THE  BUSES  WILL  ALSO  ALLOW  ATRANS  TO  MAKE 
ACCESSIBLE  A  LARGER  PORTION  OF  THEIR  ACTIVE  FLEET.  THE  CURRENT 
BUSES  WILL  REMAIN  WITH  ATRANS  AS  BACKUP  VEHICLES.  THE  TWO 
PARATRANSIT  VANS  REQUESTED  ARE  CRITICAL  TO  ALLOW  ATRANS  TO 
MEET  THE  EVER-GROWING  DEMANDS  OF  ADA-MANDATED  PARATRANSIT 
SERVICE. 

THE  CITY  OF  BATON  ROUGE.  CAPITOL  TRANSPORTATION 
CORPORATION  (CTC)  IS  IN  DIRE  NEED  OF  $4,400,000  TO  REPLACE  22  BUSES 
THAT  ARE  ELIGIBLE  FOR  ANTIQUE  VEHICLE  STATUS  UNDER  LOUISIANA 
LAW.   1 5  OF  THE  GENERAL  MOTORS  VEHICLES  ARE  25  YEARS  OLD  WHILE 
THE  OTHER  7  ARE  23  YEARS  OF  AGE,  OBVIOUSLY  WELL  BEYOND  THE 
TWELVE  YEAR  FEDERAL  STANDARD.  WHILE  CTC'S  MAINTENANCE 
EFFORTS  TO  DATE  HAVE  BEEN  ADMIRABLE  TO  KEEP  THEIR  FLEET 
OPERABLE,  THE  BUSES  ARE  EXPERIENCING  SEVERE  STRUCTURAL  AND 
MECHANICAL  WEAR.  CANNIBALIZATION  OF  THOSE  BUSES  BEYOND 
REPAIR  HAS  BECOME  THE  ONLY  SOURCE  FOR  PARTS.  IN  ADDITION,  CTC 
MANAGEMENT  FEARS  THAT  THE  VEHICLES'  FRAMES  MAY  COLLAPSE  IN 
COLLISION,  THUS,  RAISING  SAFETY  AND  LIABILITY  CONCERNS. 

JEFFERSON  PARISH.  WHICH  FUNDS  AND  OVERSEES  TWO  PRIVATE 
SYSTEMS  ON  EACH  SIDE  OF  THE  MISSISSIPPI  RIVER,  LOUISL\NA  TRANSIT 
ON  THE  EAST  AND  WESTSIDE  TRANSIT  ON  THE  WEST,  NEEDS  TO  REPLACE 
THE  REMAINING  33  OF  THEIR  58  VEHICLE  FLEET  THAT  EXCEED  THE 
TWELVE  YEAR  USEFUL  LIFE  STANDARD.  THE  AMOUNT  REQUIRED  IS 
$6,600,000.  JEFFERSON  PARISH,  THE  PARISH  IMMEDIATELY  TO  THE  WEST 
OF  NEW  ORLEANS,  IS  IN  THE  PROCESS  OF  REPLACING  THE  FIRST  25  BUSES 
THROUGH  SECTION  5307  (FORMERLY  SECTION  9)  FUNDING  GATHERED 
OVER  THE  COURSE  OF  THREE  TO  FOUR  YEARS.  THE  NEW  BUSES  WOULD 
REPLACE  THOSE  THAT  ARE  INACCESSIBLE,  FAIL  TO  MEET  CUTIRENT 
EMISSIONS  STANDARDS,  AND  ARE  BECOMING  INCREASINGLY  DIFFICULT 
TO  MAINTAIN. 
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THE  CITY  OF  LAFAYETTE.  THROUGH  THE  CITY  OF  LAFAYETTE 
TRANSIT  SYSTEM  (COLTS)  IS  SEEKING  $2,500,000  OF  FEDERAL  FUNDS  TO 
RECONSTRUCT  AND  RECONFIGURE  A  SITE  CURRENTLY  OPERATING  AS  A 
POSTAL  FACILITY  ADJACENT  TO  A  CURRENT  AMTRAK  STATION.  THE 
LAFAYETTE  MULTIMODAL  TRANSPORTATION  CENTER  WILL  SERVE  AS 
THE  TERMINAL  FOR  THE  COLTS  SYSTEM,  WHICH  OPERATES  AS  A  PULSE 
TYPE  SYSTEM,  A  GREYHOUND  STATION  AND  AS  AN  ENHANCED  AMTRAK 
STOP.  THE  POSTAL  SERVICE  WILL  ALSO  CONTINUE  TO  USE  A  PORTION  OF 
THE  SITE.  FURTHER,  THE  TRANSPORTATION  CENTER  WILL  BE 
CONNECTED  TO  THE  AIRPORT  VIA.  A  PRESENTLY  OPERATING  COLTS  LINE. 
THE  $3,500,000  PROJECT  ALREADY  HAS  A  POSITT/E  ENVIRONMENTAL 
IMPACT  STATEMENT  AND  IS  IN  THE  DESIGN  PHASE  WITH  ARCHITECTURAL 
PLANS  BEING  OVER  30%  COMPLETE. 

THE  LOUISIANA  DEPARTMENT  OF  TRANSPORTATION  AND 
DEVELOPMENT.  SPECmCALLY  THE  OFHCE  OF  PUBLIC  TRANSPORTATION, 
IS  IN  EXTREME  NEED  OF  $3,205,760  OF  FEDERAL  FUNDING  TO  ALLOW  THE 
REPLACEMENT  OF  123  VANS  FOR  BOTH  RURAL  AND  SPECIALIZED  TRANSFF 
PROVIDERS  ACROSS  LOUISL\NA.  THE  APPLICATION  FOR  THIS  FUNDING 
HAS  BEEN  PENDING  BEFORE  THE  FTA  FOR  NEARLY  THREE  YEARS,  WITH 
NO  FUNDING  IN  SIGHT.  SIXTY-THREE  AGENCIES  IN  FORTY-EIGHT 
PARISHES  WILL  BENEFIT  FROM  THE  FUNDING  OF  THIS  REQUEST.  ALL  THE 
VANS  TO  BE  REPLACED  ARE  NOT  ADA  ACCESSIBLE,  EXCEED  THE  USEFUL 
LIFE  STANDARD  OF  5  YEARS  BY  2  -  3  YEARS,  AND  ARE  FARBEYOND  THE 
100,000  MILEAGE  STANDARD.  OBVIOUSLY,  SAFETY  AND  DEPENDABILITY 
PROBLEMS  WITH  VEHICLES  OF  THIS  SIZE  IS  A  GROWING  CONCERN  FOR 
THE  RURAL,  ELDERLY  AND  DISABLED  COMMUNITY  ACROSS  LOUISL\NA 

THE  CITY  OF  MONROE.  THROUGH  THE  MONROE  TRANSIT  SYSTEM 
(MIS),  IS  REQUESTING  FUNDING  FOR  FIVE  (5)  30  FOOT  BUSES  AND  TWO  (2) 
PARATRANSIT  VEHICLES.  THEIR  $980,000  REQUEST  IS  BEING  MADE  DUE 
TO  THEIR  CRITICAL  NEED  TO  REPLACE  VEHICLES  QUICKER  THAN  THE 
AMOUNT  OF  THEIR  SECTION  9  CAPITAL  ALLOWANCE  WILL  ALLOW.  THE 
FIVE  BLUEBIRD  BUSES  TO  BE  REPLACED  EXCEED  BY  6  YEARS  THE 
NORMAL  LIFESPAN  EXPECTED  FOR  SUCH  VEHICLES.  THE  BUSES  ARE 
EXPERIENCING  STRUCTURAL  FATIGUE  AS  WELL  THE  SHORTAGE  OF 
PARTS.  THE  REQUEST  FOR  TWO  PARATRANSIT  VEHICLES  WOULD  ALLOW 
THE  MTS  TO  EXPAND  THEIR  PARATRANSIT  FLEET  TO  MEET  THE  ADA 
MANDATED  SERVICE  DEMANDS. 

THE  CITY  OF  NEW  ORLEANS.  THROUGH  THE  REGIONAL  TRANSIT 
AUTHORITY  (RTA)  IS  ADJUSTING  AND  RENEWING  TTS  REQUEST  FOR  TTS 
HIGHEST  PRIORITY  REQUEST,  $21,000,000  OF  FTA  BUS  AND  BUS  RELATED 
FUNDING  FOR  105  TRANSIT  VEHICLES  THAT  EXCEED  THEIR  TWELVE  YEAR 
USEFUL  LIFE  STANDARD.  WTTH  45 1  VEHICLES,  THE  RTA  OPERATES  THE 
LARGEST  SYSTEM  IN  LOUISIANA  BY  PROVIDING  SERVICE  TO  NEARLY 
200,000  RIDERS  PER  DAY  IN  A  CITY  THAT  IS  20%  TRANSIT  DEPENDENT. 
THE  REPLACEMENT  BUSES  WILL  SIGNIFICANTLY  REDUCE  THE  OPERATING 
EXPENSES  OF  THE  RTA  AND  ENHANCE  ITS  ABILITY  TO  PROVIDE 
DEPENDABLE  SERVICE.  RTA  IS  ALSO  REQUESTING  $9,000,000  TO 
CONTINUE  PROGRESS  ON  ITS  HEAVY  DUTY  CENTRAL  MAINTENANCE 
FACILITY  (CMF).  LAST  YEAR,  CONGRESS  ALLOCATED  $3,000,000  OF  THE 
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$12,000,000  REQUESTED  FOR  THE  $15,268,000  PROJECT  NOW  IN  THE  FINAL 
STAGES  OF  SITE  SELECTION.  FINALLY,  AS  YOU  ARE  PROBABLY  AWARE, 
THE  RTA  HAS  PENDING  TWO  NEW  START  RAIL  REQUESTS,  ONE  FOR  THE 
CANAL  STREET  CORRIDOR  PROJECT  (IN  THE  PRELIMINARY  ENGINEERING 
PHASE)  AND  THE  RECONSTRUCTION  OF  THE  DESIRF,  STREETCAR  LINE. 
EXTENSIVE  DETAIL  OF  THOSE  PROJECTS  WILL  BE  PROVIDED  BY  THE  RTA 
IN  SEPARATE  TESTIMONY. 

THE  FINAL  REQUEST  IS  ON  BEHALF  OF  THE  CITY  OF  SHREVEPORT 
AND  ITS  SPORTRAN  TRANSIT  SYSTEM  FOR  FUNDING  OF  A  LONG  NEEDED 
UPGRADE  AND  EXPANSION  OF  ITS  33  YEAR  OLD  MAINTENANCE  FACILITY. 
THE  $2,680,000  FEDERAL  REQUEST  WILL  ALLOW  SPORTRAN  TO 
CONSOLIDATE  AND  REVAMP  A  FACILITY  IN  WHICH  THE  DESIGN  AND 
EQUIPMENT  IS  SERIOUSLY  OUTDATED.  FOR  EXAMPLE,  THE  ROOF  IS  TOO 
LOW  TO  SERVICE  BUSES  WITH  LIFTS.  ALSO,  A  15-YEAR-OLD  BUS  WASHER 
NEEDS  TO  BE  REPLACED.  FINALLY,  THE  FACILITY  LACKS  ADEQUATE 
SPACE  TO  STORE  AND  SERVICE  THE  SYSTEM'S  VEHICLES.  SPORTRAN 
RECENTLY  HAD  TO  CANCEL  A  PRIVATE  MAINTENANCE  CONTRACT  FOR 
ITS  PARATRANSrr  SYSTEM,  THEREBY  INCREASING  ITS  MAINTENANCE 
LOAD  BY  30%.  CURRENTLY,  SPORTRAN  IS  RENTING  STORAGE  SPACE  A 
HALF  MILE  AWAY  FOR  PARTS.  THERE  ARE  NO  MEETING  OR  TRAINING 
ROOMS  AND  BARELY  ENOUGH  OFHCE  SPACE  FOR  FOUR  DESKS. 
SPORTRAN  HAS  PURCHASED  THE  ADJACENT  LOT  AND  HAS  COMPLETED 
PRELIMINARY  PLANNING  FOR  THE  EXPANSION. 

THANK  YOU  FOR  YOUR  TIME  AND  CONSIDERATION  WITH  THESE 
REQUESTS  ON  BEHALF  OF  LOUISIANA'S  TRANSIT  SYSTEMS. 


SUMMARY 


LOUISIANA 

FY  97  FEDERAL  REQUESTS 
Federal  Transit  Administration  (FTA) 

TO  BE  REQUESTED  FROM  FY  1997  TRANSPORTATION  APPROPRIATIONS: 

NEW  START  RAIL,  49  U.S.C.  Section  5309  (formerly  Section  3) 

New  Orleans  Canal  Street  Corridor  Project  (construction)  $54,757,440 

New  Orleans  Desire  Street  Streetcar  (total  project)  $39,86 1,440 

BUS  AND  BUS-RELATED  FACnrrrFS:  49  U.S.C.  Section  5309  (formerly  Section  3) 

LOUISIANA. 

FEDERAL*  LOCAL  TOTAL 

Alexandria;  buses  (4  &  2pv)    $  3,280,000  $      820,000  $4,100  000 

Baton  Rouge;  buses  (22)         $  4,400,000  $   1,100,000  $  5,'50oioOO 

JeflFerson  Parish;  buses  (33)     $  6,600,000  $  1,650,000  $  8[25oioOO 

Lafayette;  intermodal  term.     $  2,500,000  $  1,000,000  $  3'50o'oOO 
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LADOTD;vans(123)** 
Monroe;  buses  (5  &  2pv) 
New  Orleans;  buses  ( 105) 
New  Orleans;  bus  facility 
Sbxeveport;  bus  facility 
TOTAL 


$  3,205,760 
$  980,000 
$21,000,000 
$  9,000,000 
$  2.880.000 
$53,845,760 


$  801,440 
$  245,000 
$  5,250,000 
$  2,250,000 
$  720.000 
$13,836,440 


$  4,007,200 
$  1,225,000 
$26,250,000 
$11,250,000 
$  3.600.000 
$67,682,200 


Amounts  to  be  prorated  should  full  funding  not  be  realized. 
**  List  of  eligible  recipients  attached. 


REQUEST  BREAKDOWN 

LOUISIANA  DEPARTMENT  OF  TRANSPORTATION 

PUBLIC  TRANSPORTATION  SECTION 

FTA  Grant  Application  LA  03-0057 

ELIGIBLE  RECIPENTS 


PARISH  AGENCY 

ACADIA  PARISH;  CITY  OF  CROWLEY 
ASCENSION  PARISH,  CITY  OF  DONALDSONVILLE 
ASSUMPTION  PARISH;  POLICY  JURY 
AVOYELLES;  PARISH  POLICY  JURY 
BIENVILLE;  PARISH  POLICE  JURY 
BOSSIER;  PARISH  POLICE  JURY 
BOSSIER;  COUNCIL  ON  AGING 
CADDO;  COUNCIL  ON  AGING 
CALCASIEU;  COUNCIL  ON  AGING 
CALDWELL;  PARISH  POLICE  JURY 
CAMERON;  PARISH  POLICE  JURY 
CLAIBORNE;  PARISH  POLICE  JURY 
CONCORDIA;  PARISH  POLICE  JURY 
DESOTO;  PARISH  POLICE  JURY 
DESOTO;  ASSOCIATION  OF  RETARDED  CITIZENS 
E.  BATON  ROUGE;  THE  CENTER 
E.  FELICIANA  PAJUSH;  PARISH  POLICE  JURY 
IBEIUA;  ASSOCIATION  OF  RETARDED  CITIZENS 
IBERVILLE;  PARISH  POLICE  JURY 
JACKSON;  PARISH  POLICE  JURY 
JACKSON;  COUNCIL  ON  AGING 
JEFF  DAVIS;  PARISH  POLICE  JURY 
LAFAYETTE;  COUNCIL  ON  AGING 
LAFAYETTE;  SMDLE 
LAFOURCHE;  PARISH  COUNCIL 
LAFOURCHE;  ASSOC.  OF  RETARDED  CITIZENS 
LINCOLN;  PARISH  POLICE  JURY 
LINCOLN;  COUNCIL  ON  AGING 
LIVINGSTON;  PARISH  POLICE  JURY 
MADISON;  PARISH  POLICE  JURY 
NATCHTTOCHES;  PARISH  POLICE  JURY 


SYSTKMTYPE 

#  OF  VEHICLES 

RURAL 

3 

.E  RURAL 

I 

RURAL 

1 

RURAL 

3 

RURAL 

8 

RURAL 

2 

STS* 

1 

STS 

1 

STS 

2 

RURAL 

2 

RURAL 

1 

RURAL 

4 

RURAL 

1 

RURAL 

2 

S  STS 

1 

STS 

1 

RURAL 

2 

STS 

1 

RURAL 

1 

RURAL 

3 

STS 

1 

RURAL 

3 

STS 

1 

STS 

1 

RURAL 

6 

STS 

2 

RURAL 

3 

STS 

1 

RURAL 

2 

RURAL 

2 

RURAL 

2 
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ORLEANS;  CARROLLTON-HOLLYGROVE  STS 

ORLEANS;  DESIRE  COMMUNITY  HOUSING  STS 

ORLEANS;  LOWER  ALGIERS  SENIOR  CENTER  STS 

ORLEANS;  PHELMAT  STS 

ORLEANS;  TREME  STS 

OUACHITA;  CITY  OF  WEST  MONROE  RURAL 

OUACHITA;  COUNCIL  ON  AGING  STS 

POINTE  COUPEE;  PARISH  POLICE  JURY  RURAL 
RAPIDES;  ASSOCIATION  OF  RETARDED  CITIZENS    STS 

RED  RIVER;  PARISH  POLICE  JURY  RURAL 

RICHLAND;  COUNCE.  ON  AGING  STS 

SABINE;  ASSOCIATION  OF  RETARDED  CITIZENS  STS 

ST.  CHARLES;  COUNCIL  ON  AGING  STS 

ST.  JAMES  ;  PARISH  COUNCIL  RURAL 

ST.  LANDRY;  PARISH  POLICE  JURY  RURAL 

ST.  MARTIN;  PARISH  POLICE  JURY  RURAL 

ST.  MARTIN,  ASSOC.  OF  RETARDED  CITIZENS  STS 

ST.  MARY;  PARISH  COUNCIL  RURAL 

ST.  TAMMANY;  COUNCIL  ON  AGING  STS 

TANGIPAHOA;  CITY  OF  KENTWOOD  RURAL 

TANGIPAHOA;  OPTIONS,  INC.  STS 

TERREBONNE;  COUNCIL  ON  AGING  STS 

VERMILLION;  PARISH  POLICE  JURY  RURAL 

VERNON;  PARISH  POLICE  JURY  RURAL 

WASHINGTON  PARISH;  CITY  OF  FRANKLINTON  RURAL 

WEBSTER;  PARISH  POLICE  JURY  RURAL 

WEBSTER;  COUNCIL  ON  AGING  STS 

WINN;  COUNCIL  ON  AGING  STS 

W.  BATON  ROUGE;  PARISH  POLICE  JURY  RURAL 

W.  CARROLL;  COUNCIL  ON  AGING  STS 

W.  FELICIANA;  PARISH  POLICE  JURY  RURAL 


Total:      123 


•  STS  =  ELDERLY  &  DISABLED  TRANSIT  PROGRAM 
(SPECL\LIZED  TRANSPORTATION  SERVICE) 


FOR  MORE  INFORMATION  CONTACT; 

CAROL  CRANSHAW,  PUBLIC  TRANSPORTATION  DIRECTOR 

OR 
SHIRLEY  LEE,  ASSISTANT  PUBLIC  TRANSPORTATION  DIRECTOR 


OFHCE  OF  PUBLIC  TRANSPORTATION 

LOUISIANA  DEPARTMENT  OF  TRANSPORTATION  &  DEVELOPMENT 
P.  O.  BOX  14363  (504)379-1436 

BATON  ROUGE,  LOUISIANA  70804  FAX  (504)379- 1 848 
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LOUISIANA'S  MAJOR  TRANSIT  SYSTEMS 


BASICS 

SYSTEM     VEHICLES* 

PA$SEIIQERS  (YRLY) 

EMPLOYEES 

ROUTES 

Alexandria 

11 

584,299 

34 

8 

Baton  Rouge 

58 

4,217,331 

102 

17 

Jefferson 

62 

4,335,387 

126 

12 

Kenner** 

2 

243,000 

5 

2 

Lafayette 

19 

1,504,680 

27 

12 

Lake  Charles 

10 
23 

358,121 
1,380,433 

Monroe 

45 

16 

New  Orleans 

471  Buses 

62,704,890 

1474 

64 

(RTA) 

44  Streetcars 

St.  Bernard 

4 

123,000 

6 

2 

Shreveport 

54 

3,784,036 

107 

16 

Slidell 

N/A 

N/A 

N/A 

N/A 

Houna 

N/A 
764 

M/A 

N/A 
1892 

N/A 

TOTALS : 

79,235,177 

SOURCE: 


*   Includes  Demand  Response  (Paratransit)  vehicles 
**  Operated  by  the  Regional  Transit  Authority 

1993  National  Transit  Database  (in  part) 


%  of  Operating  Budget 


SYSTEM 

FARE/% 

LOCAL  % 

FEDERAL  % 

yimts 

Alexandria 

S. 35/15% 

42% 

38% 

4% 

Baton  Rouge 

$1.00/43% 

14% 

30% 

13% 

Jefferson 

$.80/46.1% 

28% 

18% 

6.6% 

Kenner 

$.50/42.7  % 

33% 

24% 

* 

Lafayette 

$.45/16% 

47% 

32% 

5% 

Lake  Charles 

/13% 

39% 

43% 

3% 

Monroe 

$.60/27% 

32% 

32% 

7% 

New  Orleans 

$1.00/43% 

46% 

5% 

5% 

St.  Bernard 

$.50/22% 

20% 

51% 

6% 
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Shreveport 

$.75/31% 

43% 

19% 

Slidell 

N/A 

N/A 

N/A 

Houna 

N/A 

N/A 

N/A 

8% 

N/A 
N/A 


Kenner  utilizes  its  $81,585  of  state  funds 
for  its  Park-N-Ride  service. 


LOUISIANA'S  SUBURBAN/URBAN  TRANSIT  SYSTEMS 


CONTACTS 


ALEXANDRIA  -  ATRANS 

Patrick  Leaumont,  General  Manager 

ATRANS 

2021  Industrial  Park  Road 

Alexandria,  LA   71301 


(318)441-6087 

FAX  (318)  441-6047 


BATON  ROUGE  -  Capitol  Transportation  Corporation  (CTC) 
Michael  McCleary,  Executive  Director 

Capitol  Transportation  Corporation  (504)343-8331 

1111  Seneca  FAX  (504)383-3235 

Baton  Rouge,  LA   70805 


HOUMA   (Future) 

Kevin  Ghirardi 

Terrebonne  Parish  Consolidated  Government 

P.  O.  Box  6097 

Houma,  LA   70361 


(504)873-6890 
FAX  (504)873-6439 


JEFFERSON  PARISH  -  Louisiana  Transit  &  Westside  Transit 

Jeanne  Schiro,  Transit  Administrator 

Jefferson  Parish  Transit  Administration      (504)364-3450 

21  Westbank  Expressway  FAX  (504)364-3453 

Gretna,  LA   70053 


LAFAYETTE  -  COLTS 

Lee  Roy  Dugas,  Transit  Manager 

City  of  Lafayette  Transit  System 

P.  O.  Box  4017-C 

Lafayette,  LA   70502 

LAKE  CHARLES  -  LTS 

S.  S.  Ike  Hall,  Transit  Director 

Lake  Charles  Transit  System 

P.  O.  Box  900 

Lake  Charles,  LA   70602-0900 

MONROE  -  MTS 

Ken  Monroe,  General  Manager 

Monroe  Transit  System 

P.  O.  Box  1431 

Monroe,  LA   71201 

NEW  ORLEANS  &  KENNER  -  RTA 
John  Potts,  General  Manager 
Regional  Transit  Authority 
6700  Plaza  Drive 
New  Orleans,  LA   70127 


Dean  Tekell,  Transp.  Engineer 
(318)261-8545 
FAX  (318)261-8041 


(318)491-1253 
FAX  (318)491-1587 


(318)329-2206 
FAX  (318)329-2666 


Patrick  Judge,  Mgr/IGR 

(504)248-3842 

FAX  (504)248-3637 
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St.  BERNARD  -  SBURT 

Martha  Cazaubon,  Director 

St.  Bernard  Parish  Planning  Commission   (504)277-6371 

8201  W.  Judge  Perez  Drive  FAX  (504)271-7343 

Chalmette,  LA   70043 

Shreveport  -  SPORTRAN 

Eugene  Eddy,  Resident  Manager 

SPORTRAN  (318)673-7400 

1115  Jack  Wells  Boulevard  FAX  (318)673-7424 

Shreveport,  LA   71137 


PREPARED  STATEMENT  OF  THE  MEMPHIS  AREA  TRANSIT  AUTHORITY 

Introduction  -  The  Memphis  Area  Transit  Authority  (M  ATA)  and  the  City  of  Memphis  are 
making  a  strong  commitment  to  transit  as  a  viable  mobility  alternative  for  its  citizens.  On  April 
29,  1993  the  Main  Street  Trolley  was  inaugurated.  This  project  was  the  first  step  in  the 
development  of  a  complete  downtown  rail  transit  and  terminal  system.  It  was  largely  financed 
with  Interstate  Substitution  funds  that  local  decision-makers  chose  to  allocate  to  transit  rather  than 
highways.  This  decision  is  evidence  of  local  support  for  rail  transit.  In  addition,  private  funding 
commitments  are  being  secured  for  restoration  of  vintage  trolley  vehicles.  The  fund-raising  effort 
is  continuing  with  additional  corporate  sponsors  continually  being  added.  Overall,  the  project  was 
completed  within  1  %  of  budget. 

The  Main  Street  Trolley  has  carried  1.5  million  passengers  since  its  inception.  Ridership 
last  year  was  14%  higher  than  in  1994  (the  first  full  year  of  operation).  And,  it  averages  4 
passengers  per  mile  -  more  than  twice  the  rate  of  the  bus  system. 

With  federal  support,  two  downtown  transportation  terminal  projects  will  begin 
construction  this  year.  The  historic  Central  Station  building  will  be  restored  and  expanded  to 
operate  as  a  regional  intermodal  terminal  at  the  south  end  of  the  Main  Street  Trolley  line;  a  new 
North  End  Terminal  will  be  constructed  at  the  north  terminus  of  the  line.  Both  facilities  are 
expected  to  be  open  for  service  in  1997. 

Funding  is  also  in  place  for  a  Riverfront  Loop  extension  to  the  Main  Street  Trolley.  This 
line  will  serve  existing  and  proposed  developments  along  the  Mississippi  River  and  connect  with 
the  Main  Street  Trolley,  Central  Station  and  North  End  Terminal  (see  attached  map). 
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With  commitments  in  place  for  all  of  these  projects,  only  one  link  remains  to  complete  the 
downtown  public  transportation  system.  That  link  is  a  rail  connection  to  the  Medical  Center.  The 
Medical  Center  Extension,  in  addition  to  completing  the  downtown  system,  can  be  the  first  phase 
of  a  regional  light  rail  line  serving  East  Memphis.  The  Mayor  and  other  local  leaders  strongly 
support  the  implementation  of  light  rail  service  in  the  Memphis  area  to  improve  regional  mobility 
and  enhance  economic  development  efforts.  Like  the  Main  Street  Trolley  ,  this  project  will  be 
implemented  with  the  support  of  a  broad-based  public/private  partnership. 

Public  Law  104-50  provided  $L25  million  of  "new  start"  funds  in  Fiscal  Year  1996  to 
begin  this  project.  In  Fiscal  Year  1997,  additional  assistance  is  being  requested  for  selected  pre- 
construction  activities.  The  project  is  described  more  fiiUy  in  the  following  sections. 

Background  -  The  Centra!  Business  District  (CBD)  and  the  Medical  Center  area  are  the 

two  largest  employment  centers  in  Memphis,  each  with  about  40.000  workers  for  a  total  of 

80,000.  Projections  show  that  the  total  will  increase  to  97,000  by  the  year  2010.  The  CBD  and 

Medical  Center  are  about  two  miles  apart.    The  CBD  has  a  number  of  major  business  and 

government  offices,  a  substantial  residential  population,  and  various  recreational  and  tourist 

activities.    The  Main  Street  Trolley  runs  north-south  through  the  CBD.    The  Medical  Center 

includes  numerous  medical-related  facilities  and  has  no  rail  access  at  the  present  time.    Major 

employers  in  the  Medical  Center  are: 

o  Baptist  Memorial  Hospital 

o  Methodist  Hospital 

o  The  Med/Regional  Medical  Center 

0  Mid-South  Hospital 

0  William  F.  Bowld  Hospital 

0  Le  Bcnheur  Children's  Medical  Center 

o  Veteran's  Hospital 

o  University  of  Tennessee  Center  for  Health  Sciences 

o  Southern  College  of  Optometry 

Shelby  State  Community  College  is  also  within  the  Medical  Center  area.  There  is  a  large  resident 

population  which  is  growing  rapidly,  especially  in  the  CBD  with  recent  construction  of  new 

residential  developments  and  plans  for  renovation  of  older  buildings  for  affordable  housing.  In 

addition,  there  is  underutilized  land  area  between  the  CBD  and  Medical  Center  which,  with  the 

impetus  of  a  rail  line,  would  be  prime  land  for  redevelopment.   Overall,  this  project  offers  an 
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opportunity  to  satisfy  an  existing  need  for  transportation,  reinforce  an  evolving  mix  of  residential, 
commercial  and  office  land  uses,  and  create  new  development  opportunities. 

With  regard  to  existing  public  transportation  in  the  area,  fifteen  MATA  bus  routes 
currently  operate  between  downtown  and  the  Medical  Center  offering  about  600  one-way  bus  trips 
per  day.  Bus  ridership  in  the  corridor  is  currently  about  5,700  passengers  boarding  and  alighting 
daily. 

Project  Description  -  The  Medical  Center  rail  extension  involves  new  construction  of  a 

light  rail  line  connecting  the  two  activity  centers.   The  line  will  be  approximately  2.2  miles  in 

length  and  will  operate  on-street  in  mixed  traffic  using  Madison  Avenue  for  most  of  its  length. 

The  line  will  be  integrated  with  the  Main  Street  Trolley  and  Riverfront  Loop  at  the  west  end  of 

the  line  (in  the  CBD).  At  the  east  end  of  the  line,  in  the  Medical  Center,  a  major  station  will  be 

the  focal  point  for  bus-rail  transfers.   Other  stops  will  be  spaced  along  the  route  and  will  have 

sheltered  waiting  areas  and  wheelchair  ramps.   The  Medical  Center  Rail  Extension  is  a  key  in 

MATA's  five  year  plan  for  redesign  of  the  bus  system  from  a  CBD-oriented  radial  system  to  a 

transit  center-based  system.  A  substantial  number  of  bus  trips  currently  made  between  the  CBD 

and  Medical  Center  will  be  reassigned  to  outlying  areas  since  downtown  demand  will  be  handled 

by  rail.  The  operating  cost  of  the  Medical  Center  rail  extension  will  be  more  than  offset  by  the 

reduction  in  duplication  of  bus  service  in  the  corridor.  Projected  daily  ridership  is  3,000  riders 
per  day. 

Project  Status  -  Detailed  studies  are  being  finalized,  including  an  Environmental 
Assessment.   Engineering  is  expected  to  begin  in  the  Summer. 

Funding  -  The  current  cost  estimate  for  design  and  construction  is  $31  million,  with  a 

federal  share  of  $24.9  million.  Since  the  federal  share  is  less  than  $25  million,  this  project  is  not 

subject  to  the  new  starts  criteria  in  Section  5309(e)(2)-(7)  of  ISTEA.  An  earmark  of  $1 .25  million 

was  received  in  Fiscal  Year  1996.   The  Fiscal  Year  1997  funding  request  is  for  $6.4  million  to 

cover  the  cost  of  the  following  pre-construction  activities: 

Final  engineering 
Program  administration 
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Trackwork  fabrication 
Right-of-way  acquisition 

Construction  funds  will  be  requested  in  Fiscal  Year  1998. 


prepared  statement  of  the  metropolitan  atlanta  rapid  transit 

authority 

Executive  Summary 


Metropolitan  Atlanta  is  the  fastest  growing  major  metropolitan  area  in  the  nation.  The 
region's  growth  rate  from  1990  -  1994  was  12.6  percent-the  growth  leader  of  all  metro  areas  over 
two  million  people.  Metro  Atlanta  has  added  nearly  400,000  people  since  the  1990  census  and  now 
has  a  population  of  over  3,330,000.  By  the  year  2020,  the  population  of  the  Atlanta  MSA  should 
approach  5  million. 


In  order  to  provide  transit  service  to  this  fast-growing  region,  the  Metropolitan  Atlanta  Rapid 
Transit  Authority  (MARTA)  is  requesting  Federal  financial  support  for  two  major  undertakings  in 
Fiscal  Year  1997.  These  programs  consist  of  the  continued  development  of  the  North  Line  heavy 
rail  extension  to  North  Springs,  and  the  purchase  of  30  altemative-fiieled  buses. 
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The  area  to  be  served  by  the  North  Line  Extension  Project  is  the  fastest  growing  segment  of 
the  Atlanta  region.  The  Atlanta  Regional  Commission  projects  that  this  corridor  alone  will  have 
grown  by  144  percent  between  1980  and  2005.  Employment  will  grow  even  faster:  up  422  percent 
from  53,000  to  277.000.  The  ISTEA  and  CAAA  regulations  indicate  that  rail  transit  service  is  a 
must  for  this  major  development  corridor. 

MARTA's  North  Line  rail  service  will  consist  of  9  miles  of  heavy  rail  transit.  5  stations,  and 
4.280  park  and  ride  spaces.  Currently,  there  are  7  miles  of  track  and  3  stations  under  construction 
that  are  scheduled  for  passenger  service  in  June  1996.  The  opening  of  these  stations  in  1996  will 
increase  MARTA's  operating  rail  system  to  46  miles  of  track  and  36  stations.  Through  the  last 
station  openings  on  the  East  Line,  MARTA  had  benefited  from  53%  Federal  funding  of  $2.7  billion 
total  invested  to  date.  Now  MARTA  requests  $66.8  million  in  FY  1997  Federal  ftinds  to  continue 
the  North  Line  Extension  Project. 

MARTA,  in  cooperation  with  the  Federal  Transit  Administration  (FTA),  has  served  as  a  role 
model  for  others  to  follow. 

•  Atlanta's  modem  transit  system  (MARTA)  was  a  key  factor  in  the  selection  of  the  city  for  th( 
1996  Olympic  Games  and  Paralympic  Games. 

•  MARTA  has  been  designated  as  the  Official  Provider  of  Public  Transportation  for  the  1996 
Olympic  Games.  For  the  first  time  in  Olympic  history,  public  transit  and  Olympic  venue 
transportation  have  been  combined  and  included  in  event  admission. 

•  MARTA  is  currently  accelerating  the  opening  of  7  miles  of  the  North  Line  in  time  for  the 
Olympic  Games  in  1996. 

•  MARTA's  early  compliance  with  the  Americans  with  Disabilities  Act  (ADA)  was  a  factor  in 
the  selection  of  the  city  for  the  1996  Paralympic  Games. 

•  Atlanta  and  MARTA  will  be  a  showcase  for  American  technology  during  the  summer  of 
1996  with  the  extensive  deployment  of  Intelligent  Transportation  Systems  (ITS) 
infrastructure. 

•  A  new  era  has  been  ushered  in  with  the  advent  of  a  public/private  partnership  in  which 
MARTA,  Atlanta  Gas  Light  Company  and  the  State  of  Georgia  are  jointly  proceeding  with, 
and  fiinding  the  use  of,  compressed  natural  gas  (CNG)  flieled  buses. 

•  MARTA  is  the  best  solution  for  compliance  with  ISTEA  and  Clean  Air  Act  Amendment 
requirements  for  the  metro  area's  congestion  and  air  quality  problems. 

•  MARTA  operates  one  of  the  most  cost-effective  heavy  rail  transit  systems  in  the  country. 

MARTA  respectfully  requests  the  Appropriations  Committees  of  the  104th  United  States 
Congress  to  earmark  $66,820,000  in  FY  1997  FTA  New  Fixed  Guideway  and  Extension  funds  for 
the  continued  development  of  the  North  Line  Extension  Project  as  authorized  by  ISTEA  and  the  Full 
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Funding  Grant  Agreement  between  FTA  and  MARIA.  These  funds  will  be  utilized  for  the 
continued  development  of  the  heavy  rail  extension  to  the  Sandy  Springs  and  North  Springs  Stations. 

Additionally.  MARTA  has  significant  capital  funding  needs  in  support  of  our  Bus  program, 
which  presently  consists  of  678  buses  traveling  29.8  million  vehicle  revenue  miles  annually. 
MARTA  is  now  committed  to  converting  up  to  one-third  of  its  bus  fleet  to  CNG  operation  by  the 
year  2000.  Accordingly,  we  respectfully  request  the  Appropriations  Committees  of  the  104th 
Congress  to  earmark  $6,700,000  in  FY  1 997  FTA  Section  3  Bus  and  Bus  Related  fiinds  for  the 
purchase  of  30  CNG-fueled  buses. 

The  justification,  rationale,  and  background  supporting  these  requests  are  set  forth  in  the 
following  pages. 

Overview  of  MARTA 

In  March  1965,  the  Georgia  General  Assembly,  by  a  vote  of  205  to  12,  passed  the 
Metropolitan  Atlanta  Rapid  Transit  Authority  Act,  thereby  creating  MARTA.  The  sole  purpose  was 
to  plan,  build,  and  operate  a  public  mass  transportation  system  serving  the  metropolitan  area, 
including  the  city  of  Atlanta  and  its  five  surrounding  counties.  The  local  referenda  ratifying 
participation  in  the  Authority  succeeded  in  the  city  of  Atlanta  and  all  but  one  of  the  five  counties. 
The  following  six  years  were  devoted  to  technical  studies,  reports,  forums  and  public  hearings  to 
confirm  the  need  for  a  long  range  regional  transportation  plan. 

Voters  in  the  City  of  Atlanta,  Fulton,  and  DeKalb  Counties  approved  the  Rapid  Transit 
Contract  and  Assistance  Agreement  (RTCAA)  in  November  1971.  The  RTCAA  described  in  detail 
the  planned  serx'ice  improvements  for  bus  and  rail,  and  authorized  the  local  governments  to  impose  a 
one-cent  MARTA  sales  tax. 

Additionally.  MARTA  bought  and  overhauled  the  Atlanta  Transit  System.  New  equipment, 
new  maintenance  and  operating  garages,  passenger  shelters,  new  bus  routes,  increased  frequency  of 
service,  extended  operating  hours  and  improved  customer  information  systems  were  vital 
improvements  to  the  ailing  bus  system. 

At  present,  the  combined  bus-rail  system  carries  67  million  passengers  annually  over  52 
million  vehicle  miles  of  service  area.  MARTA  currently  operates  rapid  rail  service  over  39  miles  of 
track  to  33  passenger  stations,  and  bus  senice  over  1,500  route  miles  using  151  routes.  MARTA 
continues  its  progress  toward  the  expanded  RTCAA  plan  configuration. 
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North  Line  Extension 

The  central  portion  of  the  Atlanta  northern  corridor  has  become  a  dense  urban  center  that 
rivals  downtown  Atlanta.  It  is  the  largest  of  the  six  edge  cities  in  the  metropolitan  area.  More  than 
20  million  square  feet  of  mixed  use  space  exists  now  or  is  under  development.  Just  north  of  this 
core,  another  30  million  square  feet  of  commercial  space  either  exists  or  is  planned  for  development. 
This  explosive  growth  has  led  to  significant  automobile  traffic  congestion  and  delays.  Additionally, 
the  demand  for  public  transit  to  transport  workers  from  the  central  city  to  jobs  in  the  corridor  is 
increasing. 

The  Dunwoody  Station,  currently  under  construction,  will  serve  the  large  retail  centers  and 
office  developments  in  the  Perimeter  Mall  area  and  a  number  of  upscale  hotels  nearby.  (See  Major 
Developments  in  North  Atlanta  map  on  page  10.)  The  Sandy  Springs  Station  will  be  located  at  the 
hub  of  the  extensive  development  of  corporate  office  complexes  and  fiill  service  hotels  north  of  the 
Perimeter  Center  area.  Sandy  Springs  Station  will  also  serve  the  local  area  with  bus  service  as  well 
as  significant  park/ride  capacity  (1,100  spaces).  North  Springs  Station  will  be  built  adjacent  to  the 
GA400  highway,  thereby  providing  easy  access  for  bus  feeder  routes  as  well  as  automobile 
commuters  bound  for  intown  destinations.    This  station  will  include  a  2,300  space  park/ride  facility. 
North  Springs  Station  will  serve  as  an  intermodal  node  and  will  alleviate  the  heavy  traffic  congestion 
on  GA400.  The  North  Line  Extension  will  encourage  reverse  commuting  from  areas  of  high 
unemployment  in  the  central  city  to  job-rich  suburban  employment  centers. 

Final  Design  of  the  Sandy  Springs  Station  is  nearing  completion,  and  final  design  of  the 
North  Springs  Station  is  now  underway  with  FY  1996  appropriated  funds.  Appropriations  requested 
for  FY  1997  will  primarily  pay  for  the  first  year  of  construction  activity  at  Sandy  Springs  (station 
and  line  segment),  and  the  completion  of  final  design  and  start-up  of  construction  activities  at  North 
Springs. 

Current  projections  indicate  sustained  growth  north  of  the  city,  and  MARTA  will  be  there  to 
service  the  public  transportation  needs.    Atlanta's  mass  transportation  needs  do  not  end  with  the 
1996  Olympics,  but  go  forward  into  the  next  century.  MARTA  will  be  the  vehicle  carrying  metro 
Atlanta's  citizens  into  the  future. 


Update  of  the  MARTA  Rapid  Transit  Rail  Program 

The  current  MARTA  rail  system  consists  of  39  miles,  33  stations,  and  240  rail  cars.  The  last 
two  stations  placed  in  revenue  service,  Kensington  and  Indian  Creek  Stations,  completed  the  planned 
extensions  to  the  MARTA  East  Line  in  June  1993.  Through  the  completion  of  the  East  Line 
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stations,  the  Federal  share  of  MARTA's  rapid  transit  rail  program  has  been  53%  of  the  $2.7  billion 
invested.  MARTA  has  been  fortunate  to  obtain  Federal  funding  to  build  one  of  the  country's  premier 
transit  systems. 

Focus  now  has  turned  to  the  North  Line  and  the  North  Line  Extension  which  are  now  under 
development.  The  North  Line  has  been  constructed  in  part  by  agreement  between  MARTA  and  the 
Georgia  Department  of  Transportation  (GDOT).  GDOT's  contractor  built  the  MARTA  trackway  up 
to  sub-ballast  while  constructing  the  new  GDOT  highway  GA  400,  a  six-lane  toll  road  built  to 
interstate  standards  connecting  1-85  to  the  existing  GA  400  freeway  north  of  the  Perimeter.  The  new 
MARTA  North  Line  will  include  Buckhead  Station,  Medical  Center  Station  and  the  Dunwoody 
Station  (see  Rail  System  Map  on  page  9).  Currently  under  construction,  this  segment  of  7  miles  and 
3  stations  will  open  on  schedule  in  June  1996.  This  segment  is  being  financed  with  26%  Federal 
funds  and  74%  local  funds. 

The  balance  of  the  North  Line  (North  Line  Extension)  is  budgeted  at  a  cost  of  $381.3 
million  as  set  forth  in  the  Full  Funding  Grant  Agreement.  Tiiis  is  expected  to  be  funded  at  80% 
Federal  ($305.0  million)  and  20%  local  ($76.2  million).  Included  in  this  cost  estimate  is  the 
acquisition  of  28  additional  rail  cars  required  to  provide  service  on  this  extension. 

Taken  together,  the  entire  North  Line— from  the  junction  south  of  Buckhead  through 
North  Springs—is  programmed  at  a  total  cost  of  S730  million,  of  which  $332  million,  or  45 
percent,  will  be  locally  funded.  This  sizable  local  contribution  demonstrates  the  Atlanta  region's 
significant  commitment  to  this  vital  transportation  improvement. 

Update  of  the  MARTA  Bus  Plan 

MARTA's  bus  fieet  consists  of  678  buses.  There  are  151  bus  routes  that  cover  1.500  miles. 
On  a  daily  basis,  MARTA  buses  travel  97,066  vehicle  miles.  Buses  operate  a  total  of  29.8  million 
annual  vehicle  revenue  miles.  In  1995,  MARTA  experienced  an  average  daily  bus  ridership  of 
242,000. 

MARTA  strives  for  safety  in  the  operation  of  buses  and  successfiilly  competes  with  other 
comparable  systems  for  safety  recognition.  Recently,  the  American  Public  Transit  Association 
awarded  the  1994  William  T.  Coleman  Silver  Award  for  bus  safety  to  MARTA.  This  award  is  given 
to  the  bus  system  with  the  best  overall  safety  record  and  program. 

MARTA  has  committed  to  provide  100  percent  accessibility  of  the  bus  fleet.  Currently,  the 
fleet  is  66  percent  wheelchair  accessible,  and  all  future  bus  purchases  will  meet  ADA  guidelines  for 
accessibility.  Through  the  combined  assistance  of  the  Congress,  the  Federal  Transit  Administration 
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and  Ihc  Stale  oCCicorgia,  MARTA  is  currently  acquiring  1 1 8  accessible  low-floor,  CNG-fueled 
buses.  This  is  our  initial  procurement  of  compressed  natural  gas  (CNG)  buses  with  the  ultimate  goal 
of  acquiring  200  CNG  buses  before  the  year  2000. 

These  new  buses  will  fully  meet  the  requirements  of  the  Clean  Air  Act  Amendments. 
MARTA  is  introducing  CNG-fueled  buses  to  the  Atlanta  region  through  a  significant  partnership 
with  the  Atlanta  Gas  Light  Company.    A  new  $28  million  CNG  bus  maintenance  and  refueling 
facility,  paid  for  with  private  and  MARTA  funds,  is  currently  under  construction.  Cleaner  fueled 
buses  will  help  the  Atlanta  non-attainment  area  meet  its  ambient  air  quality  goals  for  1996  and 
beyond. 

Fiscal  Year  1997  Federal  Funding  Request 

MARTA  respectfully  requests  the  Appropriations  Committees  of  the  104th  United  States 
Congress  to  earmark  FY  1997  FTA  Section  3  funds  to  address  two  specific  transit  needs:  (1)  $66.8 
million  in  New  Fixed  Guideway  Systems  and  Extension  funds  to  continue  the  North  Line  Extension 
Project  as  authorized  in  ISTEA;  and  (2)  $6.7  million  in  Bus  and  Bus  Related  funds  for  the  purchase 
of  approximately  30  replacement  CNG-fueled  buses. 

Section  3  New  Fixed  Guideway  and  Extension  Funds 

The  North  Line  Extension  above  Dunwoody,  through  Sandy  Springs  to  North  Springs 
Station,  is  estimated  to  cost  $381 .3  million.  This  estimate  is  based  on  completion  of  the  project  in 
the  year  2000  and  includes  $77.8  million  for  the  purchase  of  28  additional  rail  car  vehicles.  The 
Federal  Transit  Administration  has  committed  to  provide  80  percent  of  this  amount,  or  $305  million- 
-subject  to  Congressional  appropriation.  Of  this  total  $305  million  Federal  commitment,  $89.7 
million  has  been  secured  to  date  either  through  previous  Congressional  appropriations  or  FTA 
reobligations  to  the  Project 

MARTA  expects  to  request  total  additional  Federal  appropriations  of  $215.3  million  for  the 
North  Line  Extension  Project.  This  amount,  when  added  to  the  $89.7  million  appropriated  and 
reobligated  from  previous  years,  will  total  $305  million,  or  80%  of  the  cost  of  the  North  Line 
Extension  Project  as  outlined  in  the  Full  Funding  Grant  Agreement. 

MARTA  is  requesting  $66.8  million  in  FY  1997  FTA  New  Fixed  Guideway  and  Extension 
funds.  This  level  of  funding  will  allow  MARTA  to  undertake  the  following  activities:  complete 
construction  of  the  subway  section  north  of  Dunwoody  Station  through  Sandy  Springs,  including 
Stage  I  of  the  Sandy  Springs  Station;  and  complete  final  design,  and  begin  construction  of  the  North 
Springs  line  segment  and  station.  For  the  12-nionth  period  beginning  October  1,  1996,  total 
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MARTA  contractual  obligations  for  the  construction  of  these  segments  are  estimated  at  $177.7 
million.  Thus,  the  need  for  continued  Federal  funding  during  this  period  is  well  justified. 

The  balance  of  the  Full  Funding  Grant  Agreement  commitment  remaining  to  be  funded  in 
future  years,  assuming  the  appropriation  of  the  full  amount  requested,  will  be  $148.5  million  [$305.0 
million  -  $89.7  million  (past  years)  -  $66.8  million  (this  year)  =  $148.5  million].  These  out-year 
funds  will  be  needed  to  complete  construction  activities  and  procure  the  28  additional  rail  cars 
required  for  this  extension. 

Section  3  Bus  and  Bus  Related  Funds 

The  requested  $6.7  million  in  FY  1997  Section  3  Bus  Capital  funds  is  required  as  the  Federal 
share  to  purchase  30  new  CNG-fiieled  buses  to  replace  aging,  non-wheelchair  accessible  buses.  This 
level  of  funding  will  enable  MARTA  to  continue  the  CNG  bus  procurement  program  recently 
initiated. 

All  buses  being  replaced  will  exceed  the  minimum  FTA  replacement  criteria  of  12  years  or 
500.000  miles  of  accumulated  service,  and  are  not  wheelchair  accessible.  The  new  buses  will  fully 
meet  the  requirements  of  the  Americans  with  Disabilities  Act  (ADA),  as  well  as.  the  Clean  Air  Act 
Amendments  (CAAA).  Efforts  to  bring  the  bus  fleet  into  fijii  compliance  with  these  two  statutes  is 
crucial  to  meeting  the  mobility,  accessibility  and  air  quality  goals  of  the  Atlanta  region. 

The  continued  support  of  the  Congress  is  critical  if  MARTA  is  to  realize  the  promise  of 
ISTEA,  comply  with  the  CAAA,  and  meet  the  future  transportation  challenges  facing  the  Atlanta 
Metropolitan  Region. 
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Major  Developments  in  North  Atlanta. 


Major  Study  Area  Oavelopmenti 

1    Post  Ounwcxxty  Apis.  (Post  Propedies) 
1  a  Post  Ounwoo<J/  Apts.  (Ph.  II) 

1  b  Tfammea  Crow  Apo. 

2  Lake  Ridge  400  (McWhorter) 

3  Glenlaks  (Carter  i  Associates) 
3a  UPS  Coiporaie  Certer 

3b  GlenteJce  Offlcs  Parte 

4  Embassy  Row  (Bailey  i  Assodales) 

5  Northpartt  (Portman-flany) 

6  Astiford  Plara  Shopping  Center 

7  Psrimeief  Owter  West 

8  Ciestllne  (Homarl) 

8a  Ml  Vemon  Me<Sca)  Bidg. 

9  Central  Part  (Vantage) 
9a  Peraneler  S<;uare 

9b  Central  Patli  Square 

Unnamed  (Burson) 
.    Mantoit  (Manioil  Corpoiaiion) 
2    Lakeside  Commons  (Hendricks) 
12a  Bartletd  Towers  Complex 
'3   Concourse  (Landmaiks) 

4  Unramed  (S  Kings) 

5  Aberdeen 

6  Park  Tower  I,  II 

7  PaTisades  (Laing  Properties) 
7a  Hammond  Cerner 

8  Inlerchange  (Landmarks) 

9  Unramed  (Wilma  Southeast) 

20  Premier  Plaza  (David  Smitt-) 

21  Unnamed  (David  Smrth)(Trimble  Road) 

22  Richmond  400  (Millor  Rk:hmond  Company) 

23  Perimeter  Expo  Center 

24  Ashwcod  (Mutual  Life  Insurance  Company) 
Perimeter  Center  Office  Parte 

25a  East 
25b  West 
2Sc      North 

26  Tenaess  (Taylor  Maltiis) 

27  Ravinia  (GerakI  mnds) 
Crown  Plaza  (Holiday  Inn) 

28  Ravinia  (GeoJd  Hinds) 

29  Marriott  Hotel  (Marrtott  Coiporatksn) 

30  Perimeter  Mai  (Perimeter  Man  Inc.) 

31  Coiporale  Campus  I.  n,ra(EquitecPn3pettIe3) 

32  Part<  Place  (Taytor  MaUiis) 

33  Ashforri  Green  (Caublai  Co.) 
33a  Perimeter  Sunmit 

33b  Hewlett  Packari  Tower 

34  Cox  Enterprise  Complex 

35  MClBuik&ig 

36  Crown  Polnte  (Adtemian) 

37  Northskto  Hospttai  (NortlBide  HospflaQ 

38  SL  Joseph^  Hospaal(SL  Joseph's  Hospitaq 

39  The  Southern  Co. 

40  AsWort  Center  North 

41  Peachtre»Ounwoody  Pavaion  (Eqiotabla 
Real  Estate  Investmenn 

41a  PeachtreeOmwoody  Pavfflkxi  Ontar 

42  Scottish  Rto  Hospital  (Scaldsh  Rite  HospAal) 

43  GTE  (Metropofitan  Life) 

44  MankJtt  Courtyard  (Marfan  Coip.) 

45  Perimeter  400  Center  (Alen  Monk  Co.) 

46  The  Me<Seal  Quartets  (PeaiJmee  Dunwoody 
Associates) 

47  Ocddentai  Center 

46  Bed  South-Southern  BeO 

49  Marque  ol  Atlanta 

50  Ashlord  Perimeter 

5 1  Gold  Kist/Coitcn  Slates 


marta. 
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MIAMI  AREA  METROPOLITAN  PLANNING  ORGANIZATION 

PREPARED  STATEMENT  OF  MIGUEL  DIAZ  DE  LA  PORTILLA, 
COMMISSIONER 

MR.  CHAIRMAN  AND  MEMBERS  OF  THE  TRANSPORTATION  APPROPRIATIONS 
SUBCOMMITTEE: 

I  AM  MIGUEL  DIAZ  DE  LA  PORTILLA,  VICE  CHAIRMAN  OF  THE  BOARD 
OF  COUNTY  COMMISSIONERS  OF  DADE  COUNTY,  FLORIDA,  AND  I  THANK  YOU 
FOR  THE  OPPORTUNITY  TO  PRESENT  A  SUMMARY  OF  OUR  REQUESTS  FOR  1997 
FEDERAL  TRANSIT  FUNDS. 

IN  TODAY'S  ENVIRONMENT  OF  FISCAL  PRESSURE  ON  THE  FEDERAL 
TRANSIT  FUNDING  PROGRAM,  I  AM  PROUD  TO  REPORT  THAT  DADE  COUNTY 
HAS  BEEN  AGGRESSIVELY  PURSUING  AND  CREATING  INNOVATIVE  FINANCING 
OPPORTUNITIES  TO  REDUCE  OUR  DEPENDENCE  ON  FEDERAL  TRANSIT  MONIES. 
HOWEVER,  IN  SPITE  OF  OUR  NOTEWORTHY  SUCCESSES  IN  JOINT 
DEVELOPMENT,  PUBLIC/PRIVATE  VENTURES,  CROSS-BORDER  LEASING, 
TAX-INCREMENT  FINANCING  AND  OTHER  LEVERAGED  LEASING  TECHNIQUES, 
WE  STILL  REQUIRE  A  NOMINAL  LEVEL  OF  FEDERAL  SUPPORT  FOR  OUR  MUCH 
NEEDED  AND  AMBITIOUS  TRANSPORTATION  PROJECTS. 

IN  BRIEF,  OUR  REQUESTS  FOR  1997  FEDERAL  TRANSIT  FUNDS 
INCLUDE  ONLY  $6  MILLION  IN  DISCRETIONARY  NEW  START  FUNDS  TO 
CONTINUE  OUR  STEADY  PROGRESS  IN  TWO  FIXED  GUIDEWAY  PROJECTS  THAT 
WERE  BEGUN  SEVERAL  YEARS  AGO.  ADDITIONALLY,  WE  ARE  REQUESTING 
$23.3  MILLION  IN  DISCRETIONARY  BUS  AND  BUS  RELATED  FUNDS  TO 
ACCOMPLISH  SEVERAL  SPECIFIC  PROJECTS  THAT  WILL  SUBSTANTIALLY 
IMPROVE  THE  EFFICIENCY,  SAFETY,  AND  SERVICE  QUALITY  OF  OUR 
EXISTING  BUS  SYSTEM. 

OVER  THE  PAST  SEVERAL  YEARS,  WE  HAVE  TESTIFIED  BEFORE  THIS 
SUBCOMMITTEE  ABOUT  THE  EXPECTED  GROWTH  IN  BOTH  THE  ECONOMY  AND 
POPULATION  OF  THE  SOUTH  FLORIDA  REGION  AND  DADE  COUNTY,  IN 
PARTICULAR.  THOSE  PROJECTIONS  HAVE  BECOME  REALITY  AND  OUR  LATEST 
FORECASTS  SHOW  EVEN  MORE  DRAMATIC  INCREASES  IN  DADE  COUNTY'S 
POPULATION.   THIS  GROWTH  SIGNIFICANTLY  IMPACTS  THE  MOBILITY  OF 
OUR  CITIZENRY  IN  THE  COUNTRY'S  FOURTH  MOST  CONGESTED  URBAN  AREA. 
ALTHOUGH  OUR  TRANSIT  AGENCY  IS  CERTAINLY  DOING  ITS  PART,  HAVING 
MOVED  FROM  THE  EIGHTEENTH  LARGEST  TO  THE  TWELFTH  LARGEST  AGENCY 
IN  THE  NATION  DURING  THE  PAST  FEW  YEARS,  ITS  CAPACITY  IS  BEING 
STRAINED  AND  EXPANSION  IS  NOW  CRITICAL. 

ONE  OF  THE  FIXED  GUIDEWAY  EXPANSION  PROJECTS  THAT  HAS 
RECEIVED  FEDERAL  TRANSIT  APPROPRIATIONS  IN  EACH  OF  THE  PAST  TWO 
YEARS  IS  THE  DADE/BROWARD  NORTH  CORRIDOR  REGIONAL  TRANSITWAY. 
THIS  REGIONAL  IMPACT  PROJECT  HAS  PROGRESSED  THROUGH  THE 
ALTERNATIVES  ANALYSIS  AND  SELECTION  OF  A  LOCALLY-PREFERRED 
ALTERNATIVE  PHASES  OF  A  MAJOR  INVESTMENT  STUDY  (MIS),  AS  REQUIRED 
BY  FEDERAL  REGULATIONS.  THE  PROJECT  IS  NOW  ENTERING  THE 
PRELIMINARY  ENGINEERING  AND  ENVIRONMENTAL  IMPACT  ANALYSIS  PHASES. 
(SEE  EXHIBIT  A)  THE  ESTIMATED  PROJECT  IMPLEMENTATION  COSTS  HAVE 
BEEN  REDUCED  FROM  $574  MILLION  TO  $453  MILLION.  PROJECT 
IMPLEMENTATION  REMAINS  PROGRAMMED  AT  A  30%  NON-FEDERAL  SHARE 
LEVEL  WITH  THE  LOCAL  PORTION  OF  THE  NON-FEDERAL  FUNDS  ALREADY  IN 
PLACE. 

OTHER  LOCAL  TRANSPORTATION  RELATED  ACTIVITIES  HAVE  CAUSED 
THE  FINAL  MIS  ACTIVITIES  FOR  THIS  PROJECT  TO  MARGINALLY  INCREASE 
IN  SCOPE.  ADDITIONAL  ANALYSIS  WILL  NEED  TO  BE  PERFORMED  TO 
EVALUATE  THE  TECHNICAL  AND  ECONOMIC  FEASIBILITY  OF  DIRECTLY 
CONNECTING  THIS  CORRIDOR  WITH  THE  PROPOSED  MIAMI  INTERMODAL 
CENTER  AND  WITH  THE  OPA-LOCKA  AIRPORT,  A  RELIEVER  FACILITY  FOR 
MIAMI  INTERNATIONAL  AIRPORT.  THE  FY  1997  APPROPRIATIONS  OF  $1.0 
MILLION  THAT  WE  ARE  REQUESTING  WILL  ENABLE  THE  FINAL  PROJECT 
DEVELOPMENT  PHASES,  INCLUDING  THE  EXPANDED  SCOPE,  TO  BE  COMPLETED 
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IN  THE  SUMMER  OF  1997.  AT  THAT  TIME  THE  FINAL  DESIGN  AND 
RIGHT-OF-WAY  ACQUISITION  PHASES  OF  PROJECT  IMPLEMENTATION  CAN 
BEGIN,  KEEPING  THE  PROJECT  ON  ITS  SCHEDULE  OF  STEADY  PROGRESS. 

THE  SECOND  ELEMENT  OF  OUR  1997  NEW  START  REQUEST  IS  THE 
CENTERPIECE  OF  DADE  COUNTY'S  LONG-RANGE  PROGRAM  OF  INTERRELATED 
TRANSPORTATION  PROJECTS  PREVIOUSLY  PRESENTED  TO  THIS 
SUBCOMMITTEE.  THE  EAST-WEST  CORRIDOR/MIAMI  INTERMODAL  CENTER 
PROJECT,  FOR  WHICH  WE  ARE  NOW  COMPLETING  THE  MAJOR  INVESTMENT 
STUDY  DEVELOPMENTAL  PHASE,  INCLUDING  THE  ENVIRONMENTAL  IMPACT 
STUDY,  HAS  BECOME  A  NATIONAL  SHOWCASE  OF  INTER-AGENCY 
COOPERATION,  AT  BOTH  THE  LOCAL  AND  FEDERAL  LEVELS. 

THIS  $3.5  BILLION  COMBINED  ROADWAY  AND  TRANSITWAY  PROJECT, 
OF  WHICH  LESS  THAN  A  THIRD  IS  PROPOSED  TO  COME  FROM  FEDERAL 
TRANSIT  SOURCES,  INVOLVES  PRIVATE  INTERESTS,  SIX  LOCAL  AGENCIES 
AND  EVERY  MODAL  ADMINISTRATION  IN  USDOT,  ALL  OPERATING  UNDER  A 
COMMON  WRITTEN  COOPERATION  AGREEMENT.  THE  PROJECT  DEVELOPMENT 
TEAM  HAS  JUST  COMPLETED  THE  DRAFT  ENVIRONMENTAL  IMPACT  STATEMENT 
(DEIS)  PHASE  OF  THIS  PROJECT.  (SEE  EXHIBIT  B).   ONCE  THE  FEDERAL 
AGENCY  REVIEWS  OF  THE  DEIS  ARE  COMPLETE,  A  FINAL  EIS  WILL  BE 
ISSUED  AND  PRELIMINARY  ENGINEERING  CAN  BEGIN.  THIS  WILL  HAPPEN 
WITHIN  THE  NEXT  SEVERAL  WEEKS. 

AS  PART  OF  THE  MAJOR  INVESTMENT  STUDY  BEING  UNDERTAKEN  ON 
THE  MIAMI  INTERMODAL  CENTER  (MIC)  COMPONENT  OF  THIS  PROJECT,  IT 
WAS  DETERMINED  THAT  THE  PUBLIC  TRANSIT  PORTION  OF  THE  MIC 
REPRESENTED  APPROXIMATELY  3%  OF  THE  PROPORTIONAL  INTEREST.  THIS 
INTEREST  REPRESENTS  THE  PUBLIC  TRANSIT-ORIENTED  PART  OF  THE  MIC, 
NAMELY,  THE  METROBUS  AND  METRORAIL  STATION  FACILITIES  THAT  ARE 
INCORPORATED  INTO  THE  MIC  COMPLEX. 

THE  TOTAL  TRANSIT  FUNDING  REQUIREMENT  FOR  THE  MIC  COMPONENT 
IS  $80  MILLION,  SPREAD  OVER  A  15-YEAR  IMPLEMENTATION  PERIOD, 
WHICH  INCLUDES  THE  PROPORTIONAL  CONTRIBUTION  TO  ENGINEERING 
DESIGN,  RIGHT-OF-WAY  ACQUISITION,  CONSTRUCTION  AND  PROJECT 
MANAGEMENT.   DURING  THE  FIRST  5-YEAR  SEGMENT  OF  PROJECT 
IMPLEMENTATION,  THIS  INTEREST  AMOUNTS  TO  AN  ANNUAL  FUNDING  FLOW 
REQUIREMENT  OF  $5  MILLION,  BEGINNING  IN  1996-1997. 

THESE  RELATIVELY  SMALL  REQUESTS  FOR  NEW  START  FUNDS  COME  AT 
CRITICAL  STAGES  FOR  BOTH  OF  THESE  PROJECTS.  THE  IMPLEMENTATION 
SCHEDULES  FOR  THESE  TWO  PROJECTS  ARE  INTENTIONALLY  STAGGERED  TO 
PRECLUDE  SIGNIFICANT  COMPETITION  FOR  FUTURE  FEDERAL,  STATE  AND 
LOCAL  FUNDING.  THE  CURRENT  FUNDING  REQUESTS  TO  GET  THESE  PROJECTS 
OUT  OF  THE  PLANNING  AND  DEVELOPMENT  STAGES  AT  THE  PROPER  TIME  IS 
CRUCIAL  TO  MAINTAINING  THE  DESIRED  SCHEDULE  STAGGER. 

OUR  OTHER  FUNDING  REQUEST,  FOR  DISCRETIONARY  BUS  AND  BUS 
RELATED  PROGRAM  FUNDS,  IS  FOR  $23.3  MILLION  TO  FINANCE  A  PACKAGE 
OF  PROJECTS  DESIGNED  TO  IMPROVE  OUR  EXISTING  BUS  SYSTEM  IN 
SEVERAL  SERVICE  QUALITY  CATEGORIES. 

THE  FIRST  PROJECT  IN  THE  BUS  RELATED  PACKAGE  IS  THE  PURCHASE 
OF  REPLACEMENT  BUSES.  PURSUANT  TO  THE  TRANSIT  AGENCY'S  FLEET 
REPLACEMENT  PLAN  AND  ITS  UPDATED  SERVICE  EQUIPMENT  POLICY,  4  5 
REVENUE  VEHICLES  MUST  BE  PURCHASED  TO  REPLACE  VEHICLES  THAT  HAVE 
OUTLIVED  THEIR  USEFUL  LIFE  OR  HAVE  PREMATURELY  DEPRECIATED  DUE  TO 
EXCESSIVE  MILES  OPERATED.   OF  THE  45  VEHICLES  THAT  ARE  PROPOSED, 
27  ARE  STANDARD  40-FOOT  TRANSIT  COACHES  AND  18  ARE  SMALLER, 
UNDER-30-FOOT  COACHES.  THE  PROPOSED  PURCHASE  WILL  REQUIRE  AN 
ESTIMATED  $7.6  MILLION  IN  FEDERAL  TRANSIT  ASSISTANCE  TO  PROCURE 
THE  FULL  COMPLEMENT  OF  4  5  BUSES. 

THE  27  STANDARD  40-FOOT  COACHES  WILL  REPLACE  EXISTING 
40-FOOT  COACHES  OF  1980  VINTAGE  THAT  ARE  BEYOND  THEIR  MANDATED 
12-YEAR  USEFUL  LIFE  AND  COACHES  OF  1987  VINTAGE  WITH  OVER  500,000 
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MILES  OF  USE.  VEHICLES  OF  THE  AGE  AND  MILEAGE  OF  THOSE  PLANNED  TO 
BE  REPLACED  HAVE  ACCUMULATED  SUFFICIENT  WEAR  TO  BE  ECONOMICALLY 
INEFFICIENT  TO  OPERATE  AND  CONTRIBUTE   DISPROPORTIONATELY  TO 
ANNUAL  OPERATING  COSTS.  SINCE  OPERATING  COSTS  ARE  BECOMING 
INCREASINGLY  MORE  DIFFICULT  TO  MANAGE  IN  VIEW  OF  DECREASING 
OPERATING  ASSISTANCE,  REPLACEMENT  OF  FULLY  DEPRECIATED  REVENUE 
VEHICLES  WITH  NEW,  MORE  EFFICIENT  MODELS  WILL  HELP  CONTAIN 
RISING,  UNFUNDED  OPERATING  COSTS. 

THE  18  SMALLER,  UNDER-30-FOOT  COACHES  WILL  ALSO  REPLACE 
EXISTING  40-FOOT  COACHES,  BUT  WILL  BE  USED  IN  NEW  SERVICE 
CONFIGURATIONS  THAT  ARE  SIGNIFICANTLY  LESS  COSTLY  WHILE 
ADDRESSING  NEW  MARKET  NICHES.  THE  CONCURRENT  IMPLEMENTATION  OF  A 
NEW,  LOWER  PRICED,  TIER  OF  OPERATOR  WAGES  AND  NEIGHBORHOOD 
CIRCULATOR  SERVICE  FEEDING  MAINLINE  TRANSIT  ROUTES  WILL  BOTH 
REDUCE  COSTS  AND  INCREASE  RIDERSHIP.  THE  PROPOSED  PURCHASE  WILL 
MARK  THE  FIRST  PHASE  OF  IMPLEMENTING  THIS  INNOVATIVE  SERVICE 
CONCEPT. 

ANOTHER  PROJECT  INCLUDED  IN  THE  BUS  RELATED  FUNDING  REQUEST 
INVOLVES  THE  EXPANSION  AND  UPGRADING  OF  BUS  SERVICING  FACILITIES. 
RECENT  RECONFIGURATION  OF  MDTA'S  SERVICE  SCHEME  TO  ACCOMMODATE 
CHANGING  RIDERSHIP  TRENDS  AND  THE  REDEPLOYMENT  OF  THE  BUS  FLEET 
TO  FACILITATE  THE  RECONFIGURATION  BY  REDUCING  INEFFICIENT 
DEADHEAD  MILEAGE  HAS  OVERBURDENED  THE  AGENCY'S  CENTRAL  OPERATING 
AND  INSPECTION  GARAGE.   USING  A  CAPACITY  MEASURE  OF  ASSIGNED 
VEHICLES  PER  MAINTENANCE  BAY,  THE  CENTRAL  GARAGE  FACILITY  HAS  A 
4  0%  HIGHER  RATIO  THAN  THE  AGENCY'S  OTHER  OPERATING  GARAGES.  THIS 
OVERCROWDED  CONDITION  REQUIRES  CENTRAL'S  BUSES  TO  OPERATE  7  HOURS 
LONGER  BETWEEN  SERVICING  WHICH  CONTRIBUTES  SIGNIFICANTLY  TO 
IN-SERVICE  BREAKDOWNS  AND  HIGHER  OPERATING  COSTS. 

THE  CENTRAL  GARAGE  SITE  IS  CONDUCIVE  TO  REASONABLY  LOW-COST 
PHYSICAL  EXPANSION  THAT  WILL  RELIEVE  THE  OVERCROWDED  CONDITION 
AND  REDUCE  OPERATING  COSTS  WHILE  IMPROVING  SERVICE  PERFORMANCE. 
SPECIFIC  FEATURES  OF  THE  PROPOSED  EXPANSION  PROGRAM  INCLUDE 
ADDING  THREE  MAINTENANCE  BAYS,  EXPANDING  THE  PARTS  STOREROOM 
FACILITIES  AND  RELOCATING  AN  EMPLOYEE  PARKING  LOT.  THE  GARAGE 
EXPANSION  EFFORT  IS  ESTIMATED  TO  REQUIRE  $2.5  MILLION  IN  FEDERAL 
TRANSIT  FUNDS. 

IN  ADDITION  TO  THE  CENTRAL  GARAGE  EXPANSION,  THE  BUS 
EXTERIOR  AND  INTERIOR  CLEANING  EQUIPMENT  --  BUS  WASHERS  AND 
VACUUMS  --  MUST  BE  REPLACED  AT  ALL  THREE  OF  THE  AGENCY'S 
OPERATING  GARAGES.   THE  EXISTING  EQUIPMENT  IS  OLD  TECHNOLOGY  AND 
FULLY  DEPRECIATED,  RESULTING  IN  INEFFECTIVE  PERFORMANCE  AND  HIGH 
MAINTENANCE  COSTS.   DADE  COUNTY'S  TRANSIT  RIDERS  DEMAND  AND 
DESERVE  CLEAN  BUSES  AND  THE  EXISTING  EQUIPMENT  HAS  LOST  ITS 
CAPABILITY  TO  PROVIDE  THE  PROPER  QUALITY  OF  SERVICE  WITHOUT 
UNREASONABLE  RECURRING  EXPENSE.  THE  ESTIMATED  COST  TO  REPLACE 
THIS  EQUIPMENT  IS  $2.6  MILLION. 

ANOTHER  BUS  RELATED  COMPONENT  PROJECT  RELATES  DIRECTLY  TO 
IMPROVED  SAFETY  AND  SECURITY  FOR  BOTH  BUS  RIDERS  AND  OPERATORS. 
VIOLENT  ASSAULTS  AND  BATTERIES  ON  TRANSIT  OPERATING  STAFF  AND 
PASSENGERS  NECESSITATE  IMPROVED  PERSONAL  SECURITY  MEASURES.  SUCH 
REQUESTS  HAVE  COME  FROM  THE  PASSENGER  COMMUNITY,  TRANSIT  EMPLOYEE 
BARGAINING  UNITS  AND  ELECTED  OFFICIALS.  A  SYSTEMWIDE  SOLUTION 
MUST  INCLUDE  OVER  600  VEHICLES. 

UTILIZATION  OF  SECURITY  PERSONNEL  IS  COST  PROHIBITIVE  FOR 
THE  WHOLE  FLEET.  THE  TIMING,  HOWEVER  IS  CONDUCIVE  TO  IMPLEMENTING 
A  SECURITY  CAMERA  SYSTEM  IN  CONJUNCTION  WITH  A  NEW  FEDERALLY 
FUNDED  RADIO  AND  AUTOMATED  VEHICLE  LOCATING  SYSTEM  CURRENTLY 
BEGIN  INSTALLED  FLEETWIDE.  SUCH  A  SECURITY  MONITORING  TECHNOLOGY 
IS  AVAILABLE  TO  OPERATE  ANY  OF  A  NUMBER  OF  TAPING  SCHEMES,  E.G. 
CONTINUOUS  TRANSMISSION,  PERIODIC  SNAPSHOT  AND  TAPE,  PERIODIC 
SNAPSHOT  AND  TRANSMIT,  DRIVER  ACTIVATED  CONTINUOUS  OR 
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INSTANTANEOUS,  ETC..  ANY  OF  THESE  CAPABILITIES  CAN  BE 
INCORPORATED  INTO  THE  EXISTING  ON-BOARD  COMMUNICATION  TECHNOLOGY. 
TO  IMPLEMENT  SUCH  A  SYSTEM  ACROSS  THE  ENTIRE  BUS  FLEET  WILL  COST 
AN  ESTIMATED  $3.6  MILLION. 

A  FOURTH  PROPOSED  BUS  RELATED  PROJECT  INCLUDED  IN  THE 
REQUESTED  PACKAGE  COMES  AS  A  RESULT  OF  A  FEDERALLY  FUNDED  AREA 
STUDY  JUST  COMPLETED  IN  THE  HIGH-DENSITY  NORTHEAST  AREA  OF  DADE 
COUNTY.  THE  SET  OF  STUDY  RECOMMENDATIONS  SERVES  TO  SIGNIFICANTLY 
IMPROVE  THE  MOBILITY  CHARACTERISTICS  OF  THE  RESIDENTS  OF  THE 
AREA,  INCREASE  PUBLIC  TRANSIT  UTILIZATION  AND  SIGNIFICANTLY 
INVOLVE  THE  PRIVATE  SECTOR  IN  TRANSIT  CAPITAL  AND  OPERATING 
SUPPORT. 

IMPLEMENTATION  OF  THE  RECOMMENDED  PASSENGER  TRANSFER 
ACTIVITY  CENTERS  FOCUSES  ON  THE  OPERATION  OF  ARTERIAL,  TRUNK-LINE 
TRANSIT  SERVICE  THROUGH  MAJOR  TRANSFER  "HUBS"  WHICH  ARE  SERVED  BY 
NEIGHBORHOOD  OR  COMMUNITY-BASED  CIRCULATOR  SERVICES  WITH  THE 
SMALLER  TRANSIT  COACHES  MENTIONED  EARLIER.  THESE  "HUBS"  WOULD  BE 
INTEGRATED  WITH  COMMERCIAL  FACILITIES  --  EITHER  EXISTING 
COMMERCIAL  SITES  OR  NEW  SITES  CREATED  USING  JOINT  PUBLIC/PRIVATE 
DEVELOPMENT  CONCEPTS.  THREE  TRANSFER  HUBS,  LOCATED  NEAR  OR  WITHIN 
SHOPPING  OR  RESIDENTIAL  COMPLEXES,  WOULD  CONTAIN  ENVIRONMENTALLY 
COMPATIBLE  PASSENGER  SHELTER  FACILITIES,  PUBLIC  PHONES, 
INTELLIGENT  TRANSIT  KIOSKS,  SEATING  AND  OTHER  PASSENGER 
AMENITIES.   REAL  ESTATE  AND  FACILITY  MAINTENANCE,  ALONG  WITH 
COMMUNITY  MEETING  SPACE  AND  DAY-CARE  OR  AFTER  SCHOOL  CARE 
FACILITIES,  WOULD  BE  PROVIDED  BY  THE  PRIVATE  SECTOR  OR  JOINTLY 
WITH  LOCAL  PUBLIC  PARTNERS. 

CAPITAL  FUNDING  REQUIREMENTS  TO  IMPLEMENT  A  FIRST  PHASE  OF 
THE  TRANSFER  CENTER  CONCEPT  IS  $  4.0  MILLION  AND  INCLUDES  BUS 
FACILITIES,  FURNISHINGS  AND  PASSENGER  AMENITIES  FOR  AT  LEAST  ONE 
SUCH  CENTER.   STATE  FUNDS  TO  PROVIDE  OPERATING  ASSISTANCE  FOR  THE 
COMMUNITY-BASED  CIRCULATOR  SERVICES  HAVE  BEEN  REQUESTED. 

THE  FINAL  COMPONENT  PROJECT  IN  THE  PACKAGE  OF  REQUESTED  BUS 
FUNDS  FOCUSES  ON  THE  MIAMI  CENTRAL  BUSINESS  DISTRICT  -  THE  SECOND 
LARGEST  EMPLOYMENT  CENTER  IN  THE  COUNTY.  THE  MIAMI  DOWNTOWN 
DEVELOPMENT  AUTHORITY  HAS  DEVELOPED  AND  IS  PURSUING  A  PROJECT  TO 
REVITALIZE  THE  CENTRAL  DOWNTOWN  AREA  OF  THE  CITY  OF  MIAMI.  AN 
INTEGRAL  PART  OF  THIS  PROJECT  IS  THE  RECONFIGURATION  OF  THE 
DOWNTOWN  BUS  TRANSFER  CENTER  INTO  AN  INTEGRATED  TRANSPORTATION 
CENTER  LINKING  BUS  ROUTES,  A  NEW  FLAGLER  TROLLEY,  METRORAIL, 
METROMOVER  AND  TAXI  SERVICE.  THE  PROPOSED  FACILITY  WILL  INCLUDE 
THIRTEEN  BUS  BAYS,  A  TAXI  AREA,  FLAGLER  TROLLEY  DEPOT,  AUTOMATED 
TRANSPORTATION  KIOSKS,  AND  A  COVERED  PROMENADE  TO  THE 
METRORAIL/METROMOVER  GOVERNMENT  CENTER  STATION  COMPLEX.  THE 
TRANSIT  PORTION  OF  THIS  DOWNTOWN  INTERMODAL  TRANSFER  CENTER  IS 
$3  MILLION. 

EACH  OF  THESE  BUS  RELATED  PROJECTS  SIGNIFICANTLY  CONTRIBUTES 
IN  ITS  OWN  WAY  TO  THE  SUBSTANTIAL  BETTERMENT  OF  THE  EXISTING  BUS 
SYSTEM.   ALREADY  AT  A  44%  OPERATING  RECOVERY  RATIO,  THE  BUS 
SYSTEM  IS  EXPECTED  TO  EXPERIENCE  A  FURTHER  REDUCTION  IN  SUBSIDY 
REQUIREMENTS  AS  A  RESULT  OF  THE  IMPLEMENTATION  OF  THESE  PROJECTS 
—  EITHER  THROUGH  REDUCED  COSTS  OR  BY  INCREASED  RIDERSHIP  DUE  TO 
THE  IMPROVEMENT  OF  SERVICE  QUALITY.  LOCAL  MATCH  REQUIREMENTS  FOR 
THE  REQUESTED  FEDERAL  TRANSIT  FUNDS  HAVE  BEEN  IDENTIFIED  AND  ARE 
IN  PLACE. 

DADE  COUNTY  IS  EAGER  TO  IMPLEMENT  ALL  OF  THESE  PROPOSED 
PROJECTS  FOR  THE  BENEFIT  OF  ITS  RESIDENTS  AND  VISITORS.  WE  ARE 
GRATEFUL  FOR  THE  PAST  SUPPORT  FROM  THIS  SUBCOMMITTEE  AND  PLEDGE 
TO  CONTINUE  OUR  GOOD  STEWARDSHIP  OVER  THE  INCREASINGLY  SCARCE 
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FEDERAL  FUNDS.  I  SINCERELY  APPRECIATE  THE  OPPORTUNITY  TO  PROVIDE 
THIS  TESTIMONY  TO  THE  SUBCOMMITTEE  AND  I  AM  HOPEFUL  THAT  THE 
RESULTS  OF  YOUR  UPCOMING  DELIBERATIONS  WILL  ENABLE  US  TO  MOVE 
AHEAD  WITH  OUR  CRITICAL  AND  WORTHY  PUBLIC  MOBILITY  PROJECTS. 
THANK  YOU. 


NATIONAL  EASTER  SEAL  SOCIETY 

PREPARED  STATEMENT  OF  J.  BARRY  BARKER,  EXECUTIVE  DIRECTOR, 
TRANSIT  AUTHORITY  OF  RIVER  CITY 

Mr.  Chairman,  I  am  Barry  Barker,  Executive  Director  of  the  Transit  Authority 
of  River  City  in  Louisville,  Kentucky,  a  member  of  the  Project  ACTION  National 
Steering  Committee,  and  Vice  President  of  Marketing  for  the  American  Public 
Transportation  Association  (APT A).  I  am  pleased  to  testify  on  behalf  of  the  National 
Easter  Seal  Society  in  support  of  Project  ACTION.  Without  access  to  transportation, 
people  with  disabilities  cannot  benefit  from  the  promise  of  full  participation  in  society 
that  Congress  envisioned  when  you  passed  the  Americans  with  Disabilities  Act 
(ADA).  Yet,  as  this  subcommittee  well  knows,  achieving  the  worthwhile  goals  of 
the  ADA  is  not  an  easy  process,  particularly  in  light  of  the  tight  fiscal  constraints 
under  which  many  transit  properties  operate. 

Those  of  us  who  provide  transit  service  are  earnestly  working  toward 
compliance  with  the  ADA  and  providing  the  best  quality  service  to  all  Americans — 
both  those  with  disabilities  and  those  without.  Our  need  for  assistance  and  guidance 
on  transportation  accessibility  issues  is  ongoing.  This  is  where  Project  ACTION  plays 
a  vital  role.  With  the  support  of  this  subcommittee  in  recent  years.  Project  ACTION 
has,  for  transit  operators,  become  the  principal  resource  of  tools,  training  and 
procedures  to  make  the  ADA  work.  Since  this  subcommittee  established  Project 
ACTION,  it  has  sponsored  innovative  research,  funded  demonstration  projects, 
provided  technical  assistance  to  hundred  of  transit  providers,  and  developed  an 
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impressive  resource  center  with  information  on  the  most  cost-effective  ways  to  achieve 
accessibility.  Examples  of  this  excellent  work  are  included  in  our  formal  submission. 

I  know  that  this  subcommittee  continues  to  hear  concerns  about  the  ADA's 
transportation  provisions.  There  are  certainly  difficult  issues  before  us,  and  we  are 
addressing  them.  But,  we  shouldn't  lose  sight  of  the  tremendous  progress  we  have 
made  in  recent  years.  Accessibility  is  increasing  all  across  America:  bus  fleet 
accessibility  has  grown;  rail  station  access  has  increased;  and  most  importantly  the 
disability  and  transit  communities  have  learned  to  work  together  instead  of  meeting 
only  in  street  protests  and  in  costly  courtroom  battles.  Project  ACTION  is  the 
singular,  most  positive  force  bringing  the  transit  and  disability  communities  together. 

While  there  has  been  remarkable  progress,  some  serious  issues  have  emerged 
in  ADA  implementation.  State  and  local  officials  are  concerned  about  costs  — 
particularly  in  the  area  of  paratransit  services  —  that  are  growing  dramatically,  as 
federal  operating  assistance  is  declining.  TARC  has  experienced  over  a  30  percent 
increase  in  paratransit  demand  over  the  past  year,  while  federal  operating  assistance 
decreased  by  48  percent.  Paratransit  services  for  persons  traveling  to  and  from  work 
can  run  from  five  to  10  thousand  dollars  per  person  annually,  far  exceeding  the  costs 
that  can  be  recouped  from  the  riders.  Fixed-route  ridership  by  people  with  disabilities 
is  still  low,  while  paratransit  demand  escalates.  Paratransit  eligibility  determinations 
are  complex  and  are  a  sensitive  issue. 

Last  year.  Congress  raised  a  number  of  these  concerns  and  Project  ACTION 
responded.  At  the  request  of  FTA  Administrator  Gordon  Linton,  Project  ACTION 
convened  two  national  Paratransit  Forums.   The  Project  brought  together  leaders  in 
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the  transit  and  disability  communities  to  work  toward  solutions.  We  don't  have  all 
the  answers,  but  we  made  substantial  progress.  One  of  the  key  findings  was  a 
recognition  that  the  disability  and  transit  communities  must  work  jointly  to  encourage 
those  individuals  with  disabilities  who  are  capable  of  using  the  less  expensive  fixed 
route  system  to  do  so.  I  am  submitting  a  reports  with  recommendations  from  these 
Forums  with  my  testimony  for  the  subcommittee. 

On  behalf  of  the  millions  of  people  with  disabilities  who  rely  on  public  transit 

and  the  transit  operators  working  to  serve  them,  the  National  Easter  Seal  Society 

wants  to  thank  this  subcommittee  for  its  past  support  of  Project  ACTION.    As  we 

look  toward  the  future.  Project  ACTION'S  main  focus  will  be  to  continue  to  find  and 

implement  creative  and  cost-effective  methods  to  promote  ADA  compliance  and  to 
reduce  the  rising  costs  of  paratransit.  As  the  Executive  Director  of  a  transit  authority, 

I  want  to  emphasize  how  much  my  colleagues  and  I  have  come  to  rely  on  Project 

ACTION   for  help  in  this  regard.     For  example,  at  TARC  we  participated  in 

developing  Teamwork  in  Transportation,  an  interactive  computer-based  sensitivity 

training  program  fiinded  by  a  $50,000  grant  from  Project  ACTION  which  has  since 

been  shared  with  more  than  twenty  transit  authorities.    Currently  we  are  reviewing 

Project  ACTION-supported  work  with  respect  to  eligibility  determinations  for  use  at 

TARC. 

On  behalf  of  Easter  Seals,  I  respectfully  request  this  subcommittee  to  provide 
$2.0  million  dollars  to  fund  Project  ACTION  in  FY97.  This  funding  level  will  ensure 
that  Project  ACTION  can  continue  to  develop  and  disseminate  workable  solutions  to 
the  most  critical  issues  facing  transit  operators  as  they  implement  the  ADA.  We 
understand  the  fiscal  constraints  under  which  this  subcommittee  operates.  However, 
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Project  ACTION  is  a  credible,  cost-effective,  and  creative  program  that  has  strong 
support  in  both  the  disability  and  provider  communities  and  with  the  Federal  Transit 
Administration.  The  spirit  of  cooperation  would  not  be  possible  without  the 
leadership  of  this  Subcommittee.  Easter  Seals  is  grateful  for  your  support  and  we 
look  forward  to  continued  collaboration. 

Thank  you.    I  welcome  any  questions. 


PREPARED  STATEMENT  OF  THE  NEW  YORK  STATE  THRUWAY 
AUTHORITY 

The  New  York  State  Thruway  Authority  embarked  in  the  early  90's  on  an  ITS 
program  it  refers  to  as  Smart  Ways.  This  program  includes  the  following  key 
elements: 

•  Highway  Advisory  Radio  and  Variable  Message  Signs  to  inform  motorists 
about  construction  zones  and  incidents  on  the  thruway; 

•  Electronic  Toll  Collection,  which  now  serves  more  than  100,000 
commuters  each  day; 

•  Electronic  Traffic  Management  which  uses  vehicles  tagged  for  toll 
collection  as  "probes"  in  the  traffic  system; 

•  Mobile  Computers  in  State  Police  vehicles  to  enhance  enforcement;  and 

•  Closed  Circuit  Television 

Congress  has  supported  the  thruway  authority's  program  with  earmarks  in  the 
transportation  appropriations  bill  for  fiscal  years  1993,  1994  and  1996. 

The  earmarks  in  fiscal  years  1993  and  1994  supported  procurement  of  electronic  toll 
collection  equipment.  The  fiscal  1996  earmark  of  $  1.5  million  supported  analysis  and 
design  of  the  next  step  in  NYSTA's  program  for  technology  improvements.  That  step 
is  referred  to  as  "Integrated  ITS  Infrastructure."    The  work  called  for  in  current  plans 
includes: 

•  Reconstruction  of  NYSTA's  Communication  Center  in  Albany 

•  Design  and  Planning  of  Satellite  Operations  Center  throughout  the  State 

•  Design  and  Development  of  Integrated  Work  Stations  designed  to  control 
all  ITS  system  elements.  For  example,  from  one  work  station,  a  technician 
could  control  variable  message  signs  and  highway  advisory  radio  and  view 
closed  circuit  television. 

•  Computer-Aided  Dispatching  of  response  vehicles. 

•  Collection  of  Data  from  all  regional  sources  including  TransCom  and  the  I- 
95  Corridor  Coalition 
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•  Design  and  Installation  of  a  "virtual  toll  plaza  "  to  allow  drivers  to  proceed 
through  a  toll  plaza  at  normal  highway  speeds,  instead  of  slowing  down  due 
to  physical  barriers  .  This  plaza  would  serve  as  a  model  for  other  plazas  on 
the  Thruway,  which  would  be  funded  with  toll  receipts. 

The  thruway  authority  estimates  the  total  cost  of  this  program  to  be  in  the  range  of 
$  10.0  million.    Total  federal  support  of  $  7.5  million  would  support  75%  of  project 
costs.  An  additional  earmark  of  $  6  million  in  fiscal  1997  would  put  in  place  all  the 
funding  needed  to  move  to  implementation  of  the  program  in  calendar  1997. 

NYSTA  requests  that  the  Senate  Conunittee  on  Appropriations  continue  its  support  of 
its  ITS  program  by  including  an  earmark  of  $  6  million  in  the  fiscal  1997  DOT 
appropriations  bill  for  this  project. 


PREPARED  STATEMENT  OF  THE  NIAGARA  FRONTIER  TRANSPORTATION 

AUTHORITY 

The  Niagara  Frontier  Transportation  Authority  hereby  presents  its  views  with 
regards  to  provisions  for  the  Fiscal  Year  1 997  transportation  appropriations  legislation. 

The  Niagara  Frontier  Transportation  Authority,  commonly  known  as  the  NFTA. 
was  created  by  the  New  York  State  Legislature  in  1967  under  the  Public  Authorities  Law 
and  retains  omnibus  transportation  responsibilities  for  air,  water,  and  surface 
transportation  in  the  Niagara  Frontier  Transportation  District  of  Erie  and  Niagara 
Counties.  Facilities  under  this  umbrella  include  a  bus  and  rail  system,  two  international 
airports,  two  transportation  centers,  and  a  small  boat  harbor.  The  principal  cities  in  this 
region  are  Buffalo  and  Niagara  Falls,  New  York. 

The  NFTA's  largest  business  center  is  the  Niagara  Frontier  Transit  Metro  System. 
NFT  Metro  provides  bus  and  rail  transportation  within  the  1 500  square  mile 
transportation  district  serving  1  million  in  population.  NFT  Metro  employs  1 100  people 
to  operate  and  maintain  322  buses,  27  rail  cars,  and  1 8  paratransit  vehicles. 

Metro  Bus  operates  approximately  9  million  bus  miles  annually. 

Metro  Rail,  a  6.5  mile  system  connecting  the  State  University  and  the  Central 
Business  District,  operates  950,000  car  miles  annually.  This  $550  million  infrastructure 
investment  was  completed  with  commitments  of  federal,  state  and  local  resources  in 
1 985  and  has  been  one  of  the  more  successful  new  light  rail  systems  in  terms  of 
passengers  per  route  mile  and  cars  operated. 

The  Metro  System  carries  74,000  passengers  on  Metro  Bus  and  26,000 
passengers  on  Metro  Rail  each  day.  Annual  system  ridership  totals  27.6  million 
passengers.  The  system  evolved  from  an  investment  of  federal,  state,  and  local 
resources  in  bus  and  rail  infrastructure  totalling  over  $650,000,000.  This  investment 
employed  construction  workers  and  equipment  manufacturers  and  transit  service 
providers.  It  enhanced  mobility  and  stimulated  private  sector  community  investment  in 
Western  New  York. 

The  NFTA's  second  largest  business  center  is  the  Greater  Buffalo  International 
Airport  (GBIA).  GBIA  is  Western  New  York's  Regional  Air  Carrier  Airport  as  designated 
in  the  Regional  Airport  System  Plan.  Approximately  three  million  passengers  use  GBIA 
annually. 

A  state  of  the  art  air  cargo  facility  including  1 ,000.000  square  feet  of  apron  area  is 
also  located  on  the  airport  complex.  Annually,  82  million  pounds  of  cargo  pass  through 
this  facility. 

The  NFTA  also  operates  the  Niagara  Falls  International  Airport,  a  joint-use  military 
and  civilian  transportation  airport  and  the  designated  reliever  airport  for  GBIA. 
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Together,  the  economic  impact  of  the  NFTA  regional  airport  facilities  totals  over 
$1  billion  annually  in  both  direct  and  indirect  benefits  to  Western  New  York. 

NFTA  also  owns  and  operates  a  1,000  slip  marina,  as  well  as  intercity  bus 
transportation  centers  in  Buffalo  and  Niagara  Falls. 

As  an  intermodal  transportation  provider,  the  financial  ability  of  NFTA  to  meet  its 
transportation  mission  is  directly  related  to  the  levels  of  transportation  appropriations. 

The  impact  of  reduced  federal  transit  operating  assistance  has  been  especially 
severe.  The  $400  million  operating  assistance  limitation  appropriated  in  fiscal  year  1 996 
is  less  than  half  the  amount  that  was  available  only  two  years  before.  The  results  have 
been  predictable.  The  NFTA  has  been  forced  to  raise  fares  and  cut  service  as  part  of 
an  overall  budget  reduction  plan  in  response  to  the  cuts  in  federal  aid. 

The  service  reduction  plan  required  the  elimination  of  930,000  annual  bus  miles, 
almost  10  percent  of  the  total  system.  Service  on  three  routes  was  totally  eliminated. 
We  estimate  that  eight  hundred  and  fifty  people  making  seventeen  hundred  trips  a  day 
completely  lost  transit  service.  Many  of  these  people  are  transit  dependent  who  have 
lost  access  to  both  jobs  and  services  on  the  Niagara  Frontier.  We  know  this  from  their 
testimony  at  the  public  hearings  on  the  service  reduction  plan. 

Originally,  four  public  hearings  on  the  service  reduction  plan  were  scheduled. 
But  due  to  public  outcry,  a  total  of  six  hearings  were  held.  Attendance  was  more  than 
550  individuals.  In  addition  to  comments  received  at  the  meetings,  Metro  received  over 
250  letters,  telephone  calls  and  written  comments  including  a  number  of  petitions  with 
over  1 ,000  signatures.  Speakers  pleaded  with  us  to  retain  service,  but  the  projected 
revenues  available  to  support  the  system  would  not  permit  it. 

The  NFTA  took  these  steps  after  it  became  clear  from  federal  budget  proposals 
that  federal  funding  for  operating  assistance  could  continue  its  decline  of  the  past 
several  years.  This  erosion  of  the  historic  funding  partnership  which  has  supported 
public  transportation  for  twenty  years  clearly  puts  Metro's  future  at  considerable  risk 
and  necessitated  tne  service  reduction  plan.  As  a  result  of  the  budget  reduction  actions 
taken,  we  have  stabilized  system  finances  for  two  years.  But  in  1 998,  we  project  a  $5 
million  deficit  that  will  have  to  be  addressed  through  some  combination  of  staff 
reductions,  fare  increases,  and  service  reductions. 

The  recent  service  reductions  were  effected  on  our  least  productive  routes.  The 
next  phase  of  cuts  will  be  on  more  productive  routes.  Proportionally  more  residents  will 
lose  their  transportation  means  and  with  it  their  opportunity  to  access  jobs  and  services 
in  Western  New  York.  The  public  outcry  will  certainly  be  greater. 

NFTA's  approach  has  been  to  first  reduce  overhead  costs  before  raising  fares  or 
reducing  service  on  the  street.  Consider  the  following: 

A  salary  freeze  for  all  non-represented  top  management  employees  was 
put  in  place  on  April  I,  1995. 

Fifty  (50)  positions  have  been  eliminated  saving  approximately  $2.5  million 
annually. 

Another  $2.6  million  in  administrative  cost  cuts  were  executed. 

Metro's  base  fare  was  increased  $  .1 5  to  $1 .25  on  July  1 ,  1 995. 

These  actions  demonstrate  the  NFTA's  intention  to  pursue  a  policy  of 
aggressively  reducing  costs  and  increasing  revenues  before  cutting  service  on  the 
street.  However,  other  service  reductions  and  fare  increases  are  inevitable  if  the  cuts 
being  discussed  at  the  federal  level  materialize  and  no  other  sources  of  funding  are 
identified.  These  reductions  and  fare  increases  will  erode  Metro's  ridership  base,  impair 
community  mobility,  increase  congestion  from  private  vehicles  and  endanger  Metro's 
long  term  viability. 

Service  reductions  and  fare  increases  undercut  the  positive  effect  of  the  previous 
investment  in  infrastructure  from  federal,  state,  and  local  capital  funding  contributions. 
Supporting  were  federal,  state  ,  and  local  operating  assistance  resources. 
Unfortunately,  over  time  the  support  of  this  partnership  has  changed  significantly. 
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In  1 982,  the  federal  operating  assistance  program  provided  the  NFTA  with  nearly 
$1 0  million  annually,  funding  almost  20  percent  of  the  system's  operating  budget.  In 
1 992,  that  contribution  fell  to  $6  million  and  due  to  the  erosion  of  the  purchasing  power 
of  the  transit  dollar,  represented  less  than  1 0  percent  of  the  system's  operating  budget. 
In  1 996,  the  $2.8  million  in  formula  program  operating  assistance  represents  only  4 
percent  of  Metro's  66  and  one-half  million  dollar  budget,  but  it  is  still  important. 

The  reduced  federal  operating  assistance  share  has  forced  increases  in  state 
and  local  assistance  to  the  transit  operation.  State  funding  is  nearly  $1 6.0  million. 
Dedicated  local  funding  including  sales  tax,  mortgage  recording  taxes,  and  other  local 
assistance  totals  over  $22.0  million.  Together,  these  contributions  fund  over  63  percent 
of  system  expenses. 

We  have  also  taken  advantage  of  the  recent  opportunity,  supported  by  the 
Senate,  to  utilize  formula  program  capital  funds  to  purchase  associated  capital 
maintenance  items.  While  this  new  flexibility  helps  and  is  appreciated,  it  cannot  offset 
the  expected  elimination  of  federal  operating  assistance. 

Compounding  the  reduction  in  operating  assistance  is  the  increase  in  expenses 
associated  with  the  implementation  of  paratransit  service  mandated  under  the 
Americans  with  Disabilities  Act.  As  paratransit  system  implementation  evolves,  related 
expenses  have  grown  from  just  over  $300,000  in  1 994  to  an  estimate  of  $1 .3  million  in 
1 996,  with  only  minimal  operating  revenues.  Full  paratransit  plan  implementation  would 
cost  approximately  $4,000,000  annually  and  is  not  financially  feasible.  The  paratransit 
service  mandate  pits  the  transportation  needs  of  able  bodied  passengers  against  the 
needs  of  disabled  customers.  Both  cannot  be  satisfied  within  the  assumed  funding 
levels.  Part  of  our  budget  reduction  plan  assumes  the  granting  of  an  undue  financial 
burden  waiver  from  full  implementation  of  our  paratransit  service  plan.  We  have 
reviewed  this  position  with  the  disabled  community,  and  while  it  impairs  the  intent  and 
benefits  of  the  legislation,  the  necessity  of  the  situation  is  understood. 

The  continuation  of  federal  operating  support  is  crucial  to  financial  stability  of  the 
Metro  system.  For  these  reasons,  we  support  the  Administration's  budget  proposal 
that  includes  an  operating  assistance  limitation  of  $500  million.  However,  if  budgetary 
pressures  will  not  permit  this  level  of  assistance,  we  urge  continuation  of  federal 
operating  assistance  at  least  at  the  level  of  the  $400  million  appropriated  in  fiscal  year 
1996. 

NFTA  recognizes  that  a  prime  objective  of  policy  makers  is  to  achieve  a  balanced 
federal  budget  by  2002.  Thus,  competition  for  ever  scarcer  resources  may  not  permit 
restoration  of  funding  at  previous  levels.  In  our  five  year  financial  plan,  we  are  preparing 
for  the  expected  elimination  of  federal  operating  assistance.  However,  rather  than 
simply  reduce  the  scope  of  our  operation  to  fit  expected  resources,  NFTA  has 
developed  a  proactive  strategy  to  respond  to  a  changing  environment. 

Western  New  York  has  undergone  fundamental  changes  over  the  past  twenty 
years  that  have  changed  the  economic  fabric  of  our  community.  Declines  in  traditional 
heavy  manufacturing  industries  and  increases  in  other  sectors,  such  as  services,  have 
precipitated  dramatic  changes  in  the  demographic  characteristics  of  the  population. 
While  these  events  mirror  circumstances  in  other  states  along  the  Great  Lakes,  their 
impact  upon  the  City  of  Buffalo  and  Western  New  York  has  been  especially  severe. 

The  shift  away  from  heavy  manufacturing  and  the  restructuring  of  local 
employment  sectors  have  altered  the  transportation  needs  within  Erie  and  Niagara 
Counties.  The  growth  in  suburban  employment  centers  has  been  explosive.  First  ring 
suburbs  that  have  enjoyed  substantial  residential  growth  have  become  major 
employment  centers.  This  reflects  national  trends  where  over  the  past  several  decades, 
two  out  of  every  three  new  jobs  created  have  been  located  in  the  suburbs.  Between 
1 980  and  1 990  Erie  County's  suburban  employment  has  grown  by  1 0.4%  while 
employment  in  the  City  of  Buffalo  has  declined  by  3.4%. 

The  decline  of  urban  employment  means  that  inner  city  residents  must  travel  to 
the  suburbs  to  access  job  opportunities.  Many  inner  city  residents  are  transit 
dependent  and  use  public  transportation  for  the  journey  to  work.  Unfortunately,  the 
recent  cuts  in  transit  service  predicated  by  cuts  in  federal  operating  assistance  curtail 
opportunities  for  inner  city  residents  to  participate  in  the  job  growth. 
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The  challenge  for  NFT  Metro  as  the  region's  public  transportation  provider  is  to 
respond  to  these  changing  demographic  and  land  use  trends.  The  traditional  hub  and 
spoke  system  of  bus  routes  emanating  from  the  Central  Business  District  is  no  longer 
adequate  to  serve  mobility  needs  within  the  NFTA's  service  area.  Thus,  the  Authority 
wishes  to  conduct  a  major  technical  study  that  is  designed  to  completely  restructure 
public  transit  service  within  Erie  and  Niagara  Counties. 

The  goals  of  the  restructuring  study  include  the  following: 

Identify  how  bus  transit  sen/ice  can  be  restructured  to  improve  mobility  of  all 
residents  including  examination  of  mobility  needs  of  inner  city  residents  who  do 
not  have  access  via  public  transit  to  suburban  employment  opportunities  as  well 
as  serving  suburb  to  suburb  travel  demands. 

Evaluate  options  for  meeting  regional  travel  needs  other  than  by  Single 
Occupancy  Vehicles  (SOV). 

Explore  the  opportunities  for  coordinated  transportation  service  among  the 
myriad  of  providers  in  Erie  and  Niagara  Counties.  This  includes  services 
provided  under  the  auspices  of  social  service  agencies. 

Secure  the  participation  of  all  regional  stakeholders  in  the  development  of  the 
restructuring  plan. 

Evaluate  financing  strategies  for  implementation  of  new  services  including 
public/public  and  public/private  partnerships,  increased  local  funding,  innovative 
financing  mechanisms  and  re-allocation  of  existing  transportation  resources,  etc. 

Develop  increased  financial  support  for  public  transit  within  the  Erie/Niagara  area 
through  organized  public  outreach. 

We  believe  that  this  initiative  to  develop  community  based  transportation  can 
provide  a  model  for  other  urbanized  areas  that  have  experienced  similar  urban  growth 
trends. 

The  study  for  restructuring  transit  service  within  Erie  and  Niagara  Counties  is 
estimated  to  cost  $700,000.  We  believe  that  this  effort  will  prove  to  be  an  investment  in 
the  community  by  increasing  opportunities  for  the  transit  dependent  to  access  jobs 
throughout  the  region.  Increasing  employment  opportunities  will  reduce  the  need  for 
public  assistance  and  enhance  the  quality  of  life  in  Western  New  York.  We  intend  to 
utilize  the  flexible  funding  opportunities  available  under  ISTEA  and  seek  Congestion 
Mitigation  and  Air  Quality  or  discretionary  FTA  planning  funds  for  this  initiative.  We 
respectfully  request  endorsement  of  this  initiative  by  the  Senate  Transportation 
Appropriations  Subcommittee.  Furthermore,  this  planning  effort  waII  yield  a  series  of 
projects  to  fully  implement  the  restructured  system  and  demonstrate  its  applicability  to 
transit  nationwide.  We  ask  the  committee  to  encourage  and  support  the  development 
of  these  future  initiatives. 

While  the  continuation  of  operating  assistance  and  the  study  of  a  completely 
restructured  transit  system  will  help  NFTA  to  better  utilize  existing  resources  to  provide 
transportation  service  to  the  community,  NFTA  also  requests  continued  Subcommittee 
support  to  build  on  its  previous  infrastructure  investment  of  $800,000  in  fiscal  year  1995 
and  $500,000  in  1996  in  the  Crossroads  intermodal  transit  station. 

In  fiscal  year  1997.  NFTA  respectfully  requests  consideration  of  a  project 
appropriation  in  the  amount  of  $6,300,000  to  fund  the  construction  of  the  intermodal 
station.  Station  construction  is  estimated  to  cost  $8.5  million. 

The  station  is  a  key  element  of  the  Inner  Harbor  waterfront  development  plan 
being  implemented  in  the  City  of  Buffalo.  It  will  complement  ongoing  public  and  private 
sector  investment,  such  as  the  $120  million  Marine  Midland  Arena  for  the  Buffalo 
Sabres,  as  well  as  stimulate  further  investment  in  lower  Main  Street  development 
initiatives. 

In  summary,  NFTA  supports  an  overall  Federal  Transit  Administration  program 
funding  level  of  at  least  $3.77  billion,  including  an  urbanized  area  formula  program  of  at 
least  $1 .882  billion  and  an  operating  assistance  limitation  of  $500  million.  We  support  a 
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fixed  guideway  modernization  program  of  at  least  $661  million  and  a  bus  capital 
program  of  at  least  $330.5  million. 

The  NFTA  also  supports  Airport  Improvement  Program  appropriations  in  the 
amount  of  at  least  $1 .45  billion  to  fulfill  the  Federal  Aviation  Administration's  Letter  of 
Intent  (LOI)  commitment  to  the  Greater  Buffalo  International  Airport  Improvement 
Program  for  which  construction  is  already  underway.  The  Letter  of  Intent  commitment  is 
a  critical  component  of  the  GBIA  financial  plan.  The  GBIA  improvement  program's 
financial  plan  is  based  upon  a  commitment  of  federal,  state  and  local  resources, 
including  passenger  facility  charge  revenues  and  NFTA  airport  improvement  bonds. 

The  Administration  budget  proposal  includes  an  AlP  appropriation  of  $1.35 
billion.  $100  million  less  than  the  fiscal  year  1996  appropriation.  An  AlP  appropriation 
less  than  $1 .45  billion  will  necessitate  changes  in  the  GBIA  financial  plan  and  add 
additional  cost  burden  to  the  NFTA.  Like  the  transit  investment  discussed  earlier, 
decisions  to  proceed  with  public  works  are  based  on  assumed  amounts  of  funding 
assistance  from  all  levels  of  government.  Changes  in  any  expected  contribution  cannot 
be  easily  assumed  by  the  other  participants.  Original  financial  planning  for  the  program 
assumed  a  commitment  of  entitlement  funding  from  an  Airport  Improvement  Program  of 
approximately  $1 .8  billion.  Also,  the  Letter  of  Intent  committed  $31 ,354,356  in 
discretionary  funds  to  the  program.  As  a  result  of  reduced  AlP  program  levels,  we  have 
suffered  a  loss  of  over  $600,000  annually  in  passenger  and  cargo  entitlement  funds  and 
have  received  only  $14.8  million  of  our  $31 .3  million  discretionary  commitment.  We 
have  effected  changes  in  the  financial  plan  to  accommodate  the  current  AlP  funding 
level.  Certain  program  elements  have  been  deferred  to  a  second  phase.  As  the  main 
phase  of  the  Buffalo  program  is  well  underway,  further  reductions  in  federal  assistance 
will  compromise  our  ability  to  effectively  manage  project  implementation  by  forcing 
costly  program  modifications. 

To  avert  further  costly  changes  to  the  airport  program,  we  request  Subcommittee 
reaffirmation  of  the  Buffalo  Letter  of  Intent  and  Congressional  direction  to  the  FAA  to 
fulfil  its  commitment.  According  to  the  current  LOI  schedule,  NFTA  requests  an 
appropriation  of  $13,200,095  in  discretionary  funding  under  the  federal  fiscal  year  1997 
Airport  Improvement  Program. 

NFTA  requests  the  Subcommittee  to  continue  to  appropriate  funds  under  the 
reliever  airport  category.  This  funding  category  is  important  to  the  continuation  of 
federal  investment  in  the  Niagara  Falls  International  Airport  (NFIA),  a  designated  reliever 
airport  to  GBIA  and  component  of  the  Regional  Airport  System  Plan.  In  recent  years, 
over  $1 0  million  in  Airport  Improvement  Program  funds  have  been  awarded  to  NFIA 
under  this  category.  These  funds  have  made  possible  pavement  rehabilitation,  general 
aviation  capacity  expansion,  the  installation  of  airside  safety  equipment,  and  land 
acquisition  for  future  expansion  of  the  facility.  In  fiscal  year  1 997,  NFTA  requests 
consideration  of  a  $1 .8  million  appropriation  to  design  and  construct  a  new  taxiway 
parallel  to  the  main  runway  at  the  airport.  This  infrastructure  investment  will  increase  the 
capacity  of  NFIA  and  is  consistent  with  the  f\/laster  Plan  for  the  airport. 

To  summarize,  funding  of  transportation  has  been  a  successful  partnership  of 
federal,  state,  and  local  governments.  This  partnership  has  funded  important 
community  infrastructure  investments  and  supported  operations  to  facilitate  community 
mobility  and  the  realization  of  associated  opportunities.  The  obligation  to  support 
continued  operation  cannot  be  left  solely  to  state  and  local  sources.  The  federal 
government  must  continue  to  play  its  role  in  public  transportation.  Funding 
appropriations  adequate  to  support  authorized  federal  initiatives  are  critical  to  the 
realization  of  the  opportunities  that  exist. 

The  following  list  presents  the  Niagara  Frontier  TVansportation  Authority's  fiscal  year 
1997  transportation  appropriations  interests  for  consideration  by  the  Senate 
Transportation  Appropriations  Subcommittee. 

FY  1997  TRANSPORTATION  APPROPRIATIONS 

1.  AVIATION  PROGRAM  APPROPRIATIONS 

•       Federal  Aviation  Administration  Airport  Improvement  Program 
at  least  $1.45  billion 
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•  Continue  reliever  airport  funding  category 

2.  AVIATION  PROJECT  APPROPRIATIONS 
Greater  Buffalo  International  Airport 

•  Letter  Of  Intent  (LOI)  reaffirmation  -  $39,004,356 

•  Appropriate  FFY  97  LOI  payment  $13,200,095  discretionary  funds 

Niagara  Falls  International  Airport 

•  Appropriate  $1.8  million  for  new  taxiway  parallel  to  RAV  6-24 

3.  TRANSIT  PROGRAM  APPROPRIATIONS 

•  Federal  Transit  Administration  program  at  least  $3.77  billion 

•  UZA  formula  program  at  least  $1,882  billion 

•  Operating  assistance  limitation  of  $500  million 

•  Fixed  guideway  modernization  at  least  $661  million 

•  Bus  capital  at  least  $330.5  million 

4.  PROJECT  APPROPRIATIONS 
FTA  Bus  Capital 

•  Appropriate  $6.3  million  for  intermodal  station 

FTA  Planning 

•  Seek  Report  language  in  support  of  CMAQ  or  FTA  discretionary 
planning  grant  application  of  $560,000  for  planning  of  innovative 
mobility  and  coordination  of  transportation  resources  study  and 
for  future  related  project  initiatives. 


NORTH  CAROLINA  DEPARTMENT  OF  TRANSPORTATION 

LETTER  FROM  DAVID  D.  KING,  DEPUTY  SECRETARY,  TRANSIT,  RAIL, 

AND  AVIATION 

The  Honorable  Mark  Hatfield,  Chairman  .     ., -,„  ,„„£ 

„  -T-  •      .  •    •       ^  ■  Apnl29,  1996 

Senate  I  ransportation  Appropriations  Subcommittee 

133  Senator  Dirksen  Office  Building 

Washington,  DC    20510-6037 


Dear  Mr.  Chairman: 

In  North  Carolina,  there  are  97  human  service  and  public  transportation  systems, 
including  16  urban  systems.  During  fiscal  year  1995,  the  16  urban  systems  provided  over 
32  million  passenger  trips.  On  a  daily  basis,  tens  of  thousands  of  our  citizens  use  public 
transportation  to  go  to  work,  school,  medical  appointments  and  grocery  shopping. 


242 


The  North  Carolina  Department  of  Transportation  is  working  to  develop  a 
comprehensive  transportation  system,  including  highways  and  public  transit,  that  meets 
the  mobility  needs  of  our  citizens.  Governor  Hunt  and  Secretary  Garrett  arc  very 
interested  in  public  transit  and  we  have  committed  a  significant  amount  of  state  funds  to 
support  successful  and  well-utilized  public  transportation  projects.  During  the  past  three 
years,  we  have  allocated  an  additional  $15,000,000  in  state  funds  beyond  our  normal 
level  of  support  for  urban  transit  projects.  These  funds  represent  an  unprecedented 
increase  in  funding  and  support  from  the  Governor  and  Department  of  Transportation. 

While  the  new  state  funding  has  had  a  significant,  positive  effect  on  urban  transit 
systems,  urban  transit  systems  continue  to  have  capital  needs  which  far  exceed  annual 
formula  apportionments  from  the  Federal  Transit  Administration  and  the  state  assistance. 

Enclosed  is  a  list  of  the  capital  needs  of  14  of  our  16  urban  transit  systems.  On  behalf 
of  these  cities,  one  town  and  one  county,  I  would  like  to  request  your  help  in  providing 
Federal  Transit  Administration  Major  Capital  Investment  Program:  Bus  discretionary 
funds  in  the  FFY97  budget  for  North  Carolina  to  assist  with  these  capital  needs.  If 
federal  funds  are  made  available,  the  North  Carolina  Department  of  Transportation  is 
committed  to  providing  one  half  on  the  nonfederal  share  of  the  capital  cost. 

Also  enclosed  is  a  statement  for  the  record  that  describes  the  state's  commitment  to 
public  transportation  for  its  residents. 

If  you  have  questions  or  comments,  please  contact  me  at  (919)  733-2520. 


Sincerely,  ^ 

David  D.  King,  Deputy  Secretary 
for  Transit,  Rail  and  Aviation 

NORTH  CAROLINA  URBAN  TRANSIT  SYSTEM  NEEDS 
FFY97  MAJOR  CAPITAL  INVESTMENT  PROGRAM:  BUS 


1.  What  amount  are  we  requesting  from  the  Subcommittee  in  fiscal  year  1997  and 
how  will  the  funds  be  used? 

The  North  Carolina  Department  of  Transportation  is  requesting  519,964,868  in  federal 
capital  funds  on  behalf  of  fourteen  (14)  municipalities  throughout  North  Carolina  for 
publjc  transportation  projects  totaling  $24,956,085  to  support  their  public  transportation 
systems.  The  projects  are  grouped  roughly  into  four  categories: 

1 .  Maintenance  of  existing  public  transportation  services  through  replacement  of 
existing  buses  and  vans,  maintenance  of  existing  buses  and  vans  by  purchasing 
parts,  rehabilitation  of  existing  transit  facilities  and  replacement  of  support 
vehicles  and  office  equipment. 
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Individual  projects  in  this  category  are: 

Town  of  Chapel  Hill  replacement  of  12  transit  buses 

Town  of  Chapel  Hill  replacement  of  2  support  vehicles 

Town  of  Chapel  Hill  replacement  of  1  van 

City  of  Charlotte  replacement  of  26  transit  buses 

City  of  Durham  replacement  of  6  vans 

City  of  Fayetteville  replacement  of  7  transit  buses 

County  of  Gaston  replacement  of  3  vans 

City  of  Gastonia  rehabilitate  bus  washer 

City  of  Gastonia  replacement  of  1  support  vehicle 

City  of  Gastonia  purchase  of  associated  capital  maintenance  items 

City  of  Greensboro  replacement  of  4  small  buses 

City  of  Greensboro  replacement  of  2  support  vehicles 

City  of  Greensboro  rehabilitate  fareboxes 

City  of  Greensboro  replacement  of  office  furniture 

City  of  Greenville  purchase  of  associated  capital  maintenance  items 

(engine  and  transmission) 
City  of  Hickory  purchase  of  1  small  bus 
City  of  High  Point  purchase  of  associated  capital  maintenance  items 

(tires,  engine  and  transmission  rebuilds,  ftiel  pumps,  etc.) 
City  of  High  Point  purchase  of  freon  recovery  system 
City  of  High  Point  facility  improvements 
City  of  High  Point  rehabilitate  bus  washer 
City  of  Rocky  Mount  purchase  of  associated  capital  maintenance  items 

(tires,  engine  and  transmission) 
City  of  Rocky  Mount  facility  improvements 
City  of  Wilmington  replacement  of  1  support  vehicle 
City  of  Winston-Salem  replacement  of  3  support  vehicles 
City  of  Winston-Salem  purchase  of  associated  capital  maintenance  items 
City  of  Winston-Salem  facilities  improvements 
City  of  Winston-Salem  replacement  of  communications  equipment 
City  of  Winston-Salem  replacement  of  bus  stop  shelters  and  benches 
City  of  Winston-Salem  repave  park  &  ride  lot 
City  of  Winston-Salem  replacement  of  2  small  buses 


2.  Providing  new  transit  facilities  to  better  serve  existing  customers  and  attract 
new  customers. 

Individual  projects  in  this  category  are: 

City  of  Asheville  purchase  10  bus  stop  shelters  and  50  benches 

Town  of  Chapel  Hill  acquire  land,  design  and  construct  a  park  &  ride  lot 

City  of  Durham  acquire  land  for  multimodal  center 

City  of  Durham  acquire  land  and  construct  park  &  ride  lot 

City  of  Greensboro  construction  of  multimodal  transportation  center 

City  of  Rocky  Mount  purchase  3  bus  stop  shelters  with  benches 

City  of  Wilmington  design  and  construct  transfer  facility 
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Acquiring  new  technology  and  equipment  to  more  efficiently  serve  existing 
customers  and  attract  new  customers. 

Individual  projects  in  this  category  are: 

City  of  Greenville  computer  equipment 

City  of  Greenville  purchase  of  2  portable  radios 

City  of  Greenville  purchase  of  bus  stop  signs 

City  of  Hickory  computer  software 

City  of  Winston-Salem  mobility  manager  project 

City  of  Winston-Salem  ticket  vending  machines 


4.  Providing  new  vehicles  to  expand  transit  services  to  meet  needs  identified  in  a 
system's  transit  planning  process. 

Individual  projects  in  this  category  are: 

City  of  Durham  purchase  of  4  transit  buses 
City  of  Gastonia  purchase  of  1  transit  bus 
City  of  Gastonia  purchase  of  2  small  buses 
City  of  Hickory  purchase  of  1  van 
City  of  Winston-Salem  purchase  of  5  vans 

In  addition,  the  City  of  High  Point  will  fund  the  capital  portion  of  their  service  contract 
for  paratransit  services. 


2.  What  organizations  will  be  the  recipient  of  the  federal  funds? 

The  North  Carolina  Department  of  Transportation  will  be  the  recipient  on  behalf  of  the 
fourteen  (14)  municipalities.  All  federal  funds  will  be  passed  through  to  the 
municipalities,  our  subrecipients.  The  municipalities,  and  the  fiinds  to  be  distributed  to 
each,  are  on  the  attached  list. 

3.  What  impact  does  this  project  have  on  our  national  transportation  net^vork,  or 
any  other  federal  purpose,  which  justifies  the  request  for  appropriations  from  the 
Subcommittee? 

The  projects  in  this  request  will  promote  the  national  goals  of  easing  highway  congestion, 
promoting  cleaner  air,  providing  mobility  to  all  sectors  of  the  community  and  promoting 
the  nation's  energy  independence. 

The  projects  provide  primarily  for  the  maintenance  of  existing  transit  services  in  a 
number  of  metropolitan  areas  across  the  state.  This  serves  the  purpose  of  maximizing  use 
of  existing  facilities  and  promoting  the  use  of  energy  efficient  and  air  quality  friendly 
transportation.  It  also  promotes  the  energy  independence  of  the  country. 

North  Carolina's  metropolitan  areas  are  experiencing  significant  growth.  This  growth  has 
brought  with  it  growing  highway  congestion,  air  quality  problems  and  growing  numbers 
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of  people  with  limited  mobility  options.  By  maintaining  the  existing  transit  services, 
travelers  are  offered  an  energy  efficient,  congestion  cutting  and  sound  air  quality 
alternative  to  single  passenger  automobile  use.  If  the  state's  existing  transit  services  were 
reduced,  existing  highway  congestion  and  air  quality  would  worsen.  Tliere  is  insufficient 
funding  to  add  all  the  highway  capacity  that  would  be  needed  if  existing  transit  services 
are  not  maintained,  let  alone  providing  the  additional  capacity  needed  for  future  growth  in 
highway  travel. 

An  issue  of  significant  importance  to  North  Carolina,  as  well  as  the  country,  is  the 
provision  of  mobility  options  to  people  without  automobile  use  options.  The  Americans 
With  Disabilities  Act  (ADA)  mandates  the  provision  of  complementary  paratransit 
services  for  the  disabled  community.  The  services  are  often  the  only  long  term  option  for 
the  disabled.  The  small  buses  and  vans  to  be  purchased  under  this  project  are  to  maintain 
those  services  to  meet  the  ADA  required  service  levels.  Also,  travelers  without  access  to 
automobiles  (the  poor  and  the  working  poor)  also  rely  on  the  transit  services  to  reach 
employment,  education,  shopping  and  other  opportunities.  A  significant  proportion  of 
North  Carolina's  transit  riders  do  not  have  access  to  automobiles. 

Air  quality  is  a  national  concern.  Several  of  North  Carolina's  metropolitan  areas  are  air 
quality  maintenance  areas.  Emissions  from  transit  vehicles,  particularly  with  the  new 
cleaner,  diesel  engine  vehicles,  are  significantly  less  than  from  the  single  occupant 
automobiles  that  would  be  used  in  place  of  buses  by  travelers  if  transit  services  were  not 
available. 


4.  In  fiscal  year  1996,  what  was  the  total  amount  of  federal  funds  that  were  received 
in  support  of  this  project,  and  what  activities  were  funded  by  these  amounts? 

From  fiscal  year  1996  funding.  North  Carolina  was  earmarked  to  receive  $4,962,500  in 
federal  Major  Capital  Investment  Program:  Bus  fiinds  on  behalf  of  five  municipalities  in 
North  Carolina  in  support  of  individual  public  transportation  system  capital  projects. 

The  only  individual  subrecipient  project  in  this  request  that  will  receive  funding  from  the 
fiscal  year  1996  earmark  is  the  Greensboro  multimodal  transportation  center  for 
$1,250,000,  which  is  for  partial  funding  of  the  cost  of  construction. 

The  rest  of  the  projects  did  not  receive  federal  funds  in  fiscal  year  1996,  although  some  of 
the  projects  in  this  request  are  vehicle  replacement  projects  that  continue  normal  fleet 
replacements  that  were  begun  with  earlier  years'  federal  funds. 


5.  Did  this  Subcommittee  provide  a  specific  earmark  for  this  request  last  fiscal 
year? 

In  the  fiscal  year  1996  budget,  $4,962,500  was  earmarked  for  North  Carolina.  As  noted 
above,  only  the  Greensboro  multimodal  transportation  center  project  was  included  in  the 
1 996  earmark  and  is  included  in  this  1 997  request. 

6..  Has  the  project  received  federal  funds  in  prior  years?  In  what  fiscal  years  were 
those  funds  received  and  in  what  amounts? 

As  noted  above,  the  Greensboro  multimodal  transportation  center  project  was  included  in 
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the  1996  earmark  for  $1,250,000.  The  application  for  those  funds  is  pending  with  the 
Federal  Transit  Administration.  The  Winston-Salem  mobility  manager  project  received 
fiscal  year  1995  funds  of  $500,000  for  an  earlier  phase  of  the  project.  The  mobility 
manager  project  is  a  multi-year  project  designed  to  create  a  transit  system  that  operates  as 
a  one-stop  shopping  point  for  a  person's  non-single  automobile  occupant  travel  needs. 

7.  Will  you  be  seeking  additional  funds  from  this  Subcommittee  in  future  years? 

Yes.  It  is  anticipated  that  funds  will  be  sought  for  the  construction  of  the  Durham 
multimodal  center  and  possibly  for  the  Winston-Salem  mobility  manager  project  -  phase 
3.  At  this  time,  it  cannot  be  anticipated  if  additional  fiinds  for  construction  of  the 
Greensboro  multimodal  transportation  center  may  be  sought. 

In  order  to  continue  providing  cost  effective  and  efficient  service,  we  anticipate  that 
North  Carolina  will  ask  for  funds  in  the  ftiture  on  behalf  of  its  urban  transit  systems  for 
projects  that  will  allow  them  to  replace  their  vehicles  and  equipment,  and  to  maintain 
their  facilities. 


8.  What  is  the  total  cost  of  the  project?  Of  that  amount,  what  is  the  expected 
Federal  share  of  the  project? 

The  total  cost  of  the  project  is  $24,956,085,  with  a  Federal  share  of  $19,964,868. 


9.  What  amounts  are  to  be  contributed  by  state  and  local  authorities? 

The  state  contribution  will  be  $2,495,608  and  the  local  contribution  from  the 
mimicipalities  will  be  $2,495,609.  The  total  budget  is: 

Federal  share  $19,964,868 

State  share  2,495,608 

Local  Share  2.495.609 

Total  Project  Cost       $24,956,085 


10.  Please  indicate  the  source  of  the  state  and  local  share,  and  describe  how  the  local 
share  is  derived. 

The  state  share  comes  in  part  from  a  portion  of  the  registration  fee  for  each  vehicle 
registered  in  the  state.  $.50  of  each  vehicle  registration  fee  is  dedicated  to  public 
transportation  (approximately  $3,000,000  per  year).  A  Icirger  amount  comes  from  an 
appropriation  by  the  General  Assembly  from  the  state's  Highway  Fund.  Highway  Fund 
receipts  come  from  the  state's  motor  fuel  tax  and  various  licensing  and  registration  fees 
cheirged  by  the  state  Division  of  Motor  Vehicles. 

The  local  shares  provided  by  the  participating  municipalities  come  from  their  general  tax 
revenues. 
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11.  If  the  local  share  is  to  be  derived  by  a  special  tax  or  referendum... 

Not  applicable.  All  local  share  monies  are  to  be  provided  from  general  tax  revenues. 


12.  Does  the  state  in  which  the  project  is  to  be  constructed  allow  for  the  use  of 
motor  fuel  tax  or  highway  trust  funds  on  non-highway  related  projects? 

Yes.  The  state  appropriates  approximately  $13,000,000  per  year  in  motor  fuel  tax 
revenues  for  public  transportation  purposes.  State  law  also  allows  up  to  $5,000,000  per 
year  from  the  Highway  Trust  Fund  to  be  used  for  public  transportation  or  rail  purposes. 
North  Carolina  is  currently  funding  rail  needs  with  the  $5,000,000. 
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PREPARED  STATEMENT  OF  GARLAND  B.  GARRETT,  JR.,  SECRETARY  OF 
TRANSPORTATION.  STATE  OF  NORTH  CAROLINA 


NORTH  CAROLINA'S  NEED  FOR  FEDERAL  CAPITAL  FUNDING 
AND  ITS  COMMITMENT  TO  PUBLIC  TRANSPORTATION 


North  Carolina  has  over  97  public  and  human  service  transportation  systems.  Every  one  of  the 
100  counties  in  the  state  now  has  some  form  of  public  or  human  service  transportation  to  meet 
the  needs  of  its  citizens.  North  Carolina  has  made  a  strong  commitment  to  ensure  thai  public 
transportation  is  viable  and  productive  throughout  the  length  and  breath  of  the  state. 

North  Carolina's  16  urban  systems  now  provide  over  32  million  passenger  trips  on  an  annual 
basis.  Urban  transit  systems  have  met  the  challenge  to  expand  their  dial-a-ride  transit  services  in 
response  to  the  Americans  With  Disabilities  Act  to  ensure  that  disabled  North  Carolina  citizens 
have  access  to  the  same  employment,  educational,  medical  and  other  opportunities  that  its  other 
citizens  have  through  public  transportation.  However,  the  urban  transit  systems  face  continuing 
challenges  to  meet  the  increased  demands  placed  on  them  as  the  state's  urbanized  areas  expand 
and  the  transportation  networks  become  more  congested. 

Unfortunately,  the  traditional  level  of  funds  available  through  the  federal,  state  and  local 
governments  has  not  kept  up  with  the  needs.  North  Carolina  must  have  additional  federal  capital 
funds  to  maintain  as  well  as  expand  urban  transit  facilities  and  services.  The  legislature  has 
appropriated  additional  state  resources  for  our  urban  transit  systems,  which  are  described  below. 
We  are  asking  our  federal  goverrmient  partner  to  help  with  our  needs. 

North  Carolina's  request  is  for  $19,964,868  in  the  federal  FY97  Major  Capital  Investment 
Program  to  provide  for  maintenance  of  existing  services,  add  needed  new  facilities  and  vehicles 
to  meet  the  demand  for  expanded  services  and  to  acquire  new  technology  to  make  services  more 
efficient. 


North  Carolina's  Commitment  to  Public  Transportation 

In  recognition  of  our  transit  systems'  needs,  the  North  Carolina  Legislature  started  to  provide 
additional  state  funding  in  FY94.  Over  three  million  dollars  was  allocated  to  provide  assistance 
with  urban  system  operating  budget  needs.  In  the  last  two  years,  the  legislature  has  increased  the 
assistance  to  $6,100,000  annually  and  has  allowed  use  of  the  funds  for  any  Section  9  eligible 
operating,  planning  or  capital  need.  We  expect  that  the  state's  leaders  will  continue  their 
commitment  to  urban  systems. 

However,  these  state  financial  resources  just  begin  to  address  the  needs  of  transit  systems  in  our 
rapidly  urbanizing  state.  Many  of  our  urbanized  areas  have  experienced  double  digit  population 
growth  over  the  last  ten  years.  That  growth  shows  no  signs  of  slowing.  In  recognition  of  the 
growing  role  for  public  transportation  in  North  Carolina,  Governor  Jim  Hunt  has  appointed  a  26 
member  Transit  2001  Commission.  The  Commission's  goals  include: 

•  encouraging  the  development  of  regional  transit  service  and  expansion  of  existing  municipal 
services  beyond  their  municipal  boundaries; 

•  providing  mobility  options  that  promote  livable  communities; 

•  developing  new  and  expanded  transportation  facilities  for  intermodal  service  opportunities; 
and 
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•     identify  new  financing  programs  for  state  and  local  governments. 

Our  leaders  are  well  aware  that  expanding  urban  transit  services  and  making  them  into  viable 
mobility  options  for  our  citizens  will  require  additional  state  and  federal  resources.  The 
Commission  is  expected  to  make  recommendations  for  state  funding  programs  to  finance  our 
share  of  the  services.  We  also  expect  the  Commission  to  make  recommendations  on  state 
legislation  that  would  provide  funding  options  for  local  governments  in  addition  to  the  property 
tax  power  currently  available. 

North  Carolina  continues  to  be  a  "donor"  state  in  terms  of  the  ratio  of  gasoline  tax  revenues 
collected  for  the  federal  government  versus  the  amount  of  federal  funds  returned  to  the  state  for 
highway  and  transit  projects.  With  the  large  growth  of  urban  transit  needs  being  fueled  by  our 
rapid  population  growth,  the  donor  status  inequity  constrains  North  Carolina  more  and  more  in 
meeting  our  needs.  If  North  Carolina  is  to  remain  one  of  the  economic  success  stories  of  this 
great  nation,  we  must  have  our  share  of  the  federal  resources  needed  to  maintain  and  expand  our 
urban  transit  infrastructure.  Our  request  for  $19,964,868  of  federal  transit  capital  funds  for  FY97 
will  help  ensure  that  North  Carolina's  transportation  needs  are  met,  that  the  state  maintains  its 
economic  vitality  and  that  it  continues  to  benefit  the  nation's  economic  well-being. 


OKLAHOMA  CITY  TRANSPORTATION  AND  PARKING  AUTHORITY 
PREPARED  STATEMENT  OF  RONALD  J.  NORICK,  MAYOR,  OKLAHOMA  CITY 

Chairman  Hatfield  and  members  of  the  Subcommittee.  My  name  is  Ronald  J. 
Norick,  fvlayor  of  the  City  of  Oklahoma  City.  On  behalf  of  our  citizens  and  the 
Oklahoma  City  Council,  I  want  to  express  our  appreciation  for  this  opportunity  to 
present  to  you  a  transportation  project  that  is  an  extremely  important  component  of 
an  aggressive,  voter  approved  public  improvement  project  in  our  city. 

In  December  1993,  Oklahoma  City  voters  approved  a  five-year  one  cent  sales 
tax  to  fund  the  Metropolitan  Area  Projects  or  MAPS.  The  $285  million  MAPS  plan 
Includes  the  construction  of  new  facilities  such  as  an  indoor  sports  arena,  AAA 
baseball  park,  library  and  learning  center,  and  a  canal.  We  have  also  undertaken  major 
renovation  of  our  Myriad  Convention  Center,  Civic  Center  Music  Hall,  and  state 
fairground  facilities  with  the  MAPS  funding.  The  private  sector  is  also  making  a 
significant  investment,  particularly  in  the  downtown  area,  with  the  announcement  of 
two  new  hotels  adjacent  to  the  Convention  Center  as  well  as  several  new  restaurants 
in  the  Bricktown  entertainment  {rea.  Office  occupancy  in  downtown  is  on  the  rise 
after  several  tough  years  that  resulted  from  the  decline  in  the  oil  industry.  We  have 
a  bright  future  in  the  Heartland  of  America. 

Of  course,  everyone  has  seen  the  devastation  that  we  experienced  in  Oklahoma 
last  April  19.  This  senseless  act  of  terrorism  and  disregard  for  life  has  given  another 
challenge  as  we  rebuild  and  redevelop  downtown  Oklahoma  City.  I  personally  want 
to  thank  you  for  assistance  with  a  special  Community  Development  Block  Grant 
Appropriation  last  summer. 

The  MAPS  Transportation  LINK  is  a  project  that,  as  its  name  suggests,  will  link 
the  new  MAPS  facilities  to  existing  attractions  as  well  as  to  parking,  hotels,  and 
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restaurants.  Three  million  dollars  of  MAPS  sales  tax  revenues  have  been  set  aside  to 
match  federal  transit  grants  for  the  MAPS  LINK.  This  is  the  only  MAPS  related  project 
for  which  we  are  seeking  federal  funding. 

This  set  aside  will  provide  adequate  funding  to  support  two  (2)  segments  of  an 
overall  transportation  plan  that  will  connect  a  wide  range  of  attractions.  The  West 
Segment,  which  can  be  accomplished  with  available  formula  funds,  will  link 
approximately  4,000  hotel  rooms  in  the  Meridian/1-40  corridor  to  downtown  with 
stops  along  the  way,  particularly  at  the  Oklahoma  State  Fairgrounds.  The  Fairgrounds 
attracts  between  3  million  to  4  million  visitors  annually  with  approximately  1,800 
event  days  per  year.  The  West  Segment  will  be  a  bus  shuttle.  This  segment  will  cost 
approximately  $2.3  million. 

The  downtown  segment  will  be  comprised  of  a  rail  trolley  circulator.  The  trolley 
will  connect  downtown  attractions  to  existing  parking  areas,  the  Bricktown  restaurant 
and  entertainment  area,  and  downtown  offices.  We  believe  the  trolley  will  provide  the 
needed  linkage,  as  well  as  promote  more  private  development  along  the  route.  We 
have  also  included  plans  to  extend  the  trolley  to  the  memorial  site  of  the  bombed 
Alfred  P.  Murrah  federal  office  building.  The  estimated  cost  for  the  trolley  system 
itself  is  between  $  1 3  and  $  1 5  million,  which  will  provide  for  construction  of  trackage, 
stops,  maintenance  facilities,  relocation  of  utilities,  and  acquisition  of  vehicles.  We 
plan  to  utilize  Section  5307  funds  for  preliminary  design  and  environmental  clearance 
activities.  Design  development,  final  engineering,  and  construction  will  require  funding 
from  what  was  formerly  Section  3,  now  Section  5309. 

The  City  overall  will  expend  approximately  $21.7  million  to  support  the  LINK. 
These  expenditures  will  include  streetscape,  lighting,  paving,  additional  utility 
relocation  and  bridges,  in  addition  to  the  direct  expenditures  on  the  LINK.  The  $  1 3.0 
million  requested  from  Section  5309  will  comprise  about  60%  of  the  total  cost. 

COTPA  has  completed  a  Metropolitan  Investment  Study  for  the  LINK  in 
accordance  with  federal  planning  requirements.  The  recommendations  of  that  study 
have  been  included  in  the  State  Transportation  Improvement  Plan  and  the  long  range 
OCARTS  2020  Transportation  Plan.  The  Federal  Transit  Administration  has  authorized 
COTPA  to  proceed  with  the  preliminary  engineering  and  environmental  assessment 
phase  of  the  project.  We  have  also  provided  information  and  requested  that  the  LINK 
project  be  included  in  the  FTA's  Report  on  Funding  Levels  and  Allocation  of  Funds  to 
Congress.   This  was  formerly  called  the  3(j)  Report. 

What  will  the  LINK  do  for  Oklahoma  City?  The  benefits  of  this  project  are 
many. 

•  $27  million  will  be  added  to  the  local  economy 

•  600  new  jobs  will  be  created  as  the  result  of  the  economic  spin-off  of 
the  LINK 
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*  At  least  $2.2  million  will  be  added  annually  to  convention  and  visitors 

business 

These  are  just  a  few  of  the  benefits  not  to  mention  a  significant  reduction  in 
new  parking  construction  and  congestion  particularly  related  to  large  events. 

1996  is  an  important  year  for  this  project  as  we  seek  final  environmental 
clearance,  acquire  vehicles  for  the  west  segment,  and  begin  preliminary  engineering 
for  the  rail  portion  of  the  system.  Again  we  have  committed  existing  sources  of 
funding  that  are  available  to  COTPA  in  order  to  proceed  in  a  timely  manner. 

Our  request  is  relatively  omall  compared  to  other  projects  that  you  will  be 
reviewing,  but  no  less  important.  We  are  requesting  the  appropriation  of  funds  from 
the  Mass  Transit  Trust  Fund  totalling  about  $13  million.  We  feel  this  could  be 
reasonably  spread  over  a  two  year  period.  Oklahoma  has  been  a  severe  donor  state 
to  this  fund  over  the  years. 

The  timely  commitment  and  receipt  of  federal  transit  funding  is  critical  for  us 
to  stay  on  schedule.  That  schedule  would  permit  us  to  complete  the  final  design  and 
begin  acquisition  of  rail  vehicles  in  1997.  Construction  would  commence  in  1998 
with  testing  and  start  of  service  by  mid  year  1999. 

In  conclusion,  this  is  a  project  that  makes  sense. 

1.  The  system  is  cost  effective  with  a  cost  per  added  rider  of  $5.14  on  the 
dovi/ntown  rail  portion; 

2.  The  local  share  is  in  place.    It  has  been  approved  by  the  voters  and 
committed  by  the  City  Council. 

3.  We  are  committed  to  obligate  and  spend  these  funds  in  a  timely  manner; 
and 

4.  We  have  a  solid  financial  plan  to  maintain  and  operate  the  system  from 
local  funding  sources. 

As  you  can  see,  in  spite  of  the  April  19  bombing,  Oklahoma  City  has  a  bright 
and  exciting  future. 

We  thank  you,  Mr.  Chairman  and  members  of  the  subcommittee,  for  considering 
our  project.  We  believe  the  LINK  is  a  valuable  and  environmentally  sensitive  mobility 
project  that  warrants  the  setting  aside  of  $13  million  over  the  next  two  years. 


PREPARED  STATEMENT  HAROLD  STANSBERRY,  CHAIRMAN,  CENTRAL 
OKLAHOMA  TRANSPORTATION  AND  PARKING  AUTHORITY 

Thank  you.  Mayor  Norick.  Thank  you  Chairman  Hatfield  and  members  of  the 
Subcommittee.  My  name  is  Harold  Stansberry  and  I  serve  as  Chairman  of  the  Central 
Oklahoma  Transportation  and  Parking  Authority  (COTPA).  On  behalf  of  the  COTPA 
Board  of  Trustees,  I  want  to  express  our  support  of  the  total  MAPS  program. 
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The  MAPS  program  is  one  of  the  largest  and  most  comprehensive  public 
development  projects  ever  undertaken  by  a  city  the  size  of  Oklahoma  City.  Under  the 
leadership  of  Mayor  Norick,  the  planners  of  the  MAPS  program  recognized  that 
transportation  would  be  critical  not  only  to  the  success  of  the  MAPS  constructed 
facilities,  but  also  to  the  economic  spinoff  that  will  occur  in  the  private  sector  as  the 
result  of  the  public  investment. 

The  Transportation  Link  was  developed  in  accordance  with  federal  planning 
guidelines  through  a  Major  Investment  Study.  The  study  process  included  numerous 
community  meetings  with  interested  citizens  as  well  as  reviews  by  federal,  state,  and 
local  governmental  agencies.  The  West  segment  will  be  a  rubber-tire  bus  service 
between  Meridian/1-40  hotel/restaurant  area  to  downtown,  with  intermediate  stops 
along  the  way.  We  propose  to  use  some  type  of  "theme"  vehicle,  possibly  a  "trolley 
look"  bus.  We  will  provide  special  shuttle  services  during  major  events  downtown  and 
at  the  state  fairgrounds.  In  addition,  we  will  schedule  service  daily  to  connect  to 
downtown  as  well  as  to  attractions  in  the  northeast  quadrant  of  our  city.  We  have 
programmed  a  portion  of  our  Section  5307  (formerly  Section  9)  formula  funds  for  this 
segment  which  has  a  total  cost  of  $2.3  million. 

The  Downtown  Segment  will  require  approximately  $  1 3  million  in  Section  5309 
funds  (formerly  Section  3).  The  rail  trolley  circulator  will  operate  on  city  streets  in 
mixed  traffic.  The  system  will  be  utilized  not  only  by  visitors  to  the  numerous 
downtown  attractions,  but  also  by  downtown  workers  and  residents  to  link  offices, 
parking,  residences,  and  the  Bricktown  Restaurant/Entertainment  District.  Our  study 
shows  that  such  vintage  rail  systems  in  downtown  areas  promote  private  economic 
development  along  the  route  as  well  as  serve  as  an  attraction  in  and  of  themselves. 
We  plan  to  use  vehicles,  similar  to  those  used  in  Galveston,  Texas  which  would  have 
an  internal  generator  to  provide  electricity  to  the  motors.  The  generators  would  use 
either  compressed  natural  gas  or  diesel  fuel. 

At  COTPA  we  feel  the  proposed  Transportation  Link  will  complement  and 
enhance  ridership  on  our  existing  bus  services.  We  feel  the  system  makes  sense  and 
is  worthy  of  consideration  for  funding  from  the  Mass  Transit  Account.  The  local  share 
for  the  project  has  been  voter  approved  and  is  in  place.  The  system  is  cost  effective 
with  a  cost  per  added  rider  of  $2.44  in  the  West  and  $5.14  in  downtown.  COTPA  is 
committed  to  obligate  and  spend  these  funds  to  construct  the  LINK  in  a  timely 
manner.  Operating  funding  sources  for  the  system  have  been  identified  and  will  be 
provided  at  the  local  level.  Finally,  Oklahoma  is  a  severe  donor  state  as  it  relates  to 
the  fuel  tax  contributions  to  the  Mass  Transit  Account.  If  Oklahoma  had  received  a 
more  equitable  share  from  this  Trust  Fund  over  the  past  few  years,  we  would  not  need 
to  be  seeking  an  earmark  of  funds  at  this  time. 
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In  conclusion,  I  want  to  thank  you,  Mr.  Chairman  and  members  of  the 
Subcommittee,  for  this  opportunity  to  present  this  request.  We  appreciate  the  support 
of  both  Senators  Nickles  and  Inhofe  as  well  as  the  support  of  our  delegation  in  the 
House  of  Representatives  for  an  allocation  of  $13  million  of  Section  5309  funds  over 
a  two  year  period.  Also  we  would  like  to  include  for  the  record  a  letter  of  support 
from  the  Oklahoma  Secretary  of  Transportation. 


LETTER  FROM  NEAL  A.  McCALEB,  SECRETARY  OF  TRANSPORTATION 
STATE  OF  OKLAHOMA 

The  Honorable  Mark  Hatfield  March  27,  1996 

Chairman-Senate  Transportation  Subcommittee 
Senate  Committee  on  Appropriations 
Washington,  DC  20510 

Dear  Chairman  Hatfield: 

On  behalf  of  the  Oklahoma  Department  of  Transportation,  I  urge  you  to  support  the  design  and 
constnjction  of  a  rail  trolley  system  for  downtown  Oklahoma  City  by  approving  the  City's 
appropriations  request  for  funding  in  Fiscal  Years  1997  and  1998.  This  downtown  rail  trolley  system, 
estimated  to  cost  approximately  $13  million,  is  an  important  component  of  an  aggressive  public 
improvement  project  embari<ed  upon  by  the  community  in  1993. 

In  1993,  Oklahoma  City  citizens  approved  the  largest  downtown  revitalization  program  in  its  history  - 
the  $285  million  Metropolitan  Area  Projects  (MAPS)  program.  MAPS  includes  eight  major 
construction  and  renovation  projects  to  enhance  Oklahoma  City.  The  projects  include  a  new 
baseball  stadium;  renovation  of  the  convention  and  civic  centers;  construction  of  a  new  arena; 
expansion  of  fairgrounds  facilities;  the  development  of  a  new  library/learning  center;  and  a  canal 
system  in  downtown  OKC  The  entire  program  will  be  funded  through  a  five-year,  one-cent  city  sales 
tax  approved  by  the  voters. 

This  visionary  program  has  already  attracted  private  sector  investment.  A  quality  transportation 
system,  which  will  link  the  M-APS  facilities  with  existing  parking,  hotels  and  restaurants,  is  vital  to  the 
success  of  this  program  and  to  further  economic  development  efforts.  The  planned  rail  trolley 
system  will  also  extend  to  the  Alfred  P.  Murrah  Federal  Office  Building  site,  where  a  national 
memorial  will  be  constructed. 

MAPS  includes  local  funding  of  $3  million  to  match  federal  transit  funding  for  a  "transportation  link." 
The  City  will  be  utilizing  this  funding  as  well  as  existing  Federal  Transit  Administration  Section  9 
Formula  Funds  to  support  the  existing  public  transportation  system,  and  for  preliminary  engineering 
of  this  new  project. 

The  MAPS  program  is  an  excellent  community  development  project  which  will  move  Oklahoma  City 
fonward  and  continue  the  growth  of  our  Capital  City.  The  transportation  link  is  a  key  to  the  success 
of  this  entire  community-supported  effort.  I  hope  you  will  assist  us  with  the  development  of  our  city 
through  this  appropriations  request. 


c^^a^ 


Neal  A.  McCaleb 
Secretary  of  Transportation 
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PIERCE  TRANSIT 
PREPARED  STATEMENT  OF  DON  S.  MONROE,  EXECUTIVE  DIRECTOR 


Mr.  Chairman  and  members  of  the  subcommittee,  I'm  Don  Monroe,  Executive  Director  of 
Pierce  Transit  in  Tacoma,  Washington.  I  appreciate  the  opportunity  to  submit  for  the 
record  an  update  on  the  progress  of  Pierce  Transit's  Tacoma  Dome  Station  project  and  to 
submit  our  request  for  an  additional  $5  million  in  Section  3  funds  to  proceed  with  the  next 
phase. 

By  way  of  background,  the  Tacoma  Dome  Station  is  a  park-and-ride  facility  designed  to 
support  express  bus  service  between  Seattle  and  Tacoma  on  Interstate  5,  one  of  the  most 
congested  corridors  in  the  country.  When  completed,  the  facility  will  have  2,000  parking 
stalls.  The  station  also  will  serve  as  a  major  intermodal  hub,  with  links  to  potential 
commuter  rail  connections,  airport  shuttle?  and  interstate  bus  service  provided  by  private 
carriers. 

Thanks  to  this  subcommittee's  continuing  support,  and  that  of  Senator  Gorton  and  Senator 
Murray,  the  Tacoma  Dome  Station  is  well  on  its  way  to  completion.  We  are  grateful  for 
the  $3  million  we  received  in  FY95  and  the  $5  million  in  FY96.  Your  funding  support, 
along  with  that  from  the  state  of  Washington,  has  allowed  us  to  acquire  the  property, 
demolish  existing  buildings  and  to  begin  construction  of  Phase  I  within  a  matter  of  months. 

Phase  I  includes  building  a  1,200-stall  park  and  ride  garage,  transit  platform  and  pedestrian 
walkways.  Phase  II  will  add  an  adjacent  five-level  park-and-ride  garage  with  800  spaces. 
Completion  of  Phase  II  is  dependent  on  receiving  $5  million  in  Section  3  funding  for  FY97. 

More  detail  on  the  project  schedule  is  provided  in  your  briefing  package.  You'll  note  that 
as  I  stated  in  previous  appearances  before  this  committee,  ridership  on  the  Seattle  Express 
continues  to  grow  dramatically.  Between  1994  and  1995,  ridership  increased  by  35  percent. 
Currently,  we  average  about  2,500  passengers  every  weekday.  Just  last  month,  we 
experienced  a  peak  day  for  the  service  in  which  we  carried  more  than  2,800  passengers. 
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In  fact,  the  Seattle  Express  is  so  heavily  utilized  that  we  expect  the  1,200  parking  spaces 
available  in  Phase  I  of  the  Tacoma  Dome  Station  to  fill  up  within  a  year  of  opening  the 

facility. 

Anticipating  this  demand  for  more  capacity,  we  are  seeking  $5  million  in  Section  3  funding 
to  proceed  with  Phase  II.  These  funds  will  go  towards  construction  of  the  second  half  of  the 
parking  garage,  bringing  the  total  capacity  to  2,000  parking  stalls.  Our  plan  is  to  complete 
Phase  II  by  1999. 

To  date,  federal,  state  and  local  support  for  the  Tacoma  Dome  Station  has  been 
outstanding.  In  particular.  Section  3  funding  has  served  as  the  catalyst  for  securing  $4.7 
million  in  essential  state  and  local  dollars  between  FY93  and  FY96. 

Private  citizens  as  well  as  legislators  are  strong  supporters  of  the  Tacoma  Dome  Station. 
This  universal  support  reflects  not  only  the  project's  positive  impact  on  the  region's 
transportation  problems,  but  also  its  potential  for  revitalizing  an  older  urban  area. 


The  Tacoma  Dome  Station  has  become  a  model  of  a  successful  national,  state  and  local 
partnership.  I  ask  that  you  help  us  keep  the  momentum  going  with  the  timely  appropriation 
of  the  $5  million  in  Section  3  funds  needed  to  launch  Phase  II. 

Mr.  Chairman,  members  of  the  committee,  thank  you  again  for  your  past  support  and  for 
your  time  and  consideration.  I  look  forward  to  working  with  you  and  your  staff  members 
on  the  next  step  of  this  important  project. 

[From  Seattle  Daily  Journal  of  Commerce,  Feb.  21,  1996] 

Site  Readied  for  Tacoma  Dome  Bus  Station 

Project  designers  are  Arai/Jackson  of  Seattle  and  ABAM 
Engineers  of  Federal  Way.  Hong  West  of  Lynnwood  did 
environmental  testing  of  the  site  and  supervised  toil 
remeadiation. 

In  a  related  project,  Merrltt+Pardini  Architects  of  Ta- 
coma is  working  with  a  group  called  Transit  Square  to  de- 
velop a  multi-million-dollar  retail  complex  near  the  bus 
station.  Several  proposals  are  on  the  boards.  Including 
one  that  links  Freighthouse  Square,  the  new  retail  devel- 
opment and  the  bus  station.  Transit  Square's  project 
could  add  between  20,000  and  80,000  square  feet  of  retail 
space  to  the  area.  MerritltPardini  says  construction  could 
begin  as  early  as  the  spring  of  1997.  It  would  take  20  to  24 
months  to  complete. 


Wilder  Environmental  of  Bellevue  recently  completed  its 
contract  to  grade  and  clean  up  the  soil  at  the  site  of  the  fu- 
ture Tacoma  Dome  Station.  The  SI 5  million  bus  station 
will  be  located  between  G  and  F  streets,  along  Puyallup 
Avenue. 

Attention  is  now  turning  to  selection  of  a  contractor  to 
build  the  1,200-stall.  six-level  parking  garage.  Once  the 
station  design  is  approved,  construction  bids  are  ex- 
pected to  be  called  in  early  May  so  that  the  project  can  be 
finished  by  the  end  of  1997. 

The  garage  will  be  used  primarily  by  commuters  taking 
the  Seattle  Express  bus  between  Tacoma  and  downtown 
Seattle.  Plans  include  Ihe  parking  structure,  a  traditional- 
style  clock  tower,  and  a  variety  of  amenities  and  services 
to  serve  commuters. 
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PORT  AUTHORITY  OF  ALLEGHENY  COUNTY,  PA 

PREPARED  STATEMENT  OF  WILLIAM  W.  MILLAR,  EXECUTIVE 

DIRECTOR 

CHAIRMAN       HATFIELD      AND      MEMBERS       OF       THE 

SUBCOMMITTEE,  I  AM   I'LEASED  TO   SUBMIT  TESTIMONY  ON 

BEHALF  OF  PORT  AUTHORITY  OF  ALLEGHENY  COUNTY,  THE 

PRINCIPAL     PUBLIC     '1-RANSPORTATION     PROVIDER     IN     THE 

PITTSBURGH  URBANIZED  AREA.     KNOWN  LOCALLY  AS  PORT 

AUTHORITY  TRANSIT  (PAT),  THE  AGENCY  PROVIDES  75  MILLION 

PUBLIC    TRANSPORTATION    TRIPS    ANNUALLY    WITHIN    A    730 

SQUARE    MILE    AREA    THROUGH    A    VARIETY    OF    SERVICES 

INCLUDING  BUS,  LIGHT  RAIL  AND  INCLINE,  AND  THE  NATION'S 

LARGEST    SPECIALIZED    PARATRANSIT    SYSTEM    KNOWN    AS 

"ACCESS". 

MY  TESTIMONY  WILL  EMPHASIZE  THE  IMPORTANCE  OF 
THE  FEDERAL  STATE-LOCAL  PARTNERSHIP  WHICH  HAS  BEEN  SO 
SUCCESSFUL  IN  FUNDING  PUBLIC  TRANSPORTATION.  J  WILJ- 
GIVE  PARTICULAR  EMPHASIS  TO  PAT'S  HIGHEST  PRIORITY 
CAPITAL  PROJECT,  THE  AIRPORT  BUSWAY  /  WABASH  HIGH 
OCCUPANCY  VEHICLE  (HOV)  FACILITY.  FUNDING  FROM  THIS 
SUBCOMMITfEH  HAS  ENABLED  THE  AIRPORT  BUSWAY  / 
WABASH  HOV  FACILITY  TO  ADVANCE  OFF  THE  DRAWINCi 
BOARD  AND  INTO  CONSTRUCTION.   GROUND  WAS  BROKEN  FOR 
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THE  PROJECT  IN  OCTOBER,  1994,  AND  THE  FACILITY  IS  NOW 
UNDER  CONSTRUCTION.  I  AM  REQUESTING  AN  FY  1997 
APPROPRIATION  OF  $1 5. 1  MILLION  FOR  THIS  PROJECT. 

THE  AIRl'ORT  BUSWAY  /  WABASH  HOV  FACILITY  BUILDS 
ON  THE  SUCCESS  OF  ALLEGHENY  COUNTY'S  BUSWAY  SYSTEM. 
THE  AIRPORT  BUSWAY  /  WABASH  HOV  FACILITY  WILL  INCLUDE 
A  NEW  BRIDGE  FROM  DOWNTOWN  PITTSBURGH  ACROSS  THE 
MONONGAHELA  RIVER  TO  STATION  SQUARE  WHERE  THE 
BUSWAY  WILL  FOLLOW  ALONGSIDE  AN  ACTIVE  RAILROAD 
RIGHT-OF-WAY  OWNED  BY  CONRAIL,  TURN  AND  CONTINUE 
ONTO  AN  ABANDONED  RAILROAD  RIGHT-OF-WAY  AND 
CONNECT  WITH  INTERSTATE  279,  KNOWN  AS  PARKWAY  WHSl'  IN 
CARNEGIE  BOROUGH.  EIGHT  PASSENGER  STATIONS  AND  EIGHT 
PARK-AND-RIDE  LOTS  WILL  BE  BUILT  AS  PAR'I'  OF  THE  AIRPOR'I' 
BUSWAY  /  WABASH  HOV  FACILITY. 

THIS  INTERMODAL  PROJECT  INCLUDES  A  HIGH- 
OCCUPANCY  VEHICLE  (HOV)  FACILITY  FROM  RT.  51  TO 
DOWNTOWN  PITTSBURGH  USING  THE  EXISTING  BUT  UNUSED 
WABASH  TUNNEL.  THIS  HOV  TUNNEL  WOULD  SHARE  A 
COMMON  BRIDGE  INTO  DOWNTOWN  PI'lTSBURGH  WITH  THE 
AIRPORT  BUSWAY.  THE  WABASH  TUNNEL,  WHICH  IS  OWNED  BY 
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PAT,  WILL  BE  MODIFIED  AND  INTEGRATED  INTO  THE  8.1  MILK 
PROJECT. 

THE  22,000  DAILY  BUS  PASSENGERS  CURRENTLY 
TRAVELING  THROUGH  THE  CORRIDOR  IN  PUBLIC  OR  PRIVATE 
BUSES  WOULD  GAIN  THE  IMMEDIATE  BENEFITS  OF 
CONGESTION-FREE  SERVICE  WHICH  THE  PROJECT  WILL  OFFER. 
STUDIES  HAVE  SHOWN  AN  EXTREMELY  FAVORABLE  COST- 
EFFECTIVENESS  RATING  OF  ABOUT  $5  PER  NEW  RIDER,  MAKING 
IT  ONE  OF  THE  MOST  COST-EFFECTIVE  PROJECTS  IN  THE  NATION 
ACCORDING  TO  FTA'S  RANKING  SYSTEM.  EACH  NEW  RIDER 
MEANS  LESS  CONGESTION  AND  FEWER  POLLUTION-EMITTING 
AUTOMOBILES  ON  J  HE  ROAD. 

THROUGH  DIRECT  ACTIONS  OF  THIS  SUBCOMMITTEE  $98 
MILLION  IN  NEW  START  FUNDING  AND  $19  MILLION  IN  SECTION 
3  BUS  /  BUS  FACILITIES  FUNDING  AND  $15.8  MILLION  OF 
INTERMODAL  FUNDING  PURSUANT  TO  SECTION  1069  OF  THE 
INTERMODAL  SURFACE  TRANSPORl'ATlON  EFFICIENCY  ACT  OF 
1991  (ISTEA)  HAS  BEEN  EARMARKED  FOR  THE  AIRPORT  BUS  WAY 
/  WABASH  HOV  FACILITY.  IN  ADDITION,  $76.5  MILLION  IN  ISTEA 
FLEXIBLE  FUNDS  HAVE  BEEN  OBLIGATED,  AND  $9.6  MILLION  IN 
CONTRACT  AUTHORITY   HAS  BEEN  MADE  AVAILABLE  UNDER 
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SECTION  1108  OF  ISTEA.    IN  ADDITION,  PHNNSYI.VANIA  STATE 
ACT  223  OF  1990  AUIHORIZES  $70  MILLION  FOR  THE  PROJECT. 

ON  FEBRUARY  28,  1996  1  APPEARED  BEFORE  THE  HOUSE 
TRANSPORTATION  APPROPRIATIONS  SUBCOMMITTEE  TO 
REQUEST  $22.5  MILLION  IN  FTA  NEW  START  FUNDS  IN  FY  1997 
FOR  THE  AIRPORT  BUSWAY  /  WABASH  HOV  FACILITY,  ALONG 
WITH  AN  ADDED  APPROPRIATION  OF  $15  MILLION  FROM  FUNDS 
AUTHORIZED  FOR  THE  PROJECT  UNDER  SECTION  1 069  OF  ISTEA. 

ON  MARCH  21,  1996  FTA  ADMINISTRATOR  GORDON  LINTON 
VISITED  Pl'ITSBURGH  TO  AWARD  A  GRANT  FOR  THE  PROJECT. 
THE  GRANT  INCLUDES  FUNDS  EARMARKED  TO  THE  PROJECl'  IN 
PRIOR  APPROPRIATIONS  LEGISLATION,  AN  AWARD  OF  ISTEA 
SECTION  1108  FIWDS  ISOMEWHAT  REDUCED  PURSUANT  TO 
ISTEA  SECTION  1003(C)],  AND  $22.7  MILLION  IN  NEW  START 
FUNDS  WHICH  F  TA  REPROGRAMMED  TO  THE  AIRPORT  BUSWAY 
PROJECT.  WHILE  THESE  REPROGRAMMED  FUNDS  COVER  11  IF.  FY 
1997  NEW  START  EARMARK  PAT  HAD  REQUESTED,  AN  AMOUNT 
OF  $15.1  MILLION  (ADJUSTED  UPWARD  BY  $11 2,000  TO  ACCOUNT 
FOR  THE  3/4  PERCENT  PROJECT  MANAGEMEN'I'  OVERSIGHT  SET 
ASIDE)  IS  STILL  NEEDED  TO  GET  THE  PROJECT  lO   TUB  $326.8 
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MILLION  BASIC  nilDGET  IDENTIFIED  IN    THR  FULL  FUNDING 
GRANT  AGREEMENT. 

IN  REGARD  TO  THIS  $15.1  MILLION  APPROPRIATIONS 
REQUEST,  PORT  AUTHORITY'S  FEBRUARY  28  TESTIMONY 
BEFORE  THE  HOUSE  TRANSPORTATION  APPROPRIATIONS 
SUBCOMMI'lTEE  IDENTIFIED  ISTEA  SECTION  1069  AS  A  SOURCE 
SINCE  SUCH  FUNDS  WERE  SPECIFICALLY  AUTHORIZED  TO  BE 
APPROPRIATED  FOR  THIS  PROJECT  IN  KSTEA.  IN  PRIOR 
APPROPRIATIONS  LEGISLATION.  HOWEVER,  DECISIONS  WERE 
MADE  BY  THE  CONGRESS  WHICH  AT  'IIMES  FOUND  IT  MORE 
SUITABLE  TO  DIRECT  DISCRETIONARY  BUS  FUNDS  FOR  THE 
PROJECT  RATHER  IHAN  SECTION  1069  FUNDS.  ANOTHER  OPTION 
WOULD  BE  TO  EARMARK  AN  ADDITIONAL  $15.1  MILLION  OF 
NEW  START  FUNDS  TO  THE  PROJECT  IN  FY  1 997. 

WHATEVER  OPTION  IS  MOST  ACCEPTABLE,  PORT 
AUTHORITY'S  OBJECTIVE  FOR  FY  1997  IS  TO  OBTAIN  THE  $15.1 
MILLION  APPROPRIATION  NECESSARY  TO  GET  THE  PROJECT  TO 
ITS  $326.8  MILLION  BASIC  BUDGET.  IN  THE  FUTURE  IT  WILL  BE 
NECESSARY  TO  WORK  WITH  THE  SUBCOMMITTEE  FOR  AN 
ADDITIONAL  APPROPRIATION  FOR  ALLOWABLE  COST 
ESCALATION  AS  ENVISIONED  IN  THE  FULL  FUNDING   GRANT 
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AGREEMENT  AND  FOR  COSTS  NOT  ENVISIONED  WHEN  THE 
PR0.1ECT  WAS  INITIATED.  THIS  INCLUDHS  EXTENSIVE  WORK 
BEING  REQUIRED  BY  CONRAIL  WHICH  HAS  ADDED 
CONSIDERABLE  COST  TO  THE  PROJECT.  WE  WILL  PROVIDE 
ADDITIONAL  INFORMATION  TO  THE  SUBCOMMiriHE  AT  A 
LATER  DATE. 

I  WOULD  NOW  LIKR  TO  STRESS  THE  1MP0RTANC:E  OF  FY 
1997       FUNDING       LEVELS       OVERALL.  TRADITIONALLY, 

TRANSPORTATION  HAS  BEEN  A  BIPARTISAN  PROGRAM  WHERE 
BOTH  POLITICAL  PARIJES  HAVE  SHARED  A  BELIEF  IN  TUB 
NATIONAL  IMPORTANCB  OF  INFRAS'I'RUCTURE  INVESTMENT. 
THE  BIPARTISAN  WORK  OF  TlUS  SUBCOMMITTEE  HAS  ENABLED 
UNDERCAPlTALlZXiD  AND  PHYSICALLY  DETEI^IORATED  PUBLIC 
TRANSPORTATION  SYSTEMS  IN  OUR  GREAT  CITIES,  SUBURBAN 
COMMUNITIES,  AND  RURAL  AREAS  TO  TURN  THEMSELVES 
AROUND.  FURTI  UlR,  THIS  SUBCOMMITTEE  HAS  HELPED  CREA'l  E 
AN  INTERSTATE  HIGHWAY  SYSTEM  AND  AIRPORT  NETWORK 
T1L\T  IS  THE  ENVY  OF  THE  WORLD.  NOW,  IT  IS  IMPERATIVE 
THAT  ALL  LEVELS  OF  GOVERNMENT  CON'JINUE  TO  INVEST  IN 
OUR  OMFRASTRUCTURE. 


264 

INDEED  THE  NATIONAL  INTEREST  AS  WELL  AS  STATE  AND 
LOCAL  INTERESTS  ARE  SERVED  THROUGH  A  STRONG 
INTERGOVERNMENTAL  PARTNERSHIP  IN  FUNDING  I'RANSIT. 
AUTOMOBILE  CONGESTION  CONTINUES  '10  CAUSE  LOST 
PRODUCTIVriY,  ECONOMIC  STAGNATION,  AND  DECLINING 
MOBILITY  FOR  ALL  AMERICANS. 

IN  REGARD  TO  CUTS  IN  FORMULA  CAPITAL  AND 
OPERATING  ASSISTANCE  FUNDS  IN  LAST  YEAR'S 
APPROPRIATIONS  LEGISLATION,  THESE  CUTS  WILL  HAVE  BOTH 
A  LONG  TERM  AND  SHORT  TERM  EFFECT  ON  PUBLIC 
TRANSPORTATION  AND  THE  PEOPLE  AND  COMMUNITIES  IT 
SERVES.  REDUCTIONS  IN  CAPITAL  FUNDING  AFFECT  PAT'S 
ABILITY  TO  REPLACE  AGING  EQUIPMENT  AND  FACILITIES  ON  AN 
ORDERLY  SCHEDULE.  PAT'S  LOSS  OF  OVER  $3.8  MILLION  IN 
FEDERAL  OPERATING  ASSISTANCE  IN  FY  1996  REPRESENTED  A 
CUT  OF  50  PERCENT.  THIS  RESULTED  IN  THE  ELIMINATION  OF  59 
JOBS  AND  THE  CANCELLATION  OF  CERTAIN  OPERATING 
INITIATIVES.  FURTHER  CUTS  IN  FY  1997  WOULD  COMPLICATE 
AN  ALREADY  UNSTABLE  FY  1997  BUDGET  PICTURE  AT  PAT. 

I  COMMEND  THE  SUBCOMMITTEE  FOR  INCLUDING  IN  THE 
FY  1996  TRANSPORTATION  APPROPRIATIONS  BILL  A  PROVISION 
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WHICH  ALLOWED  FTA  TO  IMPLEMENT  NEW  GUIDELINES  FOR 
VEHICLE  OVERIL^UL  PROJECTS.  THIS  WILL  ENCOURAGE 
MAINTENANCE  AND  PRESERVATION  OF  ROLLING  STOCK  WHILE 
ALSO  MFLPING  MITIGATE  THE  IMPACT  OF  CUTS  IN  FEDERAL 
OPERATING  ASSISTANCE.  THIS  OFFERS  A  STRATEGIC  DIRECTION 
TO  BUILD  ON  FOR  THE  FUTURE  OF  THE  FEDERAL  TRANSIT 
ASSISTANCE  PROGRAM.  HOWEVER,  TO  TAKE  FULL  ADVAN  TAGE 
OF  THIS  OPPORTUNITY  FUNDS  FOR  THE  URBAN  CAPITAL  GRANT 
PROGRAM  (FORiMERLY  SECTION  9)  MUST  BE  INCREASED. 

FINALLY,  ISTEA  DIRECTS  THAT  3  PERCENT  OF  TliE 
OVERALL  TRANSIT  PROGRAM  GO  TO  PLANNING  AND  RESEARCH. 
RESEARCH  FUNDING  ENABLES  TRANSIT  PROVIDERS  TO 
DEVELOP  MORE  EFFICIENT  METHODS,  AND  ASSISTS  THE 
DOMESTIC  SUPPLY  INDUSTRY  IN  DEVELOPING  BETTER  AND 
CLEANER  PRODUCTS.  INVESTING  RESOURCES  INTO  RESEARCH 
AND  DEVELOPMENT  IS  CRITICAL  TO  OUR  GLOBAL 
COMPETITIVENESS  AND  T  URGE  THE  SUBCOMMITTEE  TO 
PROVIDE  FULL  FUNDING  TO  THE  TRANSIT  RESEARCH  PROGRAM. 

I  AM  MOST  GRATEFUL  FOR  THE  OPPORTUNITY  TO  TESTIFY. 
I  WILL  CONCLUDE  MY  STATEMENT  IN  REFOCUSING  ON  PAT'S 
HIGHEST  PRIORIl  Y  CAPITAL  PROJECT,  THE  AIR1»0RT  BUS  WAY  / 
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WABASH  HOV  FACILITY.  THIS  PROJECT,  WHICH  RANKS  HIGH  ON 
THE  BASIS  OF  COST  EFFECTIVENESS,  IS  EVEN  MORE  CRITICAL  TO 
THE  REGION  WUHN  COUPLED  WITH  THE  NHbD  TO  SERVE 
ALLEGHENY  COUNTY'S  CONGESTED  AIRI'ORT  CORRIDOR  AND 
TO  PROVIDE  ACCESS  TO  ITS  JOB  SITES.  FURTHER,  ITS  POSTURE 
AS  A  PRINCIPAL  TRAFFIC  MITIGATION  STRATEGY  DURING  THE 
IMPENDING  RECONSTRUCTION  OF  THE  FORT  PITT  BRIDGE  (1-279) 
ADDS  FURTHER  TO  ITS  PRIORITY  STA'IUS. 

1     WOULD    BE    HAPPY    TO    SUBMIT    ANY    ADDITIONAL 
INFORMATION  AS  WOULD  BE  USEFUL  TO  THE  SUBCOMMITTEE. 


REGIONAL  TRANSIT  AUTHORITY,  NEW  ORLEANS,  LA 

PREPARED  STATEMENT  OF  ROBERT  H.  TUCKER,  CHAIRMAN,  BOARD  OF 

COMMISSIONERS 

MY  NAME  IS  ROBERT  TUCKER  AND  I  AM  THE  CHAIRMAN  OF  THE  BOARD  OF 
COMMISSIONERS  FOR  THE  REGIONAL  TRANSIT  AUTHORITY  OF  NEW  ORLEANS  AND 
JEFFERSON     PARISH.  I     APPRECIATE    THE    OPPORTUNITY     TO     PRESENT    A 

STATEMENT  TO  THE  SENATE  SUBCOMMITTEE  ON  TRANSPORTATION 
APPROPRIATIONS  FOR  FY  1997  FUNDING.  I  AM  RENEWING  OUR  REQUEST  FOR 
FUNDING  OF  FIVE  MAJOR  TRANSIT  PROJECTS  OF  THE  REGIONAL  TRANSIT 
AUTHORITY . 

FIRST,  I  WISH  TO  EXPRESS  OUR  SINCEREST  APPRECIATION  TO  YOU  AND 
THE  MEMBERS  OF  THE  SUBCOMMITTEE  FOR  THE  CONSIDERATION  GIVEN  OUR 
REQUESTS  LAST  YEAR.  UPON  ENACTMENT,  THE  FY  96  TRANSPORTATION 
APPROPRIATIONS  BILL  INCLUDED  $6  MILLION  FOR  BUSES,  $5  MILLION  FOR 
THE  CANAL  STREET  CORRIDOR  PROJECT  AND  $3  MILLION  FOR  THE  CENTRAL 
MAINTENANCE  FACILITY.  WE  ARE  VERY  GRATEFUL  FOR  THE  SUBCOMMITTEE'S 
ROLE   IN   OBTAINING   THAT   CRITICAL   FUNDING. 

FOR  FISCAL  YEAR  1997,  THE  REGIONAL  TRANSIT  AUTHORITY  IS 
REQUESTING    FEDERAL   FUNDING   FOR  THE   FOLLOWING   PROJECTS: 

-      $21,000,000    FOR    105    FORTY-FOOT   REPLACEMENT  VEHICLES 
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-  $54,757,440  FOR  THE  RETURN  OF  STREETCARS  TO  CANAL  STREET 

-  $9,000,000  FOR  THE  RELOCATION  OF  THE  RTA'S  CENTRAL 
MAINTENANCE  FACILITY 

-  $39,861,440  FOR  THE  RETURN  OF  THE  DESIRE  STREETCAR  LINE 

-  $38  MILLION  FOR  THE  RENOVATION  OF  THE  NEW  ORLEANS  UNION 

PASSENGER  TERMINAL 

THE  BUS  REPLACEMENT  REQUEST  CONTINUES  AS  THE  HIGHEST  PRIORITY 
FOR  THE  REGIONAL  TRANSIT  AUTHORITY'S  DAILY  SERVICE.  THIS  YEAR'S 
REQUEST  IS  PART  OF  THE  STATEWIDE  REQUEST  FOR  FTA  BUS  PROGRAM 
FUNDING.  THAT  EFFORT,  IS  LEAD  BY  RTA  STAFF  AND  IS  COORDINATED 
THROUGH  THE  LOUISIANA  PUBLIC  TRANSIT  ASSOCIATION.  WE  HOPE  OUR 
COOPERATIVE  ATTEMPT  WILL  YIELD  ADDITIONAL  SUPPORT  TO  BENEFIT  THE 
STATE'S  OTHER  SYSTEMS  AS  WELL  AS  THE  RTA. 

THE  RTA'S  486  VEHICLE  BUS  FLEET  TRULY  REPRESENTS  THE  LIFELINE 
OF  THE  NEW  ORLEANS  TRANSIT  SYSTEM.  CURRENTLY,  THAT  SYSTEM 
CONTINUES  TO  SUFFER  VEHICLE  BREAKDOWNS  WHICH  ADVERSELY  AFFECTS  OUR 
SERVICE  AND  OUR  RIDERSHIP.  THE  RTA  PROVIDES  OVER  200,000  TRIPS  PER 
DAY  TO  A  POPULATION  WHO  IS  2  0%  TRANSIT  DEPENDENT.  OBVIOUSLY,  THE 
REPLACEMENT  VEHICLES  WILL  HELP  US  REDUCE  EVER  INCREASING  OPERATING 
EXPENSES  INCURRED  BY  FREQUENT  ROAD  SERVICE  CALLS.  THE  INCREASED 
DEPENDABILITY  OF  THE  SYSTEM  WILL  ENHANCE  THE  IMAGE  OF  RTA  PUBLIC 
TRANSPORTATION,  AND  THUS,  INCREASE  RIDERSHIP. 

THIS  REQUEST  FOR  $21,000,000  OF  FEDERAL  TRANSIT  ADMINISTRATION 
SECTION  3  BUS  PROGRAM  FUNDS  WILL  ALLOW  THE  RTA  TO  REPLACE  105 
FORTY- FOOT  TRANSIT  BUSES  THAT  ARE  AN  AVERAGE  OF  FOURTEEN  YEARS  OLD, 
THESE  VEHICLES,  REPRESENTING  NEARLY  22%  OF  THE  RTA  BUS  FLEET,  WILL 
REPLACE  105  OF  THE  ONCE-DEPENDABLE,  BUT  NOW  VERY  WORN,  GENERAL 
MOTORS  RTS  lis  IN  USE.  THEY  ARE  EXPERIENCING  A  WIDE  VARIETY  OF 
REOCCURRING  MECHANICAL  PROBLEMS,  INCLUDING: 

1)  FAILING  DOOR  MECHANISMS; 

2)  FREQUENT  ENGINE  CRADLE  FATIGUE  AND  CRACKING; 

3)  EXTENSIVE  FLOOR  DETERIORATION; 

4)  ENGINES  AND  TRANSMISSIONS  FAILING  TO  MEET  OVERHAUL 
TOLERANCES  DUE  TO  NUMEROUS  OVERHAULS; 
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5)  SHORT  BRAKE  LIFE;  AND 

6)  ENGINES  WITH  LOW  FUEL  MILEAGE  AND  HIGH  EMISSIONS. 

LAST  YEAR'S  REQUEST  OF  $22  MILLION  WAS  TO  REPLACE  119  VEHICLES 
THAT  EXCEEDED  THE  TWELVE-YEAR  STANDARD.  SINCE  THAT  TIME,  THE  RTA 
HAS  HAD  TO  REPLACE  ANOTHER  SET  OF  VEHICLES  WITHIN  THE  FLEET  THAT 
NOW  EXCEED  THE  USEFUL  LIFE  STANDARD.  THE  RTA  RECEIVED  7  3 
REPLACEMENT  VEHICLES  IN  JANUARY  OF  1995  AND  IS  AWAITING  DELIVERY 
THIS  FALL  OF  ANOTHER  75  VEHICLES  WITH  THE  FUNDS  APPROPRIATED  OVER 
THE  PAST  TWO  YEARS  AND  ADDITIONAL  AVAILABLE  SECTION  9  FUNDS. 

OUR  SECOND  REQUEST  IS  FOR  THE  CANAL  STREET  CORRIDOR  PROJECT 
WHICH  WILL  RESTORE  LIGHT  RAIL  TRANSIT  SERVICE  TO  THE  CITY'S  MOST 
IMPORTANT  TRANSIT  ROUTE.  FOR  FY  1997  THE  REGIONAL  TRANSIT 
AUTHORITY  IS  REQUESTING  $54,757,440  OF  FTA  SECTION  3  NEW  START 
FUNDING  TO  CONSTRUCT  THE  PROJECT.  THE  PROJECT  COMPLETED  THE  MAJOR 
INVESTMENT  ANALYSIS  PHASE  IN  THE  FALL  OF  1995  AND  HAS  BEGUN  THE 
PRELIMINARY  ENGINEERING/ ENVIRONMENTAL  IMPACT  PHASE. 

THE  CANAL  STREET  CORRIDOR  CONNECTS  WITH  70%  OF  THE  REGIONAL 
TRANSIT  AUTHORITY'S  62  TRANSIT  LINES,  AS  WELL  AS  SEVEN  SUBURBAN 
ROUTES.  IN  THE  NEAR  FUTURE,  THE  ROUTE  WILL  CONNECT  WITH  AMTRAK  AND 
THE  LOCAL  GREYHOUND  BUS  TERMINAL  AT  THE  NEW  ORLEANS  UNION  PASSENGER 
TERMINAL.  THE  LIGHT  RAIL  TRACK  ITSELF  WOULD  BE  PLACED  PRIMARILY  IN 
EXISTING  MEDIANS  WHICH  WILL  ALLOW  US  TO  REMOVE  BUSES  FROM  THE 
CURRENTLY  CONGESTED  TRAFFIC  STREAM.  THE  PRELIMINARY  ANALYSIS  IS 
PREDICTING  RIDERSHIP  GROWTH  OF  190%  FOR  THE  LIGHT  RAIL  LINE  WITHIN 
THAT  CORRIDOR. 

IN  A  MAJOR  EFFORT  TO  REDUCE  THE  OVERALL  COST  AND  SCOPE  OF  THE 
PROJECT,  THE  RTA  WILL  IMPLEMENT  TWO  STRATEGIES,  BOTH  DURING 
CONSTRUCTION  AND  OPERATION.  FIRST,  RTA  WILL  REGAUGE  THE  PRESENT 
RIVERFRONT  LINE,  BEGINNING  IN  APRIL,  AND  REGAUGE  THE  PROPOSED  CANAL 
STREET  LINE  TO  USE  AN  EXISTING  HEAVY  MAINTENANCE  FACILITY.  THUS, 
RTA  WILL  NEGATE  THE  COST  OF  DUPLICATING  A  SIMILAR  FACILITY. 
SECOND,  RTA  WILL  USE  AVAILABLE  VINTAGE  STREETCAR  AND  RAIL 
COMPONENTS  TO  REPLICATE  AND  BUILD  THE  CANAL  STREETCARS  IN  NEW 
ORLEANS.    RECENTLY,   THE  RTA'S  CARROLLTON  STREETCAR  SHOP  HAS 
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SUCCESSFULLY  OVERHAULED  THE  ENTIRE  HISTORIC  ST.  CHARLES  STREETCAR 
FLEET  AND  HAS  BEGUN  THE  RECONSTRUCTION  OF  THE  RIVERFRONT  FLEET. 
THIS  FACILITY  WILL  BE  UNIQUELY  SUITED  TO  CONSTRUCT  THE  CANAL  STREET 
STREETCARS  COMPETENTLY  AND  ECONOMICALLY.  PLANNING  EXPERTS  PROJECT 
SAVINGS  AS  HIGH  AS  $1  MILLION  PER  iSTREETCAR  FOR  THE  39  VEHICLES 
REQUIRED,  FURTHERMORE,  IF  RTA  EMPLOYEES  BUILD  THE  NEW  STREETCARS, 
THE  QUALITY  OF  THE  STREETCARS  WILL  BE  INSURED  BY  DRAWING  FROM  THEIR 
EXPERTISE  AND  EXISTING  EQUIPMENT  TO  BUILD  AND  MAINTAIN  THE  NEW 
FLEET.  THE  RTA  PLANS  TO  BEGIN  THE  CONSTRUCTION  OF  THE  CANAL 
STREETCARS  IN  MID  1997  IN  ORDER  TO  MEET  THE  PROJECTED  OPENING  OF 
THE  CANAL  STREETCAR  LINE  BY  1999  OR  2000. 

THE  TOTAL  VALUE  OF  THE  CANAL  STREET  CORRIDOR  PROJECT, 
INCLUDING  A  CENTRAL  BUSINESS  DISTRICT  LOOP,  IS  NOW  EXPECTED  TO  BE 
OVER  $13  0  MILLION  DOLLARS.  RTA  IS  CURRENTLY  PROJECTING  PUBLIC  IN- 
KIND  CONTRIBUTIONS,  MOSTLY  IN  THE  FORM  OF  RIGHT-OF-WAY  LAND  VALUE, 
AT  APPROXIMATELY  $14  MILLION.  PRIVATE  SECTOR  INVOLVEMENT  AND 
INVESTMENT  WILL  BE  AGGRESSIVELY  SOUGHT  AS  THE  PROJECT  PROGRESSES. 

THE  NEXT  REQUEST,  WHICH  IS  THE  RTA'S  SECOND  HIGHEST  PRIORITY 
UNDER  THE  FTA  SECTION  3  BUS  PROGRAM,  IS  FOR  A  CRITICAL  CENTRAL 
MAINTENANCE  FACILITY  (CMF) .  THIS  REQUEST  IS  ALSO  A  COMPONENT  OF 
THE  COOPERATIVE  STATEWIDE  REQUEST.  THE  CURRENT  FACILITY  WAS 
SCHEDULED  FOR  DEMOLITION  LAST  FALL,  BUT  WAS  POSTPONED  UNTIL  THE 
CONSTRUCTION  OF  A  NEW  CMF  WAS  ASSURED.  AN  ADDITIONAL  $9,000,000  OF 
SECTION  3  BUS  PROGRAM  FUNDS  ARE  REQUESTED  TO  CONTINUE  THE  PROCESS 
OF  RELOCATING  AND  REBUILDING  THE  RTA'S  ONLY  HEAVY  BUS  MAINTENANCE 
FACILITY.  THE  CURRENT  FACILITY,  WHICH  UNDERTAKES  SUCH  EXTENSIVE 
REPAIRS  AS  ENGINE  AND  TRANSMISSION  CHANGE  OUT  AND  MAJOR  COMPONENT 
AND  BODY  REBUILDS,  HAS  BEEN  DEEMED  INADEQUATE  AND  OBSOLETE  FOR  THE 
SYSTEM'S  MAINTENANCE  NEEDS.  THE  CURRENT  SITE  IS  NOT  CONDUCIVE  TO 
AN  EFFICIENT  LONG-TERM  APPROACH  TO  MAINTAINING  AN  ACTIVE  AND  AGING 
BUS  FLEET.  IMPORTANTLY,  THE  CONSTRUCTION  OF  THE  NEW  FACILITY  WILL 
ALLOW  US  TO  CONSOLIDATE  AND  CLOSE  AT  LEAST  ONE  OTHER  COSTLY 
FACILITY,  THUS,  ALLOWING  THE  RTA  TO  REDUCE  FURTHER  OPERATING 
EXPENSES. 
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THE  RTA  WISHES  TO  RENEW  ITS  REQUEST  FOR  $39,861,440  OF  FTA 
SECTION  3  NEW  START  FUNDING  TO  RECONSTRUCT  THE  4  MILE  ROUTE  OF  THE 
FABLED  STREETCAR  NAMED  DESIRE  THROUGH  SOME  OF  NEW  ORLEANS  OLDEST 
AND  HISTORIC  NEIGHBORHOODS.  THE  PROPOSED  LINE  WILL  ALLOW  THE  RTA 
TO  CONSOLIDATE  A  NUMBER  OF  BUS  ROUTES  AWAY  FROM  THE  STRUCTURALLY 
AND  HISTORICALLY  SENSITIVE  FRENCH  QUARTER.  THE  LINE  IS  EXPECTED  TO 
IMPROVE  THE  OVERALL  EFFICIENCY  OF  THE  SYSTEM  BY  ALLOWING  HIGHER 
OPERATING  SPEEDS  AND  SHORTER  TRAVEL  TIME  FOR  BUSES  NOW  FORCED  TO 
USE  FRENCH  QUARTER  STREETS.  THE  DESIRE  STREETCAR  LINE  WILL  PROVIDE 
SERVICE  TO  THE  FRENCH  QUARTER,  FAUBOURG  MARIGNY  AND  BYWATER 
NEIGHBORHOODS  WHICH  ARE  OTHERWISE  INACCESSIBLE  TO  REGULAR  TRANSIT 
SERVICE.  IN  ADDITION,  THE  LINE  WILL  SERVE  TWO  MAJOR  DEFENSE 
FACILITIES:  THE  U.S.  COAST  GUARD  SUPPORT  CENTER  AND  THE  F.  EDWARD 
HEBERT  DEFENSE  COMPLEX.  THE  RTA  WILL  REQUIRE  APPROXIMATELY 
$700,000  -  $800,000  OF  FUNDING  FOR  THE  PRELIMINARY  FEASIBILITY 
STUDY  IN  FY  97  TO  MOVE  THE  PROJECT  FORWARD. 

OUR  LAST  REQUEST  IS  FOR  $38  MILLION  IN  ADDITIONAL  FTA  SECTION 
3  BUS  PROGRAM  FUNDING  TO  RENOVATE  AND  REDEVELOP  THE  NEW  ORLEANS 
UNION  PASSENGER  TERMINAL.  $2  MILLION  WAS  PROVIDED  IN  THE  FY  95 
TRANSPORTATION  APPROPRIATIONS  BILL.  THE  PROJECT  IS  PRESENTLY 
UNDERGOING  PRELIMINARY  ENGINEERING  AND  ENVIRONMENTAL  IMPACT 
ANALYSIS.  IT  IS  EXPECTED  TO  BEGIN  THE  FINAL  DESIGN  PHASE  LATER 
THIS  SUMMER. 

CURRENTLY  SERVED  BY  AMTRAK  AND  GREYHOUND,  THE  TERMINAL  NEEDS 
A  MAJOR  OVERHAUL  TO  MEET  ITS  FUTURE  MULTI-MODAL  MISSION  FOR  THE  NEW 
ORLEANS  REGION.  THE  REDESIGN  OF  THE  NEW  CENTER  WILL  EVENTUALLY 
ACCEPT  THE  AFOREMENTIONED  CANAL  STREET  LIGHT  RAIL  LINE,  PROJECTED 
COMMUTER  RAIL  SERVICES,  INTER-CITY  BUS,  PARK-N-RIDE,  INTERSTATE 
HIGHWAY  ACCESS,  AND  HELIPORT/VERTIPORT  FACILITIES.  THE  PROPERTY 
OWNED  BY  UPT  IS  WITHIN  THE  FOOTPRINT  OF  A  PLANNED  $84  MILLION 
MULTI-PURPOSE  ARENA.  THUS,  THE  DESIGN  OF  THE  TERMINAL  WILL 
COORDINATE  WITH  THE  NEEDS  OF  THE  ARENA.  THE  SCOPE  OF  THE 
RENOVATION  INCLUDES  ADA  COMPLIANCE  MEASURES,  TERMINAL  BUILDING 
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RESTORATION,  REALIGNMENT  OF  TRACKS  AND  STREETS,  AND  MIXED  USE  AND 
MULTI-MODAL  DEVELOPMENT, 

FINALLY,  I  WOULD  LIKE  TO  TAKE  A  MOMENT  TO  ASK  THAT  OPERATING 
ASSISTANCE  BE  MAINTAINED  AT  LEAST  AT  PRESENT  LEVELS  FOR  FY  1997. 
EVEN  THOUGH  FEDERAL  OPERATING  ASSISTANCE  HAS  NOW  BEEN  REDUCED  TO 
NEARLY  2%  OF  THE  TOTAL  REGIONAL  TRANSIT  AUTHORITY  OPERATING  BUDGET, 
IT  REPRESENTS  FUNDING  THAT  THE  RTA  CAN  NOT  MAKE  UP  WITHOUT  SERVICE 
REDUCTIONS.  AS  THE  RESULT  OF  THIS  YEAR'S  47%  REDUCTION  OF  FEDERAL 
OPERATING  ASSISTANCE  AND  INCREASES  IN  OTHER  LINE  ITEMS  WITHIN  THE 
ITS  BUDGET,  THE  RTA  WAS  FORCED  TO  REDUCE  SERVICE  AND  DISCHARGE  A 
NUMBER  OF  EMPLOYEES.  IN  THE  PAST  SIX  YEARS,  THE  RTA  HAS 
IMPLEMENTED  TWO  MAJOR  FARE  INCREASES,  LAID  OFF  STAFF,  AND  REDUCED 
THE  NUMBER  OF  TRANSIT  LINES  TO  KEEP  UP  WITH  INCREASING  OPERATING 
COSTS  AND  MANDATES.  FEDERAL  OPERATING  SUPPORT  IS  ESSENTIAL  FOR  THE 
REGIONAL  TRANSIT  AUTHORITY  TO  MAINTAIN  THE  VAST  CAPITAL  INVESTMENT 
THAT  THE  FEDERAL  GOVERNMENT  HAS  IN  ITS  SYSTEM.  WE  URGE  THAT  IT  BE 
CONTINUED  AND  RESTORED  AS  FUNDING  ALLOWS. 

THANK  YOU  FOR  YOUR  TIME  AND  CONSIDERATION  WITH  THESE  REQUESTS. 

For  your  reference,  attached  you  will  find  additional  information 
on  the  Regional  Transit  Authority  and  its  requests. 

Administration  of  Services 

RTA  History 

The  Regional  Transit  Authority  is  a  political  subdivision  created  by  the  Louisiana 
State  Legislature  in  1979.   After  taking  over  the  operation  of  bus  and  streetcar  service 
in  1983,  the  RTA  expanded  service  to  the  city  of  Kenner  in  1985.  The  service 
presently  consists  of  62  bus  lines,  the  St.  Charles  Streetcar  line,  and  the  Riverfront 
Streetcar  line. 

Purpose 

The  main  purposes  of  the  RTA  are  to  develop  a  regional  transit  plan,  maintain  a 
permanent  fimding  source  for  transit  in  the  metropolitan  New  Orleans  area  and  be 
responsible  for  the  operation  of  the  regional  transit  system.  The  primary  goal  of  the 
RTA  is  to  provide  comprehensive,  efficient  regional  transit  service,  designed  to  meet 
the  needs  of  the  communities  it  serves. 

Board  of  Commissioners 

The  Regional  Transit  Authority  is  governed  by  a  board  of  commissioners  appointed 
by  the  member  parishes  of  Orleans  and  Jefferson.  Of  the  eight- member  board,  five  are 
fi^om  Orleans  Parish  and  three  are  from  Jefferson  Parish.  The  board  of  commissioners 
establishes  the  policies  and  procedures  for  the  RTA.  Meetings  are  held  on  the  second 
Tuesday  of  each  month.  Members  of  the  RTA  Board  of  Commissioners  are: 
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1996  RTA  Board  of  Commusioners 

Chainnan  Robert  R  Tucker,  Jr.,  Orleans  Parish 

Daniel  Alfoitish,  Jefferson  Parish 

Ronald  Gardner,  Orleans  Parish 

Dennis  A.  DiMarco,  Jefferson  Parish 

Nat  LaCour,  Orleans  Parish 

Thomas  D.  LaCour,  Jefferson  Parish 

Earlme  Roth,  Orleans  Parish 

John  F.  Potts,  RTA  General  Manager 

There  is  currently  one  vacancy  on  the  RTA  Board  of  Commissioners. 

Day-To-Day  Operations 

Transit  Management  of  Southeast  Louisiana,  a  private  corporation,  is  contracted  to 
oversee  the  day-to-day  operations  of  the  transit  administration. 

Bus  and  streetcar  drivers  are  members  of  Amalgamated  Transit  Union,  Local  1560. 
Dispatchers,  Scheduling  Clerks,  Transit  TeUers,  and  Transit  Instructors  are  members  of 
Amalgamated  Transit  Union,  Local  161 1.  Mamtenance  workers  are  members  of  the 
International  Brotherhood  of  Electrical  Workers,  Local  1700-4. 


Summary  Profile  Data 


Operational  Statistics 

Fleet  Size:  486  Buses;  4 1  Streetcars;  28  lift  Vehicles 

Average  Fleet  Age:  10.4  Years  for  buses;  7 1  Years  for  streetcars 

Vehicle  Usage:  385  Buses  and  streetcars  on  AM  peak; 
395  PM  peak;  155  non-peak 

Number  of  Routes:  62 

Vehicle  Miles:  13.3  MiUion 

Annual  Vehicle  Hours:  1.2  MiUion 

Passengers  Carried  Daily:  200,000 

Passengers  Carried  Weekly:      1.3  Million 

Passengers  Carried  Annually:     68  Million 

1993  Diesel  Fuel  Use:  4,220,673  Gallons 
1993  Gasoline  Fuel  Use:     13 1,354  Gallons 


Employee  Data 

Total  Number  of  Employees:  1 ,494 

Operators:  682 

Maintenance:  320 

Administration :  358 


Financial  Data  (CY  1996) 

Total  Operating  Expenses:        $  69,708,059 
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Capital  Program  (FY1996) 

Match  Federal  Estimated 

Grant  Total 

Bus  Acquisition:         $   1,500,000         $6,000,0000  $  7,500,000 
Facilities: 

Central  Maintenance  Facility   $  3,053,600        $12,214,400  $15,268,000 

Rail  Service- 

Canal  Streetcar  (P. E/DEIS)      $     940,800        $3,763,200  $4,704,000 

Desire  Streetcar  (Study)  $     100,000         $     400,000  $     500,000 

TOTAl,:  $5,594,400         $22,377,600  $27,972,000 

Sources  include  RTA  Bond  Funds  and  Capital  Reserve  Funds. 

BUS  REPLACEMENT  PROGRAM 


SCOPE:  Replace  105  forty-foot  transit  buses  that  have 
exceeded  their  useful  life  expectancy  under 
Federal  Transit  Administration  guidelines. 


FDNDINO!  $21,000,000  is  requested  in  FY  97  from  the 
Federal  Transit  Administration  Section  3  Bus 
Program. 

The  Regional  Transit  Authority  will  provide 
$5,000,000  in  local  match. 


TOTAL:     $26,000,000 


8TATEMSMT:  This  request  is  of  the  highest  priority  and 
importance  to  the  Regional  Transit  Authority's 
day-to-day  operation.  The  105  vehicles  represent 
nearly  22%  of  our  486  vehicle  fleet.  These 
vehicles  are  experiencing  extensive  service 
failures  and  increasing  maintenance  costs.  The 
need  has  grown  critical  to  the  point  where  we  are 
having  difficulty  meeting  scheduled  runs.  The 
replacement  vehicles  will  allow  the  Regional 
Transit  Authority  to  begin  providing  ADA  fixed 
route  service  on  a  number  of  transit  routes. 
Currently,  only  73  fixed  route  vehicles,  or  16% 
of  the  RTA  fleet  are  lift-equipped. 


STATUS:    For  FY  96  $23  million  was  requested  for  119 
vehicles   and   $6   million  was   appropriated. 
$8,280,000,  of  a  $35,640,000  request  for  198 
vehicles,  was  appropriated  in  the  FY  95 
Transportation  Appropriations  Bill  through  the 
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Federal  Transit  Administration  Section  3  Bus 
Program.  In  FY  94,  $20.8  million  was  requested 
for  the  104  vehicles  that  exceeded  the  life 
expectancy  standards  at  that  time.  $5,000,000  was 
appropriated.  Additional  vehicles  are  being 
sought  through  the  Section  9  program  and  a 
"flexible"  Surface  Transportation  Program  (STP) 
grant. 


CANAL  STREET  CORRIDOR 


SCOPE: 


FUMDIMO: 


TOTAL: 


Reinstatement  of  Light  Rail/Streetcar  service  to 
the  Canal  Street  Corridor  of  New  Orleans.  The 
8.4  mile  (16,8  round  trip)  line  will  extend  from 
the  New  Orleans  riverfront  at  the  Mississippi  to 
the  Mid  City  neighborhood,  and  will  eventually 
provide  for  CBD  circulator  service. 

$70,596,653  of  Federal  Transit  Administration 
(FTA)  Section  3  New  Start  funds  for  the  project 
have  been  requested.  To  date,  $18.6  million  of 
FTA  New  Start  funds  have  been  obtained  through 
Congressional  appropriations. 

The  remaining  $55,697,000  of  FTA  Section  3  New 
Start  funding  is  being  requested,  as  needed,  to 
construct  the  line  and  its  streetcars.  ISTEA 
authorized  $4.8  million  for  alternative  analysis, 
preliminary  engineering  and  an  environmental 
impact  statement  in  1992. 

Matching  funds  of  $16,708,363  are  being 
sought  through  the  State  of  Louisiana  Capital 
Outlay  process  for  this  vital  transportation 
infrastructure  project. 

$91,005,017  Projected  Total 


STATBMBMT:  The  return  of  light  rail  service  to  downtown 
New  Orleans  will  promote  economic  development  and 
significantly  reduce  congestion  and  auto 
emissions.  Streetcar  service  will  enhance  access 
to  major  state  investments,  such  as  the  Louisiana 
Superdome,  the  Convention  Center,  the  LSU/Tulane 
Medical  District,  and  the  proposed  arena.  40 
diesel  fueled  vehicles  will  be  removed  from  this 
corridor  once  streetcar  service  is  restored. 
Ridership  on  the  streetcar  is  anticipated  to 
exceed  the  current  bus  count  of  20,000  by  an 
additional  18,000  passengers. 

STATUS:  This  project  has  completed  Major  Investment 
Analysis  (MIA) .  Corridor  selection,  the  approval 
of  the  Locally  Preferred  Alternative  (LPA) ,  was 
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made  on  March  28,  1995.  Preliminary  engineering 
is  well  under  way.  Construction  of  the  cars  will 
begin  in  1997  with  the  line  opening  by  the  year 
2000.  Included  will  be  innovative  project  cost 
savings  proposals,  including  the  regauging  of  the 
Riverfront  line  and  proposed  Canal  Street  line  to 
utilize  an  existing  heavy  maintenance  facility 
and  building  the  vehicles  locally. 


CENTRAL  MAINTENANCE  FACILITY 
RELOCATION/RECONSTRUCTION 


SCOPE:  Design  and  construct  a  replacement  heavy  repair 
facility  for  the  RTA  bus  fleet.  The  current 
facility  was  deemed  inadeguate  and  obsolete  and  is 
to  be  demolished  in  order  to  complete  the 
redevelopment  of  the  Canal  Maintenance  Facility. 


FUNDINO:  $12,214,400  of  Federal  Transit  Administration 
Section  3  Bus/Bus  Facility  Prograun  was  requested  for 
FY  96.  $3,000,000  was  appropriated  thus  renewing 
this  request  for  the  remaining  $9,214,400. 

The  $3,053,600  of  local  match  will  be  provided  by 
the  Regional  Transit  Authority. 


TOTAL: 


$15,268,000 


STATBMSMT:  Replacement  of  the  Central  Maintenance  Facility 
has  become  the  highest  priority  for  the  Regional 
Transit  Authority's  maintenance  efforts.  The 
facility  will  be  key  to  such  heavy  duty  repairs  as 
engine  and  transmission  change-outs,  major  component 
rebuilds,  body  repair,  central  parts  storeroom  and 
maintenance  training.  Once  the  former  facility  is 
demolished  as  part  of  the  Canal  Maintenance  Facility 
redevelopment,  major  repairs  will  be  required  to  be 
made  temporarily  at  another  RTA  facility  where 
conditions  will  obviously  not  be  conducive  to 
permanent  location.  Most  importantly,  the 
construction  of  the  Central  Maintenance  Facility 
will  allow  us  to  consolidate  and  close  at  least  one 
other  major  facility,  thus  allowing  us  to  reduce 
overall  operating  expenses. 


STATUS:  Site  evaluation  and  appraisals  are  nearly  complete. 
The  current  Central  Maintenance  Facility  at  Canal 
Street  is  scheduled  for  demolition  upon  assurances 
of  the  funding  and  construction  of  a  new  CMF. 
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DESIRESTOEETCAR  LINE 
RECONSTRUCTION 


SCOPE:    Design  and  reconstruct  the  fabled  Streetcar 

Named  Desire   route  as  the  major  transit  artery 
it  once  was.  Utilizing  the  venerable  Royal  and 
Bourbon/Dauphine  Streets,  the  four  mile  (8 
miles  roundtrip)  line  would  travel  through 
the  historic  New  Orleans  neighborhoods  of 
Bywater,  Faubourg  Marigny  and  the  Vieux  Carre 
(the  French  Quarter) .   The  route  was 
"rediscovered"  when  investigating  the  possible 
downriver  extension  of  the  Riverfront  Streetcar 
line  which  was  scrapped  due  to  poor  ridership 
projections. 

FUMDIMO:   $39,861,440  in  authorization  and  funding  is 
requested  from  the  Federal  Transit 
Administration  Section  3  New  Start  program 
through  Congressional  legislation. 

The  $9,965,360  of  local  match  remains  to  be 
identified. 


TOTAL: 


$49,826,800 


STATBMEMT:   This  proposed  line  should  deliver  a  much 

higher  and  effective  level  of  transit  service 
to  the  French  Quarter,  Faubourg  Marigny  and 
Byvater  neighborhoods  than  exists  presently. 
It  will  allow  the  removal  of  all  transit 
vehicles  from  the  historically  and  structurally 
sensitive  French  Quarter  while  providing  direct 
CBD  service  to/ from  two  major  defense 
facilities  located  at  the  far  end  of  the  line 
along  the  Industrial  Canal.  The  line  is 
expected  to  improve  the  overall  efficiency  of 
the  system  by  allowing  higher  operating  speeds 
and  shorter  travel  time  for  buses  forced  to 
utilize  congested  French  Quarter  streets. 


STATUS:    RTA  will  seek  funding  of  approximately  $700,000 
for  a  feasibility  study  in  FY  96  from  transit 
formula  funds  provided  for  through  the 
Transportation  Improvement  Program  (TIP) 
process. 
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UNION  PASSENGER  TERMINAL 


SCOPE:     Renovation  and  redevelopment  of  the  New  Orleans 
Union  Passenger  Terminal  into  a  multi-modal 
transportation  facility. 


FUNDING:   $38  million  in  additional  Federal  Transit 

Administration  Section  3  Bus  Program  funding  is 
being  sought.   $2  million  of  FTA  Section  3  Bus 
Programs  were  earmarked  for  FY  95.   An 
additional  $2  million  was  provided  by  the  State 
of  Louisiana  through  Surface  Transportation 
Program  funds  and  state  trust  funds. 

Authorization  of  $40  million  of  FTA  Section  3 
funding  is  sought  for  the  Renovation  project. 

TOTAL:    $155  million  including  an  $84  million  Sports 
Arena  Complex.  Renovation  of  the  Union 
Passenger  Terminal  itself  is  projected  to  be 
$52  million. 


STATBMZMT:   Currently  served  by  AMTRAK  and  Greyhound,  the 
Union  Passenger  Terminal  is  in  serious  need  of 
renewal  and  redesign.  The  proposed  CBD  Loop 
segment  of  the  Canal  Street  Streetcar  light 
rail  line  will  eventually  connect  the  downtown 
area  with  the  Terminal.  Park-n-ride  and 
reconfigured  heliport  facilities,  as  well  as 
the  proposed  Sports  Arena,  will  be  included 
within  the  "footprint"  of  New  Orleans  Union 
Passenger  Terminal  property  located  adjacent  to 
the  Louisiana  Superdome.  The  facility  will 
also  be  redesigned  to  accommodate  commuter 
buses  and  rail  service. 

STATUS:    The  New  Orleans  Union  Passenger  Temninal 
renovation  project  is  in  the  preliminary 
engineering  and  environmental  impact  statement 
phase.   That  phase  is  scheduled  to  be  completed 
by  July  31,  1995.   Shortly  thereafter  the  final 
design  phase  will  begin. 
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REGIONAL  TRANSPORTATION  COMMISSION,  CLARK  COUNTY,  NV 
PREPARED  STATEMENT  OF  KURT  WEINRICH,  DIRECTOR 


Mr.  Chairman.  Senator  Laulcnbcrg,  Members  of  the  Subcommittee,  I  am  Kurt  Weinrich,  Director  of  the 
Regional  Transportation  Commission  of  Clark  Count>',  Nevada.  1  would  like  to  thank  you  for  the 
opportunit\  to  appear  before  the  Subcommittee  regarding  the  RTC's  Integrated  Bus  Maintenance  and 
Storage  Facilit>'  and  innovative  transit  services. 

The  RTC  of  Clark  Count>',  Nevada  is  a  public  agencv-  created  under  the  laws  of  the  State  of  Nevada.  The 
RTC  serves  as  the  metropolitan  planning  organization,  county  gas  tax  agency  and  public  transit  authority  for 
the  Las  Vegas  urbanized  area. 

0\cr  the  last  several  years,  the  Las  Vegas  metropolitan  area  has  experienced  phenomenal  growth.  Bet\veen 
1980  and  1995,  population  and  employment  increased  by  over  one  third.  In  December  of  1995,  the 
population  of  Las  Vegas  surpassed  one  million  residents.  By  the  year  20 1 0,  the  population  of  Las  Vegas  is 
expected  to  exceed  15  million  residents  and  employmc.  t  is  expected  to  exceed  750,000  jobs.  Las  Vegas  is 
tniK  one  of  the  fastest  growing  urban  areas  in  the  United  States  and  the  historical  trends  demonstrate  that 
the  RTC's  task  of  moving  persons  within  the  urbanized  area  and  getting  people  to  theu-jobs  becomes 
increasingly  more  complex  from  year  to  year. 

Las  Vegas  welcomed  over  3 1  million  visitors  in  1995.  With  over  100,000  hotel  rooms  available  and  12,500 
rooms  under  construction.  Las  Vegas  continues  to  remain  a  world  class  resort  destination  that  affords  a  wide 
\'arict>-  of  recreational  opportunities  and  unparalleled  convenbon  and  meeting  facilities.  On  any  given  day, 
the  actual  population  of  Las  Vegas,  defined  as  residents  and  tourists,  exceeds  15  million  persons.  To 
maintain  this  position  and  serve  the  needs  of  the  growing  tourist  economy,  workers  must  staff  the  resort 
hotels  in  a  variety  of  jobs  over  a  twenty-four  hour  period. 

The  dramatic  growth  in  population  and  employment  has  resulted  in  a  tremendous  increase  in  traffic 
congestion  and  a  significant  deterioration  in  regional  air  quality.  In  1990,  as  Las  Vegas  looked  towards  its 
future,  transportation  problems  were  identified  as  the  major  threat  to  the  qualit>'  of  life  for  southern 
Nevadans  and  to  the  enjovinent  of  Las  Vegas  by  visitors  from  across  the  United  States  and  many  foreign 
nations     With  the  passage  of  the  Clean  Air  Act  Amendments  of  1990,  the  Environmental  Protection  Agency 
designated  the  Las  Vegas  area  as  a  nonattainment  area  for  Carbon  Monoxide. 

To  address  these  issues,  the  voters  of  Clark  County  oven\'hebningly  approved  Question  10  in  November 
1990.  a  local  referendum  that  identified  new  funding  sources  that  generate  $  1 20  million  a  year  dedicated  to 
transportation  impro\  ements    Of  the  $  1 20  million,  over  $3 1  million  annually  has  been  dedicated  towards 
implementing  a  new  and  expanded  mass  transit  system.  On  December  5,  1992,  the  RTC  initiated  the  new 
Citizens  Area  Transit  (CAT)  service.  Since  its  inception,  CAT  has  increased  its  ridership  from  700,000 
monthly  riders  to  over  2  5  million    (Sfifi  Exhibit  A).  The  CAT  farebox  revenues  and  farebox  recover.'  rates 
have  also  been  astounding   CAT  monthly  farebox  revenues  exceed  $1.2  million  which  covers  48  percent  of 
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the  operating  costs  or  the  system.  (See  Exhibits  B  and  C\  Throughout  the  Las  Vegas  Resort  area,  the 
farebox  recoverj-  ratio  is  over  1 00%. 

To  accommodate  this  growth,  the  RTC  has  continually  increased  services.    The  total  operational  fleet  of 
buses  has  increased  from  90  in  1992  to  195  vehicles  in  1996  (when  the  rolling  stock  on  order  is  delivered). 
As  shown  in  Exhibits  D  and  E.  the  number  of  annual  ser\'ice  hours  and  ser\'ice  miles  has  increased  by  one- 
third  since  stait-up  to  meet  this  rapid  expansion.  The  result  of  this  increase  is  that  the  number  of  service 
hours  and  scr\  ice  miles  per  bus  is  more  than  double  of  any  other  transit  system  in  the  United  States. 

In  I99S,  the  RTC  also  completed  one  full  year  of  operating  a  paratransit  s>'Stem  designed  to  meet  the 
requirements  of  the  Americans  with  Disabilities  Act.  Currently,  this  system  utilizes  93  vehicles  and  operates 
over  2 1 8,000  annual  service  hours.  CAT  paratransit  services  provided  over  352,000  rides  in  1995.  We 
understand  from  the  Federal  Transit  Administration  that  the  RTC  paratransit  ser\'icc  is  one  of  the  few 
ser\'ices  in  the  United  States  that  meets  five  of  the  six  service  criteria  mandated  by  the  ADA.  With  current 
plans  to  increase  the  fleet  to  127  vehicles,  the  RTC  will  reach  full  compliance  with  the  ADA  by  January, 
1997. 

On  Januan.-  28.  1996.  the  RTC  increased  service  from  700,000  to  over  850,000  annual  scr\-icc  hours.  CAT 
now  operates  more  frequent  service  on  many  of  its  busiest  routes  and  we  have  alrcad\'  experienced  an  1 1 
percent  increase  m  ridcrship  within  the  first  month  of  improved  ser\ice.  It  should  be  noted  that  without  the 
Section  3  financial  assistance  provided  by  this  subcommittee  previously,  the  CAT  would  not  have 
maintained  an  average  annual  increase  in  passengers  of  25.3  percent.  In  addition,  the  RTC  would  not  have 
been  able  to  fully  capitalize  its  paratransit  services  to  meet  the  ADA  requirements  on  schedule. 

The  RTC  is  continuing  to  move  forward  with  fmding  short  term  and  long  term  solutions  to  the  severe  traffic 
congestion  problems  in  Las  Vegas.  These  solutions  are  being  identified  through  the  Major  Investment  Study 
(MIS)  process  required  under  current  Federal  law.  One  MIS  is  reviewing  options  in  the  Resort  Corridor, 
including  such  alternatives  as  a  ftxed  guideway  system  and  dedicated  transit  lanes  for  CAT.  A  second  MIS 
is  rc\  ic%ving  options  along  the  heavily  congested  U.S.  95  corridor  which  serves  a  rapidly  growing  area  of  the 
Las  Vegas  Valle\-.  The  alternatives  being  considered  include  lane  additions  and  express  bus  services. 

As  is  clear  from  my  remarks  above,  the  RTC  is  dedicated  towards  managing  CAT  in  a  fmancially  responsible 
and  operationally  sound  manner.  At  this  time,  RTC  is  vigorously  pursing  an  aggressive  long  term  plarming 
process.  The  results  of  this  process  will  lead  to  new  and  innovative  services  designed  to  meet  the  long  term 
mobility  needs  of  Las  Vegas. 

The  RTC  has  made  substantial  progress  in  moving  forward  with  its  Integrated  Bus  Maintenance  and  Storage 
Facilities  project.  RTC  has  completed  the  design  (sK  Exhibit  F)  and  the  land  acquisition  phase  of  the 
project  using,  in  part,  the  proceeds  from  the  1994  and  1995  Section  3  discretionary  allocations.  The  facility 
will  be  capable  of  storing  250  buses  for  fixed  route  services  and  150  paratransit  vehicles.  All  maintenance 
functions  ha\  e  been  included  in  the  design  and  it  is  clear  from  the  peer  review  and  value  engineering  tasks 
that  the  RTC  will  have  a  state  of  the  art  facilit>'  capable  of  meeting  the  long  term  needs  of  CAT.  More 
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importantK',  Lhc  RTC  has  now  obligated  SI 7.0  million  for  the  construction  and  construction  management 
phases  and  v.c  have  scheduled  ground  breaking  for  June  of  1996. 

To  accommodate  the  continued  growth  of  CAT,  the  RTC  requests  $5.0  million  to  complete  the  Integrated 
Bus  Maintenance  Facilit>  and  $5  0  million  for  rolling  stock  to  initiate  specialized  express  services  discussed 
above.  (Sss  Exhibit  G).  The  additional  $5  0  million  for  the  Integrated  Bus  Maintenance  Facility  will 
provide  funding  necessary  to  complete  construction  by  1997  while  still  maintaining  the  local  overmatch 
commitment  of  30.0  percent.  The  $5.0  million  for  new  express  service  will  pro>'ide  residents  along  one  of 
the  most  heavily  traveled  corridors  m  Las  Vegas  a  real  and  viable  option  to  the  single  occupant  vehicle. 

A  continued  Federal  role  will  ensure  that  the  CAT  wnll  attain  national  objectives  for  a  balanced  mtermodal 
transportation  s\stem,  lower  usage  of  single  occupant  vehicles.  National  Ambient  Air  Quality  Standards,  and 
the  mobility  standards  of  the  Amencans  with  Disabilities  Act.  In  addition,  continued  Federal  assistance  will 
preserve  the  Federal  and  local  investment  and  help  ensure  that  the  ability  of  the  system  to  meet  long  term 
regional  transportation  goals  and  objectives  is  preserved.  It  is  for  these  reasons  that  the  RTC  believes  that 
the  Subcommittee  should  positively  consider  the  request  documented  in  my  testimony  today. 

In  conclusion,  the  RTC  appreciates  the  Subcommittees  continued  support  for  the  transit  s>'Stem  in  Las 
Vegas    Only  through  a  continued  Federal  partnership  will  the  CAT  system  meet  the  tremendous  demands 
placed  upon  it  through  the  rapid  growth  in  Las  Vegas. 
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MONTHLY  FAREBOX  REVENUE 
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EXHIBIT  F 

SECTION  3  DISCRETIONARY  FUNDS  RECEIVED  AND  USED  BY 

THE  CLARK  COUNTY  REGIONAL  TRANSPORTATION  COMMISSION 

FOR  BUS  AND  BUS  FAdLITDES 


1  FISCAL  YEAR 

EARMARK 

EXPENDITURE  OF  FUNDS 

1994 

$4,500,000 

Integrated  Bus  Maintenance  Facility  (IBMF)  -  design, 
land  appraisal  and  land  acquisition,  completed. 

1995 

$6,000,000 

$1,554,000  used  for  the  purchase  of  six  articulated 
buses  and  $4,446,000  for  the  Integrated  Bus 
Maintenance  Facilities  -  design,  land  acquisition,  peer 
review  and  value  engineering. 

1996 

$16,872,500 

Integrated  Bus  Maintenance  Facility  -  obligated  for 
construction  and  construction  management. 

Note:    Federal  Share  70% 

Local  Share  with  overmatch  30% 


EXHIBIT  G 

SECTION  3  DISCRETIONARY  FUNDS  REQUEST  BY  THE  CLARK  COUNTY  REGIONAL  TRANSPORTATION 
COMMISSION  FOR  BUS  AND  BUS  FAdLITIES 


FISCAL  YEAR 

AMOUNT  REQUESTED 

EXPENDITURE  OF  FUNDS                  || 

Fiscal  Year  1997 

$10,000,000 

To  be  used  for  construction  of  the  Integrated  Bus 
Maintenance  Facility,  and  buses  for  the  Early 
Action  Plan  for  the  NW  Las  Vegas  Express  Service 

Note:    Federal  Share  70% 

Local  Share  with  overmatch  30% 
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TEXAS  TRANSIT  ASSOCIATION 
PREPARED  STATEMENT  OF  MICHAEL  PLASTER,  EXECUTIVE  DIRECTOR 


Mr.  Chairman  and  Committee  Members: 

Thank  you  for  the  opportunity  to  provide  written  testimony  to  this  committee  on 
appropriations.    My  name  is  Michael  Plaster,  executive  director  of  the  Texas  Transit 
Association.    I'm  requesting  your  help  in  addressing  capital  needs  for  our  rural 
(nonurbanized)  transit  and  small  urban  systems,  each  under  200,000  in  total  population. 
This  is  the  first  time  Texas  has  ever  asked  for  a  specific  request  for  capital  discretionary 
grant  for  Texas'  rural  and  small  urban  transit  program.  Except  for  the  situation  in 
Galveston,  Texas,  the  capital  v^ould  be  used  for  replacement  vehicles. 

The  amount  of  needed  capital  is  based  on  needs  through  1997  as  identified  by  the  Texas 
Department  of  Transportarion  and  part  of  a  capital  replacement  program  for  these  small 
transit  systems  through  Year  2000  (again,  excepting  Galveston).    At  the  moment,  the 
replacement  program  through  Year  2000  is  estimated  at  just  over  $29  million  (see  attached 
letter  from  the  Texas  DOT).  These  estimates  are  low  and  have  not  been  reviewed  for 
accuracy  nor  adjusted  for  factors  outside  the  stated  State  DOT-established  parameters.  The 
Texas  transit  community  questions  the  validity  of  vehicle  pricing  upon  which  this  request 
must  be  based.  Exclusive  of  the  market  price  for  individual  vehicles,  the  State  DOT's  funding 
figures: 

•  are  significantly  under  market  prices  for  vehicles 

•  do  not  include  ADA  vehicle  accessibility  (lift-equipped  or  low-floor  vehicles) 

•  do  not  include  conversion  of  vehicles  to  alternate  fuels  (readily  available  in 
Texas) 

These  have  been  set  arbitrarily  by  the  .   Factors  capital  replacement  parameters  include: 

•  due  to  age  and  high  mileage 

•  limited  to  traditional  fuel  vehicles  only 

•  limited  to  replacement  of  the  same  vehicle  only  (excluding  upgrades  for  ADA  or 
for  larger  vehicles  to  meet  increased  rider  demand) 

•  limited  to  replacement  vehicles  and  not  for  more  vehicles  to  meet  increased  rider 
demand  or  new  service  areas 

While  we  believe  we  deserve  this  assistance  from  Congress,  we  know  all  states  need  such 
help.  We  also  see  that  the  Congress  likes  to  see  that  states  have  more  than  just  a  passing 
interest  in  these  programs,  especially  in  light  of  such  funding  requests.   The  most  readily 
means  of  judging  a  state's  commitment  to  a  program  is  funding. 

Currently,  the  State  of  Texas  provides  roughly  half  of  total  state  and  federal  funding  for 
these  small  public  transit  systems  (excluding  local  contributions).  The  Texas  legislature 
meets  once  every  two  years. 


Sute  Funds         Appropriated  by  the  Legislature  for  FY96-97. 


$15,000,0(X)  State  highway  funds  appropriated  to  nonurbanized  and  small  urbanized  systems 

8,335,000  State  highway  funds  appropriated  to  nonurbanized  systems  only 

17.665.000  General  Revenue  funds  appropriated  to  nonurbanized  and  small  urbanized 


systems. 

$41,000,000  Slate  Total  for  two  years 

Federal  Funds      Appropriated  by  Congress  for  FY96 


$14,818,915  Section  9  (small  urbanized  only) 

6.766.44 1  Section  18  (rural  or  nonurbanized) 


21,585,356  Federal  Total  for  the  most  recent  year 


Over  the  last  rune  years,  state  funding  for  rural  and  small  urbanized  transit  systems  has 
increased  from  zero  in  1989,  to  $5  million  annually  in  1992,  to  $17  million  in  1994  and  now 
over  $20  million  a  year.   While  total  program  funding  (or  the  size  of  the  pie)  has  increased. 
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actual  allocation  of  dollars  to  each  transit  system  has  actually  declined  year  by  year  due  to 
Texas  DOT-sanctioned  transit  expansions  in  levels  of  service,  areas  of  service,  and  new 
start-up  transit  programs.  Each  piece  of  the  transit  pie  has  gradually  decreased  by  an 
estimated  5-10  percent  a  year. 

The  State  needs  this  additional  assistance  to  address  pressing  capital  replacement  needs  for 
these  transit  agencies  in  this  period  of  change  and  transition  at  the  federal  level.  As  this  is 
our  first  request  for  assistance,  we  hope  you  will  look  favorably  on  our  needs. 

Many  of  our  rural  transit  agencies  have  not  had  the  capital  assistance  needed  to  maintain 
current  levels  of  operation  and  are  struggling  between  the  demand  for  service,  on  the  one 
hand,  and  keeping  vehicles  in  service  which  have  outlived  their  usefulness  based  on  the 
industry  standard  for  mileage  and  age  established  by  the  Federal  Transit  Administration. 

Special:    Rail  Trolley  Refurbishment 

A  special  problem  also  exists  for  the  City  of  Galveston  and  their  Island  Transit  operation. 
Island  Transit's  existing  rail  trolley  is  not  eligible  under  the  Intermodal  Surface 
Transportation  and  Efficiency  Act  (ISTEA)  for  rail  modernization  due  to  the  city's  size 
being  under  200,000  in  population.  Transit  systems  over  200,000  in  population  are  the  only 
transit  systems  eligible  under  existing  ISTEA  rail  modernization  statutes.   The  City  of 
Galveston  is  the  only  transit  system  under  this  population  limit  to  have  a  rail  system  and 
should  not  be  accidentally  penalized  for  such.  Galveston  has  estimated  refurbishment  at 
$975,000. 

While  the  amount  of  a  state  contributes  towards  overall  program  funding  is  important, 
and  perhaps  even  key,  the  question  must  be  asked  "Does  a  state  get  the  optimal  bang  for 
the  dollar?"  This  is  a  question  on  the  quality  of  program  service,  rather  than  simply  how 
much  funding  is  directed  to  the  program  in  question. 

Our  state's  small  and  rural  urban  systems  have  been  making  the  best  of  a  declining 
funding  base  in  the  face  of  increased  rider  demand  and  service  requests.  How  well  have 
Texas  transit  systems  been  doing?  The  success  of  these  smaller  transit  agencies  have  been 
recently  documented  by  the  Texas  Department  of  Transportation  (TxDOT).  The  Texas  DOT 

contracted  out  for  the  first  comprehensive  Assessment  of  public  transit  ever  undertaken  in 
the  State  of  Texas.  The  study  was  released  in  October  1995  and  the  public  transit 
community  was  pleasantly  surprised  -  given  a  previous  lack  of  good  data  ~  at  how  well 
small  urban  and  rural  transit  in  Texas  have  been  doing  as  to  efficiency  and  market 
penetration. 

For  rural  and  small  urban  transit,  the  Assessment  found  over  a  five-year  period  ending  in 
1993  that: 

•  market  share  improved 

•  service  became  more  efficient 

•  grmvth  in  ridership  amount  to  33% 

•  there  has  been  consistent,  positive  performance  by  rural  operators 

•  small  urban  fixed-route  systems  experienced  a  25%  increase  in  ridership  along 
with  a  43%  increase  in  vehicle  miles  of  service. 

•  market  share  for  fixed-route  small  urban  systems  increased  by  20%  while  cost  per 
passenger  decreased. 

Bottom  line  from  the  Assessment:  "Texas  has  experienced  a  better  result  in  these  performance 
indicators  titan  the  national  industry  as  a  whole." 

The  Assessment  is  available  upon  your  request  to  the  Texas  Department  of  Transportation 
and  is  formally  entitled  Final  Report:  A  Comprehensive  Assessment  and  Evaluation  of  Public 
Transportation's  Contribution  to  Transportation  in  Texas,  August  1995. 
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For  FY97,  including  needed  capital  for  the  current  year  and  the  special  problems  associated 
with  the  Texas-Mexico  border  area  of  El  Paso  County,  the  transit  community  in  Texas  is 
asking  for: 


FTA  Section  3  Discretionary  Program 
Clsss  of  Transit 

Requested  Funds 

Rural  Capital  Replacement 

$  8,209,489 

Small  Urban  Capital  Replacement 

$  2,366,867 

City  of  Galveston  "Island  Transit"  for 

rail  trolley  refurbishment 

$     975.000 

Total 

$11,551,356 

FTA  Section  26  Service  Methods  and  Demonstration  Program                                                 | 

Gr?nte«  and  Administrator 

Requested  Fwnds 

Texas  Department  of  Transportation 
to  receive  a  grant  which  shall  be 

$    150,000 

administered  without  limitation 

by  the  Texas  Transit  Association,  a 

nonprofit  corporation,  for  research 
and  planning  studies 

Grand  Total 

$11,701,356 

At  your  request,  TTA  can  provide  a  breakdown  of  capital  needs  for  each  transit  operator. 
Thanl<  you  for  this  opportunity  to  convey  our  needs  to  your  committee. 
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Transit  Programs 


TxDOTand  Public  Transportation 


Section  18 
Operators 


1 .  Panhandle  Community  Sendees.  Inc. 

2.  South  Plains  Community  AcbonAssodaUon.  Inc. 

3.  CaprocJc  Community  AcBonAssociabon.  Inc 
*.    Aspermont  Small  Business  Development  Cenlet,  Inc. 

5  Rolling  Plains  Management  CofporalSon 

6  Texoma  Area  Pa;atransil System.  Inc.  (TAPS) 

7  Ser/icss  Program  lor  Agilig  Ne«<Js  in  Denton  County  (SPAN) 
8-    Collin  County  Committee  on  Aging 
9      Hunt  County  C'vnmittee  on  Aging 

10.  A/y-Tex  Council  ol  Govemmenls 

1 1 .  West  Texas  OpportuniSes.  Inc. 

1 2.  People  for  Progress 

13.  Central  Texas  Opportunities.  Inc. 

14  Palo  Prto  County  Transportation  Council 

1 5  Parker  County  TransporUDon  Servica.  Inc. 
16.  The  Transit  System,  inc.     . 

1 7  Community  Services.  Inc  (Corsicana) 

18  Cleburne.  City  of 

19.  Kaufman  County  Senior  Citizens  Sefvtees.  Inc. 
20-  East  Texas  Council  of  Governnenls 
21.  Corv^o  Valley  Coundl  ol  Gov«mments 
22   Hill  Country  Corrxixinity  Action  Assodabon.  Inc. 
23.  Del  Bio.  City  ol 

24  Hear!  ol  Texas  Counol  of  Governments 

25  Capital  Area  Rural  Transportation  System  (CARTS) 

26  Brazos  Valley  Community  Action  Agency 

27.  Eagle  Pass.  City  of 

28.  Commumty  Council  of  Southwest  Texas.  Inc. 
29   Alamo  Area  i^uncil  of  Governments 

30.  Golden  Crescent  Regional  Planning  Commission 

31 ,  Colorado  Valley  Transrl.  Inc. 
32   Gulf  Coast  Center 


33.  South  East  Texas  Regional  Planning  Commission 

34.  Bee  Community  Action  Agency 

35.  San  Patnclo  County  Community  Action  Agency 

36.  Laredo-WebP  County  Community  Action  Agency 

37.  Community  Adion  Counal  of  South  Texas 

38  Rural  Economic  Assistance  League,  Inc  (REAL) 

39  Kleberg  County  Human  Ser/ices 

40  Lower  Rio  Grande  VaHey  Development  Council 

41.  South  Padre  Island.  Town  ol 

42.  County  of  El  Paso 
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LETTER  FROM  RICHARD  G.  CHRISTIE,  DIRECTOR  OF  PUBLIC 
TRANSPORTATION,  TEXAS  DEPARTMENT  OF  TRANSPORTATION 

Mr.  Michael  Plaster  April  23,  1996 

Executive  Director 
Texas  Transit  Association 
101  W.  6th  St 
Austin,  Texas  78701 

Dear  Mr.  Plaster: 

The  Texas  Department  of  Transportation  (TxDOT)  is  planning  on  submitting  a 
discretionary  request  for  $29,986,302  to  the  Federal  Transit  Administration.  The  funds 
will  be  used  to  replace  the  revenue  rolling  stock  of  the  rural  and  urban  public 
transportation  operators  over  a  five  year  period.  If  we  are  successful  in  receiving  the 
grant,  TxDOT  will  expect  the  operators  to  provide  the  local  funds  to  pay  for  20  percent 
of  the  vehicles. 

Our  approach  is  to  replace  vehicles  that  have  worn  out  through  high  usage  or  have 
become  maintenance  problems  because  of  age  and  the  reduced  availability  of 
replacement  parts.  There  will  be  no  push  for  alternative  fuels,  vehicle  upgrades,  or 
increased  fleet  size.  We  view  our  approach  as  a  way  to  overcome  the  aging  vehicle 
fleet  caused  by  reductions  in  Federal  grant  funds  in  the  annual  grants. 

The  criteria  used  in  determining  which  vehicles  should  be  replaced,  and  when,  are 
standard  production  vehicles  and  light  duty  vans  are  to  be  replaced  at  100,000  miles, 
light  and  medium  duty  buses  replaced  at  150,000  miles,  and  heavy  duty  vehicles  at 
250,000  miles.  .Low  mileage  vehicles  that  were  8  years  or  older  for  light  duty  vehicles 
(12  years  for^heavy  duty)  were  also  added  to  the  replacement  list. 


We'wi 
or  require 


keep  you  informed  of  the  progress  of  our  grant  request.   If  you  have  questions 
■e Additional  information,  please  call  me  at  416-2810. 


Richard  G.  Christie 

Director  of  Public  Transportation 
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